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SUMMARY OF SUBTECT MATTER 

TO: Members of the Committee on Transportation and Infirastnicture 

FROM: Committee on Transportation and Infrastructure Staff 

SUBJECT: Hearing on “Investing in Infrastructure: The Road to Recovery” 


Purpose of Hearing 

On Wednesday, October 29, 2008, at 9:30 a.m., in room 2167 Rayburn House Office 
Building, the Committee on Transportation and Infrastructure will hold a hearing to examine how 
infrastructure investment contributes to job creation and economic recovery. The hearing will 
address infrastructure across the Committee’s jurisdiction, including highways, bridges, public 
transportation, rail, aviation, ports, waterways, wastewater treatment facilities, and Federal buildings. 

Background 


Adequate investment in our transportation and other public infrastructure is critical to our 
nation’s economic growth, our competitiveness in the wodd marketplace, and the quality of life in 
our communities. Despite the importance of these investments, many of our nation’s infrastructure 
needs are going unmet. 

At the same time, unemployment in the construction sector is skyrocketing and almost one 
million construction workers are currently unemployed and looking for work. In addition, the 
construction market is shrinking dramatically. The construction market is experiencing the biggest 
sustained decline in construction in at least four decades. 

Unemployment in the construction sector has increased dramatically over the past year. 
According to the Bureau of Labor Statistics (“BLS’% the construction sector lost more than 600,000 
jobs in 2007 and 2008, iacluding 261,000 jobs in 2007 and 340,000 jobs during the first nine months 
of 2008 (throtigh September). The unemployment rate in construction was 9.9 percent in 
September 2008 - up 4.1 points compared to a year ago. This is the highest unemployment rate of 



vii 


any industrial sector. As of September 2(K)8, diere are 970,000 \memployed constniction workers in 
the nation - a 60 percent increase over the past year. 

Wi thin the overall construction sector, seasonally adjusted employment in heavy and civil 
engineering construction^ has fallen in each of the past 11 months, from 999,500 in October 2007, 
to 944,600 in September 2008, a loss of 54,900 jobs. Heavy and civil engineering construction 
employment is now the lowest it has been since Apiil 2005. 

A report released last week by McGraw-Hill Construction estimates the value of new 
construction projects wiU fall to |515 billion next year, down seven percent from this year, and 25 
percent below its peak of $690 billion in 2006.^ TIik estimate includes a four percent decline in 
highway and bridge construction, to an estimated $50 billion in new projects. Until recently, 
construction of hospitals, roads, schools and offices had remained relatively strong, despite a decline 
in residential housing construction. However, according to the report. States are suffering lower tax 
revenue, and financing for projects has become prohibitively expensive or unavailable at any cost as 
banks restrict lending. The resiilt is the biggest sustained decline in construction in at least four 
decades. 
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more than 200 debt offerings totaling at least $14 billion since mid-September. In the area of 
transportation, the North Carolina Turnpike Authority postponed plans to raise $600 million to 
begin work on a toll road. Similarly, the Massachusetts Bay Transportation Authority held off 
borrowing $350 million after investors demanded yields of about six percent, a full percentage point 
more than anticipated. 

Many have argued that including inftastructure investment in a jobs creation and economic 
recovery initiative addresses both the skyrocketing construction unemployment and our crumbling 
infrastructure simultaneously. Infrastructure investment creates family-wage, construction jobs that 
are needed in the near-term. It also helps address our infrastructure investment needs and produces 
long-term benefits in terms of economic productivity and growth to increase the United States* 
global competitiveness. 

I. Infrastructure Investment Needs 

The National Surface Transportation Policy and Revenue Study Commission recently 
examined investment needs for all modes of surface transportation (highways, bridges, public transit, 
freight rail, and intercity passenger rail). The Commissioris report identifies a significant surface 
transportation investment gap, and calls for an annual investment level of between $225 and $340 
billion “ by all levels of government and the private sector — over the next 50 years to upgrade all 
modes of surface transportation to a state of good repair. The current annual capital investment 
from all sources in all modes of surface transportation is $85 billion. 


^ This term includes hi^way, street, and brieve construction; utility system construction; land subdivision construction; 
and odaer heavy and civil engineering construction. 

2 This forecast is based on McGraw-Hill's tracking of new construction projects, including the issuance of building 
p erm its. 
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For highways and bridges, the Department of Tmnsportation’s 2006 Condidons and 
Performance Report indicates that a total investment by all levels of government of |78.8 bilHon (in 
constant 2004 dollars) is needed annually to main tain our highway and bridges in their current 
condition. To improve the overall condition of highways and bridges, a combined investment of 
1131.7 billion (in constant 2004 dollars) is needed each year. According to the Department of 
Transportation (“DOT”), the annual investment gap is $8.5 billion to maintain our current systems 
and $61 .4 billion to begin to improve highway and bridges.^ 

According to DOTs 2006 Conditions and Performance Report: 

^ Only 42.2 percent of travel on roads for which data are available occurred on pavements 
with "good" ride quality; 

^ 13.1 percent of highway bridges are classified as structurally deficient; and 

> 13.6 percent of highway bridges are classified as functionally obsolete. 

For transit, DOT's 2006 Conditions and Performance Report indicates that a total 
investment by all levels of government of $15.8 billion (in constant 2004 dollars) is needed annually 
to maintain transit systems at their current condition and level of performance. To improve the 
overall condition and performance of transit systems, a combined investment of $21.8 billion (in 
constant 2004 dollars) is needed each year. According to DOT, the annual investment gap is $3.2 
bilEon to maintain our transit systems and $9.2 billion to begin to improve our transit systems/ 

According to DOT’s 2006 Conditions and Performance Report: 

^ Over one-half of all urban rail transit stations are substandard; 

One-thitd of our nation’s bus maintenance facilities are substandard; 

> 16 percent of elevated transit structures are substandard; 

> 13 percent of underground transit tunnels are substandard; and 

^ 8 percent of transit track is substandard. 

For freight rail, DOT estimates that the demand for rail freight transportation — measured in 
tonnage — ^will increase 88 percent by 2035. A study conducted by Cambridge Systematics, Inc. 
estimates that an investment of $148 billion (in 2007 dollars) for infrastructure expansion over the 
next 28 years is required to keep pace with economic growth and meet DOT’s forecast demand. Of 
this amount, the Class I fre^ht railroads’ share is projected to be $135 billion and the short line and 
regional freight railroads’ share is projected to be $13 billion. Without this investment, 30 percent of 
the rad miles in the primary corridors will be operating above capacity by 2035, causing severe 
congestion that will affect every region of the country and potentially shift freight to an already 
heavily congested highway system. 


^ Acc&rding to DOTs 2006 Conditions and Performance Report, Federal, State, and local capital expenditure for 
h%hways and bridges totaled $70.3 billion in 2004. This is $8.5 billion less than the anntial expenditure needed to 
maintain highways and bridges, and $61.4 billion less han the annual expenditure needed to improve highways and 
bri(%es. 

* According to DOTs 2006 Conditions and Performance report. Federal, State, and local capital expenditure for transit 
totaled $12.6 billion in 2004. This is $3.2 billion less than the annual expenditure needed to maintain transit systems, and 
$9.2 billion less than the annual expenditure needed to improve transit systems. 
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The railroad industry is extraordinarily capital intensive. The Class I railroads anticipate that 
they will be able to generate approximately $96 billion of their $135 billion share through increased 
earnings from revenue growth, higher volumes, and productivity improvements, while continuing to 
renew existing infrastructure and equipment This would leave a gap of |39 billion or about $1.4 
billion per year. 

Demand for intercity passenger rail has also increased due to soaring gas prices. The 
Passenger Rad Working Group for the National Surface Transportation Policy and Revenue Study 
Commission reported in 2007 that the total capital cost estimate for re-establishing the national 
intercity passenger rail network between now and 2050 is $357.2 billion (in 2007 dollars), for an 
annualized cost of $8.1 billion. 

Increased investment in our airport infrastructure is also necessary to maintain a safe and 
efficient aviation system. The Federal Aviation Administration’s recendy-released National Plan of 
Integrated Airport Systems (2009-2013) estimates that there will be $49.7 billion of AlP-eligible 
projects during the next five years — an increase of 21 percent compared to the last NPIAS that the 
FAA issued two years ago. Additional funds are needed to allow the AIP program to keep pace with 
inflationary cost increases and meet airport safety and capaaty needs. 

Estimates of the nation’s clean water infrastmcture needs over the next 20 years exceed $400 
billion. The needs are especially urgent for areas trying to remedy the problem of combined sewer 
overflows and sanitary sewer overflows and for small communities lacking sufficient independent 
financing ability. D rinking water infrastructure needs are estimated at nearly $500 billion over the 
next 20 years. Current spending by all levels of government is one-half of the estimated needs. 

High quality drinking water and wastewater treatment are critical to protecting human health 
and the environment. The Congressional Budget Office estimates that there is an annual investment 
need of between $11.6 billion and $20. 1 billion to ensure a safe, clean supply of drinking water, and 
an additional need of an annual investment of between $13 billion and $20.9 billion in wastewater 
treatment. Given current funding levels from all sources, there is an annual investment gap for 
wastewater and drinking water infrastructure of between $3 billion and $19.4 billion. 

There are 772 communities in 33 states and the District of Columbia with a total of 9,471 
identified combined sewer overflow problems. Combined sewer overflows contribute to the 
ongoing contamination of the nation’s waters by releasing approximately 850 billion gallons of raw 
or partially-treated sewage annually. In addition, the Environmental Protection Agency ("EPA") 
estimates fliat between 23,000 and 75,000 sanitary sewer overflows occur each year in the United 
States, releasing between 3 to 10 billion gallons of sewage per year. The EPA estimates that more 
than $50.6 billion is necessary to address combined sewer overflow problems, and an additional 
$88.5 billion to address sanitary sewer overflows. 

With trade expanding and highways and railways congested, efficient water navigation must 
be provided and maintained through the ports and waterways constructed and maintained by the 
Army Corps of Engineers. The vast array of navigation and flood damage reduction infrastructure 
is important to the nation’s economy, but this infrastructure has suffered from many years of 
inadequate funding for mdntenance and replacement. The capital stock value of Corps water 
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resources infrastructure has been decreasing since the late 1970s. Significant increases in investment 
for maintenance of existing facilities and the construction of modem ones are urgendy needed. 

II. Impact of Inadequate Investment 

The impact of inadequate infirastnicture investment is being felt in a variety of ways, most 
notably through a significant increase in congestion. 

Road congestion has become a major national problem. According to the Texas 
Transportation Institute’s 2007 Urban Mobility Study, traffic congestion in the nation’s 437 urban 
areas continues to increase. Congestion now occurs during longer portions of the day and delays 
more travelers and goods than ever before. 

As congestion increases, so does the cost it imposes both on our economy and on motorists. 
In 2005, traffic congestion cost urban motorists $78.2 billion in terms of wasted time and fuel, 
compared to $73.1 billion in 2004, and just $14.9 billion in 1982.^ This level of congestion equates 
to an average annual cost per traveler of about $710 in 2005, up firom $680 in 2004, and $260 in 
1982. The hours of delay and gallons of fuel consumed due to congestion are only the elements that 
are easiest to estimate. The effect of uncertain or longer delivery times, missed meetings, business 
relocations, and other congestion impacts are not included in this estimate. 

Congestion has increased in the air, as well In 2007, air travelers experienced the highest 
number of delayed flights — 1.8 million — in the 13 years since DOT has collected such data. The 
Federal Aviation Administration (“FAA”) predicts that, absent needed improvements to the aviation 
system, including the modernization of the air traffic control system, delays will increase by 62 
percent by FY 2014. 

According to the Commission on the Future of the U.S. Aerospace Industry, estimates of 
the cost of aviation delays to the U.S. economy range firom $9 billion in 2000 to more than $30 
billion annually by 2015. Without improvement, the combined economic cost of delays firom 2000- 
2012 will total an estimated $170 billion. 

Delays are also increasing on our inland waterways, which contain a series of outdated and 
antiquated locks and dams that, unless rehabilitated, replaced or expanded, will continue to hinder 
the movement of coal, grain, and other bulk products. Fifiy-three percent of the lock chambers on 
the system have exceeded their 50-year design lives. With trade expected to increase, delays are 
likely to continue to rise with increased traffic using the aging inland waterway system. 

Inadequate infhastracture investment is also putting our environment at risk. Communities 
throughout the United States continue to struck financially to meet their ever-increasing 
wastewater treatment infrastructure needs. The Environmental Protection Agency (“EPA”) has 
reported that a failure to increase investment in wastewater treatment infrastructure would erode 
many of the water quality achievements of the past 30 years. 


constant 2005 dollars. 
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III. Job Creation and Unemployment ReKef Act of 2008 (H.R. 7110) 

To create jobs while at the same time meeting important infrastrucmre investment needs, the 
House passed the Job Creation and Unemployment Relief Act of 2008 (H.R. 7110) on September 
26, 2008, by a vote of 264-158. The Senate has not taken action on the bill. 

H.R. 7110 provides $61 billion in additional funding, including $30 billion for programs 
within the jurisdiction of the Committee on Transportation and Infrastructure, as follows: 


> Highways and Bridges 


$12.8 billion 


>■ Transit: 

Including Transit Capital 
And Transit Energy Funding 


$4.6 billion 

$3.6 billion 
$1.0 billion 


> Rail (Amtrak): 


$500 million 


> Aviation: 

(Airport Improvement Program) 


> Environmental Infrastructure: 

(Clean Water State Revolving Fund) 


> Army Corps of Engineers: 
Including Construction 
Operation & Maintenance 
Mississippi River & Tributaries 


$600 million 


$6.5 billion 


$5.0 billion 

$2.5 billion 
$2.0 billion 
$500 million 


Under H.R. 7110, the hinds for highways, bridges, transit, and environmental infirastructure 
would be distributed based on the existing statutory formulas that are used by each of these 
programs. Tables showing the State-by-State distribution of highway, transit, and clean water 
investments provided under H.R. 7110 are attached. The funds for AIP and the Corps of Engineers 
would be distributed through existing competitive project selection processes. 


Transportation and Infrastructure Committee staff estimates that this $30 billion would 
create or sustain more than 834,000 jobs.^ 


In contrast to tax cuts or rebate checks, virtually all of the economic stimulus effect from 
these investments will be experienced in the United States. Not only would the construction work 
be done here, but most transportation construction materials and equipment are manufactured in 
the United States. These infitastmcture programs are subject to Buy America laws which require that 
the steel, iron, and manufactured goods for projects funded with Federal funds be produced in the 
United States. In addition, vehicles, such as transit buses or rail cars, must be assembled in the 
United States. 


* The estimate is based on Federal Highway Administration’s model on the correlation between highway infrastnicture 
investment and employment, and assumes \raiver of Stote matching share of project costs for most programs, as 
proposed in H.R. 7110. 
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In general, under H.R. 7110, priority in the use of funds shall be given to projects that can 
award contracts based on bids within 120 days of enactment While certain inrirastructure projects 
may require years of engineering and enviconmentai analysis, followed by a lengthy contract award 
process, a subset of projects — such as projects involving rehabilitation and repair of existing 
inriastructure - can move much more quickly, with work beginning within 120 days or less. 

IV. Ready-To-Go Projects 

A. Highways and Bridges 

State Departments of Transportation (‘TDOTs*’) have a tremendous backlog of highway 
projects that could be implemented quickly if additional funds were made available. For example, 
State DOTs often have open-ended contracts in place for resurfacing projects, which means that 
work could begin immediately upon receipt of additional funds. In addition, many State DOTs have 
projects already in process that coiild be accelerated if additional funding were provided. 

Each year, the Fedend Highway Administration (“FHWA”) and State DOTs go through a 
process known as 'August redistribution". In this process, FHWA surveys each State to find out if 
it is going to be able to use all of its obligation authority before the authority expires at the end of 
the fiscal year on September 30. If a State cannot use all of its obligation authority, it returns the 
unused amount to FHWA, so that it can be redistributed to another State that can use it before it 
expires. During the August 2008 redistribution process. States indicated an ability to obligate an 
additional $8 billion prior to September 30, but only $1.16 billion was redistributed to meet this 
need. This FHWA Ai^st 2008 redistribution iQustrates the States* pent-up demand of ready-to-go 
projects and their ability to obl:^te large amounts of additional funding very quickly. 

A January 2008 survey of State Departments of Transportation by the American Association 
of State Highway and Transportation Officials (“AASHTO’*) identified 3,071 ready-to-go highway 
and bridge projects at a total cost of $17.9 bilbon. The summary table of the AASHTO survey is 
attached. 

Specific examples of ready-to-go highway and bridge projects provided by AASHTO are 
discussed below. These are illustrative of the types of projects States could choose to fund if 
additional Federal-aid Highway funds are apportioned to the States. 

5^ Brownville Bridge. U.S. Route 136. Atchison County. Missouri : According to the Missouri 
Department of Transportation, this project would accelerate necessary repair work on the 
bridge over the Missotiri River at Brownville, Nebraska. The 1,903-foot bridge is 70 years 
old and is structurally deficient The bridge has a rating of 3 (serious condition), which is 
lower than the rating of the I-35W Bridge which collapsed in Minnesota. This rating reflects 
such a serious condition that if its rating drops to 2, the bridge will be dosed. If the bridge 
has to be closed, residents will have to make a 1 23-mile detour. Work that needs to be 
completed on this bridge includes joint repair, substructure repair, painting and redecking. 
Cost: $13,200,000. 
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> Osage River Bridge. Route 17. Tusaimbia^ Missouri : According to the Missouri Department 
of Transportation, this project would accelerate the replacement of a structurally deficient 
and functionally obsolete bridge with die construction of a new bridge over the Osage River 
at Tuscumbia. Tuscumbia is the county seat of Miller County, one of four counties in the 
Lake of the Ozarks region, which the U.S. Census Bureau estimates show saw a greater than 
seven percent population growth between 2000 and 2006. The current bridge is a two-lane, 
1,083-foot structure that is 75 years old and rated a 3 (serious condition). If the bridge has 
to be closed, residents will have to make a 40-tnile detour. Cost: $9,270,000. 

1-5/1-205 Interchange, Portland. Ore^n : According to the Oregon Department of 
Transportation (“ODOT’), the I-5/I-205 interchange, which connects two of Oregon’s 
most heavily traveled freight and passenger cortidors, was recognized by Portland 
metropolitan area residents as one of the region’s worst congestion chokepoints in a recent 
poll as well as noted in the State’s “Federal Bottieneck Report”. ODOT would like to 
address congestion at this interchange by building an acceleration/ auxiliary lane that would 
allow traffic from the 1-205 southbound ramp additional time to safely merge onto 1-5 
without slowing traffic in the travel lanes. This lane could significantly improve traffic flow 
on 1-5 and 1-205 at a relatively small cost ODO 1 could quickly put this project out for 

* ] ] oAAn z onn Ar»A 
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^ U.S. Route 20. Pioneer Mountain to Eddyville. Oregon : According to ODOT, this 

design/build project is currently under construction. The project will build seven miles of 
new alignment between Corvallis and the Oregon coast on U.S. Route 20. Currently, this 
segment of highway narrowly winds through the Coast Range. It is not updated to modem 
highway standards, expenences high crash rates, and has freight mobility restrictions. These 
restrictions cause significant out-of-direction travel for trucks. Improvements to the west 
end tie-in section, which are designed and ready to go to construction, had to be modified to 
stay within budget. Additional Federal funding would allow this project to move forward 
immediately. Cost: $12,000,000. 

B. Transit 

Due to high gas prices, transit agencies across the country are experiendng increased 
demand for transit services. In 2007, 10.3 billion trips were taken on public transportation — the 
highest number of trips taken in 50 years. Ridership has continued to climb in 2008, with a 4.4 
percent increase in trips taken during the first half of 2008 compared to the same period last year, 
putting 2008 on track to beat last year’s modem record ridership nmnbers. 

Additional fimds could be put to immediate use to meet this demand and, at the same time, 
create and sustain good-paying jobs and economic activity. An October 2008 survey of public 
transportation agencies by the American Public Transportation Association (“APTA”") identified 
559 ready-to-go transit projects at a total cost of $8.03 billion. Typically, these projects involve 
purchasing buses and rail cars by exercising existing contract options, and accelerating existing 
constmction and maintenance projects. Specific examples, provided by APTA, are discussed below. 
These are illustrative of the types of projects that transit agencies could choose to fund if additional 
funds are apportioned to urbanized and nonurbanizcd areas. 
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> Virginia Railway Kxpress. Ale-yariHria Virpinia : This project would allow the Virginia 

Railway Express (“VRE”) to exercise options to purchase 15 locomotives, which will allow 
the transit agency to increase capacity by deploying longer eight- and 10-car trains. In 
February, VRE signed a contract with MotivePower, Inc. to purchase as many as 20 
replacement locomotives. At present, VRE has been able to purchase only five locomotives 
due to a lack of funding. If Federal resources were made available, the railroad could 
immediately execute options to purchase as many as 15 locomotives. MotivePower 
locomotives are manufactured in Boise, Idaho. Cost $63,000,000. 


> Muncie Indiana Transit System. Muncie. Indiana : This project would allow the Muncie 
Indiana Transit System to exercise existing options to purchase four replacement hybrid 
electric buses. The Muncie Indiana Transit System is in the final year of an existing bus 
procurement contract with G illig Corporation, and it has the option to purchase four diesel- 
electric hybrid buses. The buses would be Muncie’s first deployment of hybrid technology, 
and they would replace vehicles purchased in 1994 that ate well past their expected service 
life. Diesel-electric hybrid buses reduce fuel consumption by as much as 40 percent, and 
regenerative braking technology reduces maintenance costs for transit agencies. If Federal 
resources were made available, the agency could immediately exercise options to purchase 
the four hybrid buses. G illig buses are manufactured in Hayward, California. Cost 
$ 2 , 100 , 000 . 

S' Regional Transportation District Denver Colorado : These projects would finance transit 
station improvements to meet increased demand for transit services. Regional 
Transportation District ("RTD") tidership has been growing rapidly, increasing by 13.1 
percent in 2007 compared to the previous year, and it has continued growing rapidly in 2008 
as more commuters switch to transit to minimize their commuting costs. RTD is ready to 
begin construction on the renovation of Denver’s Union Station, but the $478 million 
project needs $230 million in additional funding. The project has completed all necessary 
environmental reviews and construction could start in spring 2009 with additional federal 
funding. The station renovation will incorporate an at-grade, eight-track commuter rail 
station, relocation of RTD's regional bus facility below grade under 17th Street; and' 
relocation of the light rail station at-grade to the Consolidated Mail Line. RTD's other 
ready-to-go passenger facility projects include improvements for the Belleview light rail 
station ($3 million) and a design-bmld contract for a new park-and-ride facility in the 
southwest comet of the District with 200 spaces ($2 million). Cost: $235 million. 

> New York City Transit New York. New York : These projects would finance station 
rehabilitation, rail track improvements, and customer information screens. New York City 
Transit has identified three projects that are currently under development in anticipation of 
future funding. If Federal funding were made available, each of the projects could be 
advanced quickly. Total Cost: $680,000,000. 

■ Station Rehabilitation : More than two dozen subway stations with deteriorated 
conditions are in need of rehabilitation to address structural, architectural, and electrical 
needs and provide improvements to passenger circulation. Cost: $550,000,000. 

■ Welded rail : New York City Transit (“NYCT”) would replace obsolete rail and plates 
with new continuous welded rail and resilient fasteners. This investment will reduce rail 
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breaks and cracks, which in turn will improve safety and reduce service delays. Cost: 
130,000,000. 

■ Public Address/ Customer Information Screens : NYCT’s current capital program 
includes funding to implement communications intirastructure at 44 stations and to 
develop designs for all 87 stations. With additional funding, the remaining 43 stations 
could be addressed. Cost: $100,000,000. 

C. Passenger Rail 

With record ridership and revenues in FY 2008, demand is growing across Amtrak^s entire 
system for intercity passenger rail service. The following examples of ready-to-go projects were 
provided by Amtrak, and are illustrative of how additional Federal funding could be used if it is 
made available. 

^ Amfleet Rail Car Overhaul : This project would enable Amtrak, to meet increasing passenger 
demand, to refurbish and return to service all Amfleet I and II rail cars currently in storage. 
Amtrak currently has a total of 81 Amfleet I and II rail cars in storage. Amfleet I cars are 
single-level coach and lounge cars manufactured in 1975-1977, for use mainly in short- 
distance service. Amfleet II cars are simuar in design, but were manufactured in 1981-1983, 
for use mainly in long-distance service. These rail cars are needed to meet increased 
passenger demand, but must be refurbished before they can be returned to service. This 
refurbishment work includes new interiors, rebuilt air conditioners, Americans with 
Disabilities Act (“ADA”)-compIiant restroom modules, rebuilt air brakes, and rebuilt trucks 
(wheel assemblies). 

Amtrak is in the process of refurbishing and reactivating the Amfleet I coaches, as funding 
permits. In 2008, a total of five coaches have been refurbished, of which two were wreck- 
damaged. Amtrak plans to bring an additional 12 Amfleet coaches back into service in 2009 
and has already budgeted for this expense. However, if additional capital funds are made 
available, returning stored cars to service would be Amtrak’s highest priority. An additional 
$85.9 million would permit Amti^ to refurbish all 81 stored vehicles. Cost: $85,900,000. 

y Other Equipment Overhaul : This project would enable Amtrak to refiirbish other Amtrak 
vehicles and facilities. In addition to the Amfleet vehicles discussed above, Amtrak has a 
variety of other rail cats and equipment that must be refurbished, but Amtrak lacks the fimds 
to do so. Cost: $58,500,000. 

> Amtrak Engineering Projects : These projects would enable Amtrak to finance facility 
improvement projects that are ready-to-go, but lack funding. These projects include: 

■ ADA Station Upgrades : Amtrak is obligated to make stations accessible and compliant 
with the Americans with Disabilities Act by July 26, 2010. Although many of the 
stations that serve the majority of Amtrak 's customers offer full or barrier- free access, 
much work remains at many stations across the country for full compliance. Such work 
includes improvements to parking, cntryways, ticketing, restrooms, boarding platforms, 
lighting, and signage. Amtrak’s progress in meeting the ADA access requirements has 
been limited in large part because of funding constraints, and the total cost for this 
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program is estimated to be several hundred million dollars for full compliance. Funding 
will allow Amtrak to proceed with design and construction for select stations with the 
h%hest priority. Cost |25,000,(K)0. 

■ Emergency Back-up Power Systems for Penn Station. 30th Street Station, and 
Washington Union Terminal : Currently when local electric utility power failures occur, 
Penn Station (New York, New York), 30* Street Station (Philadelphia, Pennsylvania), 
Washington Union Terminal (Washington, DC) have insufficient back-up systems for 
station concourse and platform lighting, elevators and escalators, HVAC systems, 
passenger ticketing, signaling and switching operations, dispatching operations, and 
police and security protection. The project will enable Amtrak to install back-up 
generators, uninterrupted power supply systems, wiring and automatic disconnect 
switchgear for all three locations. Cost; $11,000,000. 

■ 30th Street Station Facade Preservation : 30* Street Station in Philadelphia was built in 
the early 1930s and is Amtrak’s third busiest station. The entire exterior fa 9 ade of this 
historical landmark building is constructed of limestone panels which are supported by 
attachment to brick walls. Over the past 70 years, weather infiltration has caused 
deterioration and movement of the fa 9 ade, its attachments, and the brick walls that 
provide support. To halt further deterioration, prevent damage and safety hazards for 
Amtrak customers and the general public, and to preserve the integrity of the station 
building, a phased rehabilitation and repair program needs to be undertaken. Cost 
$40,000,000. 

■ Iw City Car Shop Roof Replacement The Ivy City car shop (Washington, DC) was 
built in 1984 and serves as the primary car repair and maiotenance facility for 
conventional rolling stock at the south end of the Northeast Corridor. The roof of this 
large building is beyond its useful life and allows water to leak into the interior working 
areas, equipment, and office space causing advanced deterioration and poor working 
conditions for employees. This project wiU enable Amtrak to replace the roof. Cost 
$5,000,000. 

D. Aviation 

According to the FAA, if additional Federal funds were made available, the types of AIP 
projects that are ready-to-go include runway or taxiway rehabilitations, extensions, and widening; 
obstruction removal; apron constmction, expansion or rehabilitation; Airport Rescue and 
Firefighting equipment and facilities; and airside service or public access roads. Identifying specific 
projects to receive fimding would pre-judge the FAA’s discretionary grant decisions. However, 
according to the FAA, a supplemental appropriation of approximately $600 million, over and above 
the assumed fiscal year 2009 obligation limitation of $3.5 billion, could be put to immediate use to 
fiind AIP projects that are ready-to-go. 

E. Water Quality Infrastructure 

While the demand for Clean Water State Revolving Fund (“CWSRF”) fiinds is increasing, 
appropriations have declined significandy. This has created a pent-up demand in the States for 
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project funding. Needs are driven by new treatment requirements that must be met (e.g., to control 
nutrients, sewer overflows, stormwater and nonpoint sources). In addition, aging in&astructure 
must be replaced or repaired. The CWSRF serves communities of all sizes - 75 percent of loans 
have been made to communities with a population of less than 10,000 and 45 percent of the funds 
have gone to communities with a population of 100,0CK) or more. 

Additional funds could be put to immediate use in many States, creating much-needed jobs 
and economic activity. A recent survey by the Council of Infrastructure Financing Authorities and 
the Association of State and Interstate Water Pollution Control Administrators (“ASIWPCA”) 
identified $9.12 billion in ready-to-go CWSRP projects in 25 States that cannot be funded within 
existing appropriation levels. In addition, most wastewater treatment utilities have small capital- 
related projects on the shelf that could be carried very quickly, such as pumps, compressors, bar 
screens, trucks, security measures, and polishing pond expansions. 

Specific examples, provided by ASIWPCA, are discussed below. These are illustrative of the 
types of projects States could choose to fund if additional Federal funds are apportioned to the State 
Revolving Funds. 

^ Village of Cuba. New York : This project improves a wastewater treatment system. The 

Village of Cuba is served by a sanitary sewer collection system constructed in the 1920s that 
utilizes mainly vitrified clay tile piping. The collection system is prone to significant amounts 
of inflow and infiltration during wet weather. Because of these increases in flow, the 
Village’s wastewater treatment plant frequendy exceeds its permitted flow discharge, 
affecting the water quality of Clean Creek, which supplies the City of Clean, New Yoii;, 
with drinking water. Upgrades to the Village wastewater treatment plant will protect the 
water quality of Clean Creek and achieve acceptable wastewater treatment for the Town and 
Village of Cuba. These communities have median household incomes ($30,000 - $35,000) 
that are well below the New York State median household income. Cost: $2,100,000. 

^ Westchester County. New York : Westchester County is required, by Order of Consent, to 
make wastewater treatment and disinfection improvements to its treatment facilities. 
Westchester County proposes Biological Nitrogen Removal (“BNR”) projects at four 
wastewater treatment facilities that discharge into the Long Island Sound Estuary. These 
projects are required by the Long Island Sound Comprehensive Conservation and 
Management Plan. Under the Plan, New York must remove 58.5 percent of the effluent 
nitrogen from each of these facilities to reduce the frequency, intensity and duration of 
hypoxia in the bottom waters of Long Island Sound. New York State has executed an Order 
of Consent with the County of Westchester to govern the BNR upgrades for each of these 
facilities, as well as improvements to their' disinfection systems to prevent acute and chronic 
toxicity in marine water from chlorine. Cost $103,000,000. 

North Little Rock. Arkansas : This project improves the White Oak Bayou wastewater 
treatment plant. North Little Rock has experienced considerable population growth and is 
seeking to upgrade the White Oak Bayou treatment facility to meet demand. The project 
will involve increasing the level of treatment and capacity at the White Oak Bayou facility 
and rehabilitation of the collection system. The project will facilitate the extension of service 
to new customers. Cost $14,000,000. 
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> Moore Public Works Authority. Moore, Oklahoma : This project improves the existing 
wastewater treatment facility. The city’s current three-miUion-gallon-per-day wastewater 
treatment plant was constructed in 1986. Tlie community has experienced rapid population 
growth within the last few years. To meet existing and future capacity needs as well as 
recent changes in discharge permit limits for ammonia as required by the Oklahoma 
Department of Environmental Quality Consent Order, the city would construct 
improvements to its existing wastewater treatment plant. The project will replace the 
Rotating Biological Contractor-type treatment process with a Sequential Batch Reactor 
process and increase treatment capacity to approximately 9.0 MGD, with 12.0 MGD total 
build-out capacity at a future date. Cost: $30,000,000. 

y Pueblo Wastewater Department Pueblo. Colorado : This project improves the water 

rec lama tion facility. Pueblo’s exiting water reclamation facility was only designed for basic 
secondary treatment plus disinfection and dechlorination. The 2008 discharge permit 
renewal contains effluent ammonia limits and a compliance schedule for meeting the limits. 
It is anticipated that a total phosphorous standard will be imposed by a 2010 nutrient quality 
rule. The project will convert the water reclamation facility from the existing trickling 
filter/solids contact process to a three-state activated sludge system for nitrification, first- 
state denitrification, and biological phosphorous removal. To constmct the new facilities 
and maintain existing ones, a new site dewatering system will be installed. Cost: $22,200,000. 

F. Corps of Engineers 

Due to relatively flat funding for the Army Corps of Engineers’ (“Corps”) over the last 20 
years, there has been an ever increasing backlog of important flood control, navigation, and 
environmental restoration projects. This backlog has caused project schedules to lengthen and costs 
to increase due to inflation. The current total for the backlog of projects is estimated to be $60 
billion. 


According to the Corps, $5 billion of additional Corps funding would create 139,000 new 
jobs. These jobs would include almost 37,000 new, private-sector jobs with an average income for 
workers in these jobs between $38,000 and $42,500. An additional 102,000 new jobs are estimated 
to be created in industries supplying the construction and O&M activities and the industries that sell 
goods and services to these new workers and their families. 

Additional funds could be used for the following purposes: 

> to substantially reduce the backlog of critical maintenance and repairs at approximately 360 
multiple purpose projects, flood control, hydropower, recreation, water supply and 
navigation projects and upgrade recreation facilities; 

^ to repair several high-risk dam safety projects; 

> to rehabilitate and upgrade hydropower plants to achieve an industry standard of 98 percent 
plant availability; 
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> to recapitaJize the oldest and most at-risk projects on onr inland waterways system; 

> to expedite the construction of critical eirvironmental projects, returning critical ecosystems 
to a more natural state sooner than would otherwise be possible. Projects produck^ 
beneficial impacts on more than one million acres could be expedited. Of these outputs, 
approximately 90 percent are nationally signifiicant and wotild contribute greatly to long-term 
environmental sustainability; 

^ to dredge the nation’s 296 highest-use, deep-draft commercial ports to their authorized 

depths. Approximately 94 percent of the nation’s imports and exports are carried through 
these ports; 

^ to dredge our inland waterways to authorized depth and width to facilitate the movement of 
approximately 750 milli on tons of freight per year, including the majority of the nation’s 
agricultural exports and bulk commodities such as iron ore for domestic steel plants, coal for 
power plants and fertilizer, and bulk toad construction materials; and 

^ to repair and upgrade critical coastal protection projects that serve as a defense to key 
population centers. 

G. Public Buildings 

According to the General Services Administration (“GSA”), if additional Federal funds were 
made available, the types of projects that would be ready-to-go include major repair and alteration 
projects to modernize and upgrade aging Federal buildings nationwide and construction of border 
stations at both the northern and southern borders of the United States. These projects include 
critical energy conservation and efficiency initiatives, mechanical, electtical, and plumbing upgrades, 
and life safety and security projects. Investments in eneigy conservation and efficiency projects in 
Federal buildings will significantly lower Federal consumption of electricity. 
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Additional Infrastmcture Investment Funding Provided by 
H.R. 7110, the Job Creation and Unemployment Act of 2008 


Highway and Bridge Investment 


State 


Alabama 

$244,079,051 

Alaska 

$103,936,177 

Axizoiia 

$255,805,535 

Arkans^ 

$161,494,988 

California 

$1,219,803,804 

Colorado 

$180,050,950 

Connecticut 

$170,675,654 

Delaware 

$52,706,365 

District of Columbia 

$54,310,321 

Honda 

$637,506,760 

Georg;ia 

$456,134,713 

Hawaii 

$56,448,561 




Illinois 


Indiana 

$325,490,477 

Iowa 

$153,968,663 

Kansas 

$138,349,956 

Kentucky 

$199,439,959 

Louisiana 

$205,257,556 

Maine 

$60,473,997 

Maryland 



$220,833,506 

Michigan 

$381,674,348 

Minnesota 

$208,303,492 

Mississippi 

$153,959,952 

Missouri 

$300,187,209 

Montana 


Nebraska 

$100,420,358 


||||||||■||||||^9^bk^^ 

New Hampshire 

$59,977,219 

New Jersey 


New Mexico 

$122,617,856 

New York 

$590,887,773 


$349,877,680 

North Dakota 

$84,823,555 

Ohio 

$451,853,828 

Oklahoma 

$202,457,379 

Oregon 

$152,357,753 

Pennsylvania 

$547,005,569 


$67,289,397 

South Carolina 

$209,274,183 

South Dakota 




Texas 

$1,055,707,098 

Utah 


Vermont 

$56,491,460 

Virginia 

$325,140,335 

Washington 

$230,944,035 

West Virginia 

$106,182,633 

Wisconsin 


Wyoming 

$86,890,314 

American Samoa 

$1,686,862 

Guam 


Northern Marianas 


Puerto Rico 

$47,009,629 

Virgin Islands 

$8,434,312 

Total 



‘Prepared by the Comrmnee on Tninsponanon and Infrastructure staff 
based on technical asststatKc provided by dte Federal Highway 
AdrmnistraDon 
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Additional Infrastructure Investment Funding Provided by 
H.R. 7110, the Job Creation and Unemployment Act of 2008 


Transit Capital Investment 


Slate 

Urban Formula 

Rural Formula 

Total Fiuidin^ 

Alabama 

$14,690,408 

$9,276,694 

$23,967,102 

Alaska 

$19,566,214 

$4,723,536 


Arizona 

$48,063,115 

$6,695,588 

HHyiUstyusy 

Arkansas 

$7,335,535 

$7,098,155 

$14,433,690 

California 

$559,981363 

$15,991,442 


Colorado 

$48,001,157 

$6,025,513 


Connecticut 

$38,899,446 

$1,870,636 


Delaware 

$6,148,995 




$66,319,586 


$66,319,586 

Florida 

$165,249,727 

$9,272,175 

$174,521,902 

Georgia 

$62,761,256 

$11,568,073 

$74,329,329 

Hawaii 

$B,759,124 

$1,361,624 

$25,120,748 

Idaho 

$5,279,039 

$4,247,355 

$9,526,394 

Illinois 

$205,453,032 

$9,922,772 


Indiana 


$9,428,310 


Iowa 

$11,959,772 

$7,189,618 


Kansas 

$9,167,689 

$6,761,478 



$17,284,703 

$8,920,702 

$26,205,405 

Louisiana 

$27,755,478 



Maine 

$2,885,773 

$3,845,063 

$6,730,836 

Maryland 

566,692,302 

j 3 415 471 

$70 107 773 

Massachusetts 

$112,286,562 

$2,423,978 

$114,710,540 


$61,763,612 

$12,136,500 

$73,900,112 

Minnesota 

$42,311,164 

$8,983,964 

$51,295,128 

Mississippi 

$4,566,128 



Missouri 

$34,768,503 

$9,718,556 

$44,487,059 

Montana 

$2,433,177 

$5,723,928 

$8,157,105 

Nebraska 

$7,516,083 

$4,797,629 

$12,313,712 

Nevada 

$23,755,834 

$3,724,631 


New Hampshire 


$2,410,529 

$6,793,456 

New jersey 

$201,095,181 


$203,337,094 

New Mexico 

$8,663,895 

$6,050,972 

$14,714,867 



$12,248,503 

$514,874,828 


$39,068,312 

$14,930,223 

— 1 1 II 1 1 II 1 1 



$3,016,938 

$5,897,607 

Ohio 

$79363,647 

$13,931,404 

$93,295,051 



$7,999,056 

$20,165,414 

Oregon 

$34,960,935 

$6,993,486 

$41,954,421 

Pennsylvania 

$135,622,447 

$14,109,630 

$149,732,077 

Rhode Island 

$9,791,463 

$403,303 

$10,194,766 

SRIfSIffSIRBHHHHH 


$7,585,159 

$20,880,836 


$2,213,278 

$3,665,645 

$5,878,923 


$26,726,149 

$9,732,396 

$36,458,545 

Texas 

$180,354,672 

$23,081,315 

$203,435,987 

Utah 

$28,870,957 

$3,565,665 

$32,436,622 

Vermont 


$1,845,420 

$2,829,232 

Virginia 

$770,582 



Washington 

$91,444,038 

$6,708,450 

$98,152,488 

West Virginia 

$4,664,981 

$4,744,294 

$9,409,275 

Wisconsin 

$35,098,250 

$9,417,567 

$44,515,817 

Wyoming 

$1,302,316 

$3,568,683 

$4,870,999 

American Samoa 

$0 

$186,167 






Northern Marianas 

$637,164 

$28,659 

$665,823 

Puerto Rico 

$41,554,175 

$1,151,923 


Virgin Islands 

$52,159,598 

$0 


Total ' ' ^ 


: $360,000,000 

$3,600,000,000 


‘Prepared by the Comrrunee on Transportation and Infrastructure staff based on rechrucaJ assistance provided bv the Federal 
Transit Administration. 















































































































XXIV 


Additional Infrastructure Investment Funding Provided by 
H.R. 7110, the Job Creation and Unemployment Act of 2008 


Transit Energy Investment 


State ; 

Urban Formula 

Rural Formula 

Total Funding 

Alabama 

$3,627,261 

$5,153,719 

$8,780,980 

Alaska 

$4,831,164 

$2,624,186 

$7,455,350 

Arizona 

$11,867,436 

$3,719,771 


Arkansas 

$1,811,243 




$138,267,003 

$8,884,135 


Colorado 

$11,852,137 

$3,347,507 

■HUfKSl 

Connecticut 


$1,039,242 

■HlBSSEi 

Delaware 

$1,518,270 

$475,026 


District of Columbia 

$16,375,206 

$0 


Florida 



HK£!s&i^£&UsI 

Georgia 

$15,496,606 



Hawaii 

$5,866,450 



Idaho 

$1,303,466 



Illinois 

$50,729,144 

$5,512,651 

$56,241,795 

Indiana 




Iowa 

$2,953,030 

$3,994,232 


Kansas 

$2,263,627 

$3,756,376 


Kentucky 


$4,955,946 

$9,223,774 

Louisiana 

$6,853,204 

$4,034,183 

$10,887,387 

Maine 

$712,537 

$2,136,146 

$2,848,683 

Maryland 

$16,467,235 

$1,897,484 

$18,364,719 

Massachusetts 

$27,725,077 

$1,346,655 

$29,071,732 





Minnesota 

$10,447,201 

$4,991,091 


Mississippi 

$1,127,439 



Missouri 

$8,584,816 

$5,399,198 


Montana 


BHHHiAkkfeLSil 


Nebraska 

$1,855,823 

$2,665,349 

$4,521,1721 

Nevada 

$5,865,638 

$2,069,239 


New Hampshire 


$1,339,183 


New Jersey 

$49,653,131 


$50,898,638 

New Mexico 

$2,139,233 

$3,361,651 

$5,500,884 

New York 

$124,105,270 

$6,804,724 

■■IHillillll' 

North Carolina 

$9,646,497 

$8,294,568 

— IP III 

North Dakota 

$711,276 

$1,676,077 

$2,387,353! 

Ohio 

$19,595,962 

$7,739,669 

HiPIIIIII 

Oklahoma 

$3,004,039 


$7,447,959 

Oregon 

$8,632,330 

$3,885,270 

$12,517,600 

Pennsylvania 

$33,487,024 

$7,838,683 


Rhode Island 

$2,417,645 

$224,057 




$4,213,977 

$7,496,8601 

South Dakota 

$546,488 

$2,036,469 



$6,599,049 

$5,406,887 


Texas 


$12,822,956 

$57,354,974 

Utah 

$7,128,631 

$1,980,925 

$9,109,556 

Vermont 

$242,917 



Virginia 

$12,878,913 

$4,740,591 

$17,619,504! 

Washii^on 

$22,578,775 

$3,726,917 


West Virginia 

$1,151,847 

$2,635,719 


Wisconsin 

$8,666,234 



Wyoming 


$1,982,602 

$2,304,1621 

American Samoa 


$103,426 




$279,556 

II^H^SE^I 


$157324 

$15,922 


Puerto Rico 


$639,957 


Virgin Islands 


to 

$190,267 

Total 

$ 800 , 000 , 0 «) 




'Prepared by the Comrrunee on Transportation and Infrastructure staff based on lechrucaJ assistance prodded by the Federal 
Transit Admimstraaon. 















































































XXV 


Additional Infrastructure Investment Funding Provided by 
H.R. 7110, the Job Creation and Unemployment Act of 2008 

Clean Water State Revolving Fund Investment 


State 

Total Funding 

Alabama 

$71,776,891 

Alaska 

$38,417,497 

Arizona 

$43,355,169 

Arkansas 

$41,992,397 

California 

$459,076,729 

Colorado 

$51,341,648 


$78,635,121 

Delaware 

$31,514,898 

District of Columbia 

$31,514,898 

Florida 

$216,568,091 

Georgia 

$108,527,369 

Hawaii 

$49,712,659 

Idaho 

$31,514,898 

Illinois 

$290,302,155 

Indiana 

$154,696,821 

Iowa 

$86,875,138 

Kansas 

$57,940,000 

Kentucky 

$81,696,604 

Louisiana 

$70,559,904 

Maine 

$49,687,306 

M‘aryior>/‘( 

ti ss 9^0 


$217,935,786 

Mich^an 

$275,996,217 

Minnesota 

$117,978,035 

Mississippi 

$57,832,246 

Missouri 

$177,940,009 

Montana 

$31,514,898 

Nebraska 

$32,833,301 

Nevada 

$31,514,898 

New Hampshire 

$64,145,367 

New Jersey 

$262,305,111 

New Mexico 

$31,514,898 

New York 

$708,495,720 


$115,848,308 


$31,514,898 

Ohio 

$361,356,460 

Oklahoma 

$51,861,402 

Oregon 

$72,512,154 

Pennsylvania 

$254,261,586 

Rhode Island 

$43,101,630 

South Carolina 

$65,755,340 

South Dakota 

$31,514,898 

Tennessee 

$93,245,306 

Texas 

$293,382,654 

Utah 

$33,822,103 

Vermont 

$31,514,898 

Virginia 

$131,364,894 

Washington 

$111,626,883 

West Virginia 

$100,065,505 


$173,528,430 

Wyoming 

$31,514,898 

American Samoa 

$5,761,674 

Guam 

$4,170,717 

Northern Marianas 

$2,674,836 

Puerto Rico 

583,718,578 

Virgin Islands 

$3,346,715 

Indian Tribes 

$96,525,000 

Total 

$6,500,000, OPO 


■prepared by the Committee on Tran^x)rration and 
Infrastructure staff. 
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Results of AASHTO Survey of Ready-to-Go Highway & Bridge Projects 

(With 47 State DOTS Reporting) 









































INVESTING IN INFRASTRUCTURE: THE ROAD 
TO RECOVERY 


Wednesday, October 29, 2008 

House of Representatives, 

Committee on Transportation and Infrastructure, 

Washington, DC. 

The Committee met, pursuant to call, at 9:35 a.m., in Room 
2167, Rayburn House Office Building, Hon. James Oberstar [Chair- 
man of the Committee] presiding. 

Mr. Oberstar. The Committee on Transportation and Infrastruc- 
ture will come to order. 

I am delighted to see so many participants in today’s hearing, 
both witnesses and Members, who are having great difficulty get- 
ting here on our congested transportation systems, including our 
Ranking Member who was delayed en route. It is usually me, but 
Members are unaccustomed to starting at 9:30 in the morning. But 
this is a very popular subject, a very critical issue, one that has at- 
tracted a great many, a wide spectrum of interests, and so we 
thought we had to start early. 

Today the hearing will highlight the role of infrastructure invest- 
ment as a critical factor in restoring the Nation’s economic health, 
like creating jobs — real jobs — real jobs in our economy. Nearly a 
million construction workers are on the bench. The construction in- 
dustry is suffering the highest unemployment rate, 9.9 percent, of 
any industrial sector, and construction firms are operating on the 
margin or worse. 

Those alone are three compelling reasons for decisive action to 
invest in America, rebuild our economy, put Americans back to 
work. Going back to the Works Progress Administration of the 
Great Depression; the Accelerated Public Works Act of 1962, which 
President Kennedy wanted but did not ask Congress for, but Con- 
gress delivered it to him; and the Local Public Works Capital De- 
velopment and Investment Act of 1976, initiated in this Committee, 
we have turned consistently in times of severe national recession 
to investment in the public infrastructure of the Nation to create 
and sustain jobs in difficult times. And we have to do that again, 
and we will. 

In September, the House overwhelmingly passed the Job Cre- 
ation and Unemployment Relief Act of 2008, $61 billion to restore 
the economy, $30 billion for highway, bridge, public transit, Am- 
trak, airport, wastewater. Corps of Engineers, infrastructure in- 
vestment projects, all within the jurisdiction of this Committee. 
Those funds were to be distributed through existing statutory for- 
mulas or administrative competitive selection processes. And the 

( 1 ) 
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bill had no earmarks, no Member high-priority projects, no designa- 
tions allowed for either the executive branch at the Federal level 
or the State level. 

Unfortunately, the White House threatened a veto. Senate Re- 
publicans stalled, and the bill died just before the September ad- 
journment. But had the White House chosen to partner with us, 
construction workers would have been looking forward to real jobs 
this December. 

The need for real jobs since then has only become more acute. 
This Congress will not lament the Nation’s economic downturn 
from the sidelines. This Committee will not stand idly by and 
watch things continue to go downhill. We have, within our jurisdic- 
tion, within our authority, capacity to revive this economy, to put 
people back to work, to stimulate the industrial sector. 

And we know specifically in this Committee, that infrastructure 
investment creates family-wage construction jobs and spin-off bene- 
fits that radiate throughout the economy. Those construction jobs, 
furthermore, cannot be outsourced to any other country. You don’t 
build a road in front of your house with a call center in Bangalore. 
Those transit systems, those bridges, those highways, those rail 
systems, our airports, our waterways, our wastewater treatment fa- 
cilities are here in our towns, in our cities, our metro areas, our 
rural communities. 

But in addition to the onsite construction jobs, there are all the 
other supporting — the cast of supporting jobs in our economy, those 
who produce the aggregates. We will hear today from the sand and 
gravel aggregate association, 40 percent unemployment, closing in 
on 50 percent unemployment, in that sector and businesses on the 
edge of bankruptcy. Some that already have; three in my district 
that have already closed. 

The cement sector, that is a vital underpinning in all of our con- 
struction sector. Steel, the most versatile building material in the 
industrial era, is down. In fact just yesterday, two iron ore mines 
in my district announced that they are cutting back. They are shut- 
ting down two production lines producing the taconite pellets that 
fuel the steel industry, because demand for steel is down. China 
and India were driving the hunger in the steel sector, but even 
their continuing force cannot sustain steel production, so we are 
seeing a downturn. 

The construction sector requires equipment. Equipment manufac- 
turers have been cutting back. I have heard from them over the 
last several months. 

Funding for transit agencies, funding for Amtrak to buy rolling 
stock will generate U.S. jobs. Virginia Railway Express tells us 
that, if funding were available, they would immediately exercise 
options under a contract with MotivePower to buy 15 commuter 
rail locomotives, and that will help VRE meet its demand as people 
shift from car to rail for their commute. But it is not helping only 
northern Virginia. Buying those rail cars in northern Virginia 
helps Boise, Idaho, because that is where MotivePower manufac- 
tures those locomotives. 

The Muncie Indiana Transit System says that, if additional fund- 
ing were available, they would exercise options under a contract 
with Gillig Corporation to buy four hybrid electric buses. Well, that 
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will help Muncie, but it will also help Hayward, California, because 
that is where the buses are built. 

At New Flyer, a bus manufacturer in St. Cloud in our State of 
Minnesota, they are producing 23 buses a week. They could have 
a 50 percent increase in production and about a 25 percent increase 
in jobs if they had other orders coming in that they are capable of 
filling. 

So these infrastructure investments will put construction work- 
ers back on their jobs, but they also improve our deteriorating in- 
frastructure. 

With the level of investment we are doing today, we are falling 
further and further behind, as the National Commission of Trans- 
portation Policy and Revenue reported. That has impacts on eco- 
nomic growth. It adversely affects our quality of life. It has effects 
on safety. 

Various economists, however, over many years — I have been in 
this room for a lot of years, 44, 45 going on, in fact. I started here 
as clerk on the Subcommittee on Rivers and Harbors. And I have 
heard the same tired, old arguments: "Oh, they are too slow. These 
infrastructure projects take too long to get going." And then, when 
the recession is over, they tell me, and they tell us, year after year, 
"Those people are still working." Well, my God, isn’t that a bad 
thing? How awful. The trouble with those economists is that they 
have never had their hands on a number-two shovel. They have 
never had a callus on their hands among them. 

So we have had the experience of moving people to work with 
projects and the authority under our jurisdiction, and we know that 
we can put people to work on projects that are ready to go, de- 
signed, engineered, right-of-way acquired, EIS completed, all they 
need is the money. They can be under construction in 90 to 120 
days, 120 days in the northern part of the country because we are 
starting so slowly. Snow has already fallen in my backyard in 
Chisolm yesterday. I got out just in time, although I am coming 
back with a shovel. 

In January of this year, AASHTO surveyed its members and 
identified 3,071 ready-to-go highway and bridge projects, with a 
total cost of $17.9 billion, that could be under construction in 90 
to 120 days. Public transportation agencies, APTA, surveyed their 
members and identified nearly 560 ready-to-go transit projects, 
with a total investment cost of $8 billion. And the Council of Infra- 
structure Financing Authorities and the State and Interstate 
Water Pollution Control Administrators identified $9 billion-plus of 
ready-to-go State revolving loan projects. But they can’t fund them 
because they don’t have the money. 

So there is a backlog, there is a demand, there is a hunger, there 
is a need to invest. Our cities are crying out. Our cities are the 
front line of congestion, front line of the economic downturn in this 
country, and cities are the first ones to feel it. States are next. 

Governor Corzine, thank you for being here. And so we are de- 
lighted that you have come here to share with us. 

And I just want to close with some observations by Mayor Daley. 
He spoke to the American Road and Transportation Builders con- 
ference in Chicago last week. He said, "Chicago, like other cities, 
is facing declining revenues, slow growth, and increased demand 



4 


for services. Every level of government in this country is facing the 
same. But over the years, with decline of funding from State and 
Federal Government for capital projects, I have been committed in 
our city to building what we need to do to keep the city moving for- 
ward: $900 million in our neighborhoods, $1.5 billion to reimburse 
development projects through the TIE program, the O’Hare Mod- 
ernization Program." 

"And I will tell you," says Mayor Daley, "that whoever is the next 
President of the United States needs to address what has been an 
inadequate level of Federal investment into our infrastructure, in- 
cluding roads, bridges, highways, water systems, public transit, 
and school construction. We need to substantially increase Federal 
funding in these projects in order to help cities maintain and re- 
build infrastructure, create jobs, and stimulate the economy." 

I tried to get the mayor to come out here and speak to our hear- 
ing today. He said, just read my statement. So I just did. And he 
said, 'When we reduce rail and driver congestion, we improve pas- 
senger rail service, we enhance public safety, we improve air qual- 
ity, we reduce noise, and we generate economic development." That 
is what this hearing is all about. 

We are not going to, as I said, stand on the sidelines and bemoan 
the conditions. We are here to do something substantive for this 
country, and we will. After this hearing is concluded, our Com- 
mittee staff on both sides will meet again, as we did just in Sep- 
tember just before recess, and assemble the elements for a bill to 
be introduced, to be considered when the House reconvenes Novem- 
ber 17 th. 

I want to thank my good friend, Mr. Mica, John Mica, our Rank- 
ing Member on the Committee, for the partnership that we have 
had in reviving and revitalizing Amtrak, one of the great successes 
of this Congress, something that we can all look forward to and 
that will, in its own, not only produce jobs, reduce congestion, but 
move America forward. 

Thank you, Mr. Mica. 

Mr. Mica. Well, thank you. 

And I have to start out first with a couple points of personal 
privilege. And one deals with the working relationship, the bipar- 
tisan working relationship I think could be an example for every- 
body in Congress that I have shared with Mr. Oberstar. From the 
very first day he took the gavel, we sat down and set priorities. 

We are batting 1,000, Jim. I can’t tell you how proud I am of you 
and what we have been able to do together. The water resources 
bill, although you finked out on me, you went to the hospital, left 
me on the floor, and I had to go to the floor and pass the — I never 
realized this, by the way, it was the 107th veto override in the his- 
tory of the Congress. But we did it together, because we are com- 
mitted to build the Nation’s infrastructure. That was on water re- 
sources. 

In all the fog of the election, everyone lost sight that the Presi- 
dent signed — and you heard the Chairman refer to it — the first rail 
passenger authorization in 11 years. Of course, we beat — our record 
was 7 years for a water resources measure, but in 11 years. We put 
reforms, as he said, in there for Amtrak. We opened the door to 
high-speed rail in New Jersey, the whole Northeast Corridor, 11 
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corridors across the United States. And we have a whole host of 
provisions in there — safety for passengers, to try to make sure we 
don’t have another California. 

But I can’t personally thank you enough at the conclusion of this. 
And I look forward to working with you, as we tackle the biggest 
transportation highway infrastructure measure. And we are both 
committed to make that come in on time, and we will figure out 
the budget together. But thank you, again. 

I just also want to take one moment. In the campaign season, 
sometimes things that happen — and I just have to mention this. 
And it does, in a way, relate to transportation. But last Saturday 
night in my district, we lost an absolutely beautiful, wonderful, 
young lady. Her name was Clare Skinner. Today, actually in just 
a few minutes, they are going to have a service in Deland, Florida, 
for her. She was killed in an automobile accident. She was leaving 
a campaign office. She was a graduate of the University of North 
Florida and had volunteered on the McCain campaign, was leaving 
later in the evening, and was killed just north of St. Augustine, 
Florida. I visited with her family yesterday, and my heart and soul 
is with them today. 

And, you know, I was thinking about this, Mr. Chairman. I 
asked the staff, they said since 2001 about 280,000 people have lost 
their lives in automobile accidents. And that is something we really 
need to concentrate on, a component of our next bill, in memory of 
Clare and all the other families that have had that horrible news. 
I can’t even imagine what they have experienced. 

But today my heart, my soul, my prayers are with the Skinner 
family at this most difficult time. And I think we will remember 
Clare as we look at some of the safety measures and other things 
that we can incorporate into new legislation. 

Mr. Oberstar. I will join with you in offering my prayers for her 
and for her family. 

Mr. Mica. Thank you. 

And I do also want to thank you for the manner in which you 
have conducted this. I know you got a call from the Speaker, and 
she said she wanted our input on our measure and asked me to 
join with you, and we are here. We can’t get everyone here. I think 
we got 18 witnesses. We will all probably have hemorrhoids by the 
time this one is over. 

[Laughter.] 

But I did have some that we couldn’t get in, Mr. Chairman. And 
I would ask unanimous consent — these are statements. We start 
out with aerospace industry. Airports Council, it goes on and on, 
air transport, right down to the trails folks. But, if we could, I 

Mr. Oberstar. Without objection, all testimony we receive will 
be included in the hearing record. 

Mr. Oberstar. I thought it was All-Bran, also, for hemorrhoids. 

Mr. Mica. All-Bran? Okay, you recommend that. We will put 
that in the next stimulus package, too. 

But the other thing — well, this is a very important hearing. And 
we do have people that are hurting. We need to move the economy 
forward, and we have to create jobs. I think sometimes it is not al- 
ways how much money you spend, it is also how you spend it. And 
we want to do that in a responsible fashion. 
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I told a group of local leaders yesterday, you know, that you can 
tell the difference — we were talking about earmarks, and some of 
this bill will be earmarks and projects — ^but you can tell the dif- 
ference between a bad earmark and a good earmark. A bad ear- 
mark is sort of looking at pornography. It is hard to define it in 
sort of legal terms, but you know what it is when you see it. And 
we don’t want bad earmarks as part of this stimulus package, and 
particularly coming from the T&I Committee. 

Mr. Oberstar and I, I think we have a pretty firm agreement in 
not larding this bill down with a whole host of pork projects. I 
think we are both committed to making certain that, in fact, the 
measures that are approved would be projects that have been vet- 
ted, that have been approved at various levels, that aren’t 
airdropped in unexpectedly at the last minute. So I think we have 
a pretty good firm commitment on that, and we don’t want this to 
become a vehicle for everyone to be putting another ornament on 
a Christmas tree in the coming holiday season. 

But we do know that every billion dollars in spending on infra- 
structure, on highway and transportation expenditures does result 
in 35,000 new jobs. And I think that people out there that I have 
talked to — I have been on the campaign trail, like many of you — 
they would prefer a paycheck rather than an unemployment check. 
And we could do it. 

There are some innovative things that are pending, too. I have 
tried to get one of our colleagues here today, Thelma Drake, who 
is on the Committee. And it is amazing, you know, sometimes you 
think you know quite a bit. I have been on the Committee for 16 
years; you have been on twice as long almost, Mr. Chairman. But 
Thelma Drake took me down to Norfolk, Virginia. And we dis- 
cussed maritime highways, cost-effective ways of moving goods in 
the United States. Thelma Drake showed me the Heartland Cor- 
ridor project. It goes not only from her district in Norfolk, but all 
the way to Columbus, Ohio. Ohio certainly would need that help. 

But building the infrastructure in a coherent fashion is so impor- 
tant. It is also important that we have an energy component. You 
spoke a bit about that. I mean, you are starting to sound like a Re- 
publican here. I got some of the things that we want to do. And 
one is to create jobs through energy-effective measures. And noth- 
ing could be more effective than, again, moving goods in a fuel-effi- 
cient, energy-efficient, environmentally efficient manner. 

There are two things, Mr. Chairman, that I want to mention that 
are not within our reach but have come to my attention, and 
maybe we can work with the other Committees. 

One, I have gone back and I have heard some of the governments 
are having trouble, because of the financing meltdown, in obtaining 
financing for these projects. So we need to talk to the other Com- 
mittees of jurisdiction, and maybe we could do a joint letter or 
something, to get them to help us make certain that, if we do a 
package, that we can help other States. It is nice for us to stay we 
are going to do this project or that, but if they can’t get the financ- 
ing or they can’t move the project or they are stuck, then they don’t 
go forward. So I think that that is something, in a bipartisan man- 
ner, we can do. 
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And one of the things on our side of the aisle that we want to 
do is provide some tax relief for American businesses to create jobs. 
And that deals with section 179 that allows businesses to expense 
equipment. And that will really start the wheels in motion. We 
have seen some of that in the past. 

Those things are not in our jurisdiction, but I hope that you and 
others would lobby, me, for them. 

So, we are the largest Committee in the Congress, and some- 
times, you know, everybody else is out there campaigning; this falls 
to us to kind of get the job done. I think people are counting on 
us on move the economy, job creation forward. 

And the great thing is, when you go back out there — Mr. Ober- 
star and I have been here quite a bit, trying to keep the Committee 
and the Subcommittees and our legislation; and we have been the 
most productive Committee in Congress, bar any — but you do see 
the greatness of this country, and anything is possible. If govern- 
ment sometimes works as a partner, not as an obstacle, and prop- 
erly works with the private sector, all things are possible in this 
country. 

So I look forward to you, in a difficult time, moving forward a 
positive package. And thank you again. 

Yield back. 

Mr. Oberstar. Thank you very much. I greatly appreciate those 
comments and your suggestions about tax relief for business. Going 
back to John F. Kennedy, investment tax credit has helped to stim- 
ulate the economy. The rail industry is looking for such relief. And 
that is something we could partner on. 

I want to thank, again. Members for coming long distances to 
participate in today’s hearing. You come from the Pacific North- 
west, from California, from Iowa, and even from a long journey, 
probably in time, across the District of Columbia. 

Mr. DeFazio? 

Mr. DeFazio. I thank you, Mr. Chairman. I will try to be brief 

I just think what we are talking about here today is the potential 
to make a major change in direction for the country. And that is 
to begin to practice what I would call trickle-up economics, as op- 
posed to trickle-down. 

I was one who didn’t vote for the bailout. And I think throwing 
that money at the top at Wall Street hasn’t done a whole heck of 
a lot of good for the underlying economy. And I think the stock 
market reflects that. 

What we really need to do is get back to basics. We need to put 
people back to work. We need to rebuild our infrastructure so we 
are not detouring trucks, as in my State, over the Cascade Moun- 
tains — they head south to California; we are not seeing bridges col- 
lapse, as in your State, Mr. Chairman, and elsewhere. We have 
long-neglected our infrastructure. 

These are jobs that can’t be exported. They are jobs that will be 
constructed with American goods, American labor. They will spill 
over into supporting small businesses, local communities. They will 
make the United States of America more efficient in terms of just- 
in-time delivery and its economic competitiveness around the 
world; improve our public health, if we are dealing with water and 
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sewer systems. And if we are dealing with transit, they will help 
us resolve our issues in terms of dependence on foreign oil. 

As you documented, and I won’t go back over it again, there are 
billions of dollars of projects ready to go. I am tired of hearing from 
the pointy-head economists who say, oh, these infrastructure 
projects take too long. Well, even if they did take too long, they are 
investments we need to make. And, secondly, there are some econo- 
mists now, including a recent Nobel laureate, who said, actually 
this recession is probably going to be so long and so deep, that ar- 
^ment won’t hold sway anymore; that we are going to need this 
investment, we are going to need jobs 6 months from today as 
much or more than we do today. 

So hopefully we will not be yet deterred as a Congress into giving 
back more tax benefits for people to either, you know, save — that 
is very meritorious — to pay down credit card bills — that is good be- 
cause we are overindebted — or to buy junk made in China, which 
puts the Chinese back to work, which doesn’t help our economy a 
whole heck of a lot. 

So direct investment in our infrastructure would be of much 
more benefit to the Nation today and for many years to come. 

Thank you, Mr. Chairman. 

Mr. Oberstar. I thank the gentleman. 

Ms. Miller, thank you very much for coming all the way back 
from the neighboring State of Michigan. 

Mrs. Miller of Michigan. Thank you very much, Mr. Chair- 
man. Let me just say how delighted am to be here, and I certainly 
appreciate your calling this hearing. I think it is incredibly impor- 
tant. 

It is no secret that my great State of Michigan is probably the 
most economically challenged State in the entire Nation. As it is 
often said, the Nation gets a cold and Michigan gets pneumonia. 
And we have some unbelievable challenges right now. 

But I am a firm believer that the economics throughout history, 
quite frankly, has always followed the transportation grid. I don’t 
care if that was wagon trains back in the early part our Nation or 
the railroads, the interstates, the aviation links, et cetera. And so 
I think if the Congress does have an economic stimulus package, 
that focusing on transportation needs is an incredibly critical com- 
ponent of how we do put people back to work. 

And I think it is very important, as we look at projects that real- 
ly are ready, that have been vetted, as has been mentioned — when 
you called this hearing, I have five counties that I represent, I 
called all five of my county road commissions just to see how many 
projects they thought could happen rather immediately. And there 
are certainly many, many of them. And I know that is not inherent 
to my counties; that is throughout the entire Nation. And it is very 
important that we do put people back to work. 

And I also wanted to make mention and welcome one of the 
greatest Governors that Michigan ever had. Governor John Engler, 
who now is with the National Association of Manufacturers. I am 
appreciative of him being here today. And when he was the Gov- 
ernor of our State, he did a number of things to help build our 
transportation grid, build Michigan 1 and build Michigan 2, where 
for a very conservative Republican, he recognized how important it 
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was for the State to take on bond indebtedness and look for the 
match so that we could advantage our State of Federal transpor- 
tation dollars. And that, I think, commitment obviously will be 
demonstrated again today. 

But I am delighted to work shoulder to shoulder with you, Mr. 
Chairman, and our Ranking Member and everybody on this Com- 
mittee as the Congress does move forward, hopefully, for an eco- 
nomic stimulus package, which is very, very important, that a large 
part of it is transportation. It does put people back to work; it is 
a jobs program. It keeps us competitive in the global marketplace, 
and we see what is happening in China and India, et cetera. It is 
very important for us to do this. 

And, at the end of the day, as you say, people continue to work. 
It feeds on itself. It is a wonderful synergy there. And we have 
something to show for the dollars that we have expended that help 
as a component, again, for economic stimulus going forward. 

Thank you very much. 

Mr. Oberstar. Thank you. I appreciate those comments and 
your words about Governor Engler. We remember very well in Min- 
nesota, when we were struggling with Jesse Ventura, how Michi- 
gan leaped ahead. 

In order of seniority, Ms. Norton. 

Ms. Norton. Thank you very much, Mr. Chairman. I know you 
know how much I appreciate this hearing, because I have been 
pressing for an economic recovery package for some time, as you 
have, Mr. Chairman. 

I certainly do believe that we had to do some kind of bailout for 
the top of the economy, for the frozen credit markets and financial 
institutions. But I believe that the anger of the American people 
came from seeing a bailout at the top of the economy while the real 
economy was left struggling. And, at that time, I thought we would 
have been much better off if we had done the economic recovery si- 
multaneously. 

Actually, the House tried, because before we left we did get an 
economic recovery package of some kind out. Of course, it failed in 
the so-called other body. Now we are back, and we are going to 
have to do an even bigger one, because the longer you wait, the 
more you have to pump in quickly. 

Now, the motto of this Committee has long been "Jobs, baby, 
jobs," if you will forgive me, because when the transportation and 
infrastructure programs create jobs, they will have the most bene- 
ficial effect on a flailing economy, because T&I ripples through the 
rest of the economy and wakes up other sectors. Pure and simple, 
that is the history of T&I. As Chair of the Subcommittee respon- 
sible for Federal real estate and development, I know firsthand the 
beneficial effect Federal construction can have on employment and 
overall economic development throughout the United States. 

In the 106th Congress, for example, in a bipartisan bill in this 
Congress, we passed the Federal Center Public-Private Develop- 
ment Act. And this was a very short piece of legislation. It has 
transformed a part of Southeast Washington, the Federal develop- 
ment along M Street, brought in the private sector with new office 
buildings, hotels, housing, and the neighborhood gym, the Nation- 
als Baseball Stadium. 
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Now, the GSA owns 196 million square feet of space and leases 
an additional 150 million square feet throughout the United States. 
Well, you can’t lease if people aren’t building. And we lease much 
more than we buy. This scale of ownership and leasing makes the 
GSA the most important factor in the commercial real estate mar- 
ket. 

When the economic recovery and jobs bill is enacted, GSA, I want 
to assure you, Mr. Chairman, is ready to commit within 90 to 120 
days several nationwide contracts for major repair and alteration 
projects and energy conservation and alternative energy projects 
with a value of approximately $1.5 billion. GSA is also prepared to 
infuse an additional $500 million into the economy with contracts 
for Federal construction. 

Two other entities close to home, Mr. Chairman, with significant 
real estate needs are the Smithsonian Institution and the Architect 
of the Capitol. Both entities are posed to commit contracting funds 
within 90 to 120 days after enactment of the economic recovery and 
jobs bill. The Smithsonian has identified the Arts and Industries 
Building and repairs at the National Zoo as pressing needs. The 
Office of the Architect of the Capitol is also ready to immediately 
commit $22 million for construction projects grounded in energy 
savings and energy conservation. 

And if I may say so, Mr. Chairman, if the Federal Government 
starts up this alternative energy sector by indicating that we are 
prepared to put our big foot in there and invest, then you will see 
the prices go down and you will see others more rapidly use energy 
alternatives and conservation. 

The Federal entities, Mr. Chairman, are ready and eager to par- 
ticipate in the economic recovery, and along with Federal leasing 
and construction to stimulate the private sector which we know 
stands ready to continue if there is the kind of stimulus that would 
get private-sector development moving again. 

Thank you very much for this hearing, Mr. Chairman. 

Mr. Oberstar. Thank you for that compilation, which I think is 
very important, extremely important for us to understand. It is a 
good point of departure. 

Mr. Boswell? 

Mr. Boswell. Thank you, Mr. Chairman. I will be very short. 

I would associate myself with what you said earlier, and other 
Members, the few with us. Something that you and I have dis- 
cussed at some length over the last several months is, you know, 
stimulus, you know, we are better than roads and infrastructure, 
so we have to do it any way. We have to do it. It must be done. 

And much has been said, and I will just echo, it is good-paying 
jobs that can’t be exported. A dollar spent in the community and 
all of your communities is going to turn at least three times, maybe 
seven. That is stimulus. And we have to do it anyway. So it is very, 
very important. 

It might be the time — I was thinking about the Ranking Mem- 
ber’s statement about what else we could do in this — to do the lab- 
oratory investigation on how to make these roads last longer. It 
might be time to think about that, or at least start it. 

And lastly, I would like to ask those of you from your extensive 
background, we are going to have to fund — this is not the purpose 
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of this hearing, but it is on the table, it is coming — how are we 
going to raise the revenues to keep up with our transportation in- 
frastructure. We have to do that. And just doing it like we have 
been doing it is not going to work. And it is going to be a heavy 
lift, a big decision, but I think those of you that are Governors and 
mayors and involved so much, with all the background you have 
and information at your fingertips, that you have to participate. 
And we might as well be prepared. And if you want to make some 
comment today, we would probably welcome that. But we are here 
to try to stimulate the economy, which we must do, we must do. 

So, Mr. Chairman, I thank you for calling this. I will have to be 
out for an hour because of another commitment, but I will be here 
until then, and I will be back for the rest of the time. Extremely 
important. Thank you for making sure this is happening. Thank 
you very much. 

Mr. Oberstar. I appreciate your coming from Iowa. And, you 
know, from University of Iowa, ITS Service, that they are engaged 
in work on pavement longevity. 

Mrs. Napolitano, thank you for participating, from California. 

Mrs. Napolitano. No, sir, thank you. And I am very, very happy 
to be here even though I haven’t been to bed yet. I took the red- 
eye to be here with you and the rest of the Committee. 

This is a much-needed critical recovery plan for America. I won’t 
reiterate what everybody else has been saying over the good-paying 
jobs, over the reduction of congestion and addressing some of the 
other things that are really quite critical to our communities. 

I also did meet with some of my leaders. In fact, yesterday I was 
in Sacramento talking to the — can’t even think of his title — Mr. 
Garamendi, in regard to some of the issues we were talking about 
in the paper. And not only are they interested in transportation, 
but also with some of the implications of water and what it can 
mean for California and some of the other areas that are close to 
us. 

My home, of course, in southern California is — we deal with 20 
percent of Nation’s cargo, roughly. And that creates a lot of envi- 
ronmental safety, economic issues. And so, yes, we would be more 
than happy to provide some of these ready-to-go projects that have 
really been hanging, because, as you well have noted, there is not 
enough funding at the local level. State level, to be able to carry 
out those projects. 

I would like to just point out, there are two specific ones; in one 
of my cities, there is a boulevard which separates, it is grade-sepa- 
rated but the sides have been starting to buckle. And the city has 
been trying to get the railroad — I have been trying to get UP to 
work and try to ameliorate it, because that will stop 40 trains a 
day bringing cargo to this area, to the rest of the United States. 
And that is getting to a critical situation. And the other area is, 
of course, the expansion of the Santa Ana Freeway. I call it the 
largest parking lot in the United States, because it is bumper to 
bumper almost 24/7. And the list goes on. 

But I also have a request of you, Mr. Chairman, and that is to 
accept into the record a copy of a letter from the city of Pico Rivera 
in regard to the grade separation; and also a letter from the Cali- 
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fornia Association of Sanitation Agencies that refer to some of the 
issues that they are facing and would like to have considered. 

Mr. Oberstar. Without objection, the letters will be included in 
the record. 

Mrs. Napolitano. Thank you, sir. 

We do have grade separations that are ready to go. In fact, they 
are working on them right now. So that we would hope that we can 
be able to be successful in getting them into the list, because they 
are ready to go. 

A lot of other things that I would love to — I will maybe put some 
of the questions later on that clarify some of the issues that I know 
that I have and some of my constituency have. But I certainly 
thank you and those that came up to be able to be with you today. 

And I yield back. 

Mr. Oberstar. Well, of course we thank our Speaker, who is an- 
other Member of the California delegation, for her persistence in 
pursuing the issue of infrastructure, and thank her for the initia- 
tive in moving forward and giving us this directive. 

Mr. Cummings, Chair of our Coast Guard and Maritime Sub- 
committee. 

Mr. Cummings. Thank you very much, Mr. Chairman. And I 
want to thank you for convening this critical hearing to give us this 
opportunity to examine how investments in needed infrastructure 
improvements can help support our Nation’s economic recovery 
while contributing to our renewed economic growth over the longer 
term. 

Mr. Chairman, I join you in feeling the pain of the American peo- 
ple. And I am trusting and hoping that, just as we were able to 
bail out Wall Street almost overnight, that we will be able to bail 
out Main Street through the stimulus package. 

Our Nation confronts a staggering economic crisis that reaches 
now to every industry, every community and essentially every fam- 
ily. Despite unprecedented interventions, interventions which I be- 
lieve should come with strict conditions, a recession appears likely. 
Our Nation has already lost 760,000 jobs so far this year, including 
340,000 jobs lost in the construction industry alone. 

Too often in the past. Congress has failed to take action to sup- 
port economic recovery until after the worst of an economic crisis 
has passed. To ensure that we don’t make the same mistake again, 
the Congress should enact legislation now that will support both 
our immediate economic recovery and our long-term growth. 

Though it is not the purview of this Committee, I believe that 
such legislation must include the extension of unemployment bene- 
fits and the expansion of food stamps and some type of job training 
provisions. 

This legislation must also provide funding for infrastructure 
projects that can be initiated during the coming months. Declining 
revenues into both the Federal and State transportation trust 
funds are destroying jobs, leaving States struggling to keep up with 
maintenance needs and causing States to delay planned projects. 
My own State of Maryland and that of Ms. Edwards recently an- 
nounced more than $1 billion in cuts to its multiyear transpor- 
tation program, as Maryland Transportation Secretary John 
Porcari will be discussing during his testimony. 
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In this economic environment, investments and infrastructure, 
unlike apparently bailouts to banks, can effectively create good- 
paying jobs while supporting the repair and expansion of the infra- 
structure that will carry a recovering economy forward. 

Importantly, Mr. Chairman, as Chairman of the Subcommittee 
on Coast Guard and Maritime Transportation, I believe that it is 
imperative that the Federal infrastructure investments target wa- 
terborne transportation as well as the other surface modes. For ex- 
ample, under the Truman-Hobbs program, the Coast Guard is cur- 
rently altering several bridges around the country to ensure that 
they are not obstructions to navigation. Accelerating these bridge 
modifications will provide additional jobs while improving naviga- 
tion. 

Additionally, I note that the second hearing I convened in the 
Coast Guard Subcommittee during the 110th Congress examined 
short sea shipping, Mr. Chairman, which is the movement of goods 
by water from one U.S. port to another or between a U.S. port and 
a port in Canada. During that hearing, the Subcommittee received 
compelling testimony indicating that one of the biggest impedi- 
ments to the expansion of short sea shipping is the harbor mainte- 
nance tax. 

The harbor maintenance tax adds costs to waterborne transpor- 
tation that are not applied to land-side transportation. Addition- 
ally, because the tax must be paid by each shipper with a piece of 
cargo on a ship, rather than by the owner of the ship, and because 
cargo can even be double-taxed under certain circumstance, the 
harbor maintenance tax has the perverse effect of encouraging 
transportation by modes other than water, which only adds to con- 
gestion on our roads. 

I introduced legislation, H.R. 1499, to exempt short sea shipping 
from the harbor maintenance tax. The CBO has prepared a pre- 
liminary estimate indicating that this measure would cost only $12 
million in total forgone revenue to the Harbor Maintenance Trust 
Fund over 10 years. Given the Harbor Maintenance Trust Fund’s 
multi-billion-dollar balance, this is an affordable investment to ex- 
pand the environmentally friendly movement of freight by water. 
And I urge that it be considered for inclusion in any new legislation 
enacted by Congress to support economic recovery. 

Again, Mr. Oberstar, I thank you for convening this hearing and 
for continually pushing for our Nation to invest in our own future 
by investing in our infrastructure. 

Thank you. 

Mr. Oberstar. Thank you very much for that very thoughtful 
statement, well-expressed. 

Mr. Sires, we will skip over you, because I am going to give you 
the introduction of one of our star witnesses, and you can make 
your statement at that time. 

And, Ms. Richardson, also from California, great to have you 
here. 

Ms. Richardson. Thank you, Mr. Chairman. I am pleased to join 
you and Ranking Member Mica and the rest of my colleagues today 
as we examine the impact of transportation employment stimulus 
from the Federal Government that could provide, really, a shot in 
the arm to our economy and to the job market. There is no more 
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important issue facing Congress, and I thank you for holding this 
timely hearing today. 

As you know, Mr. Chairman, this is not the first time the House 
has traveled down this road. As far back as FDR’s administration 
in the 54th Congress, they worked on creating the Works Progress 
Administration to create construction jobs and to stimulate the 
economy in the aftermath of the Great Depression. 

Just last month, we passed a job creations package here in Con- 
gress. Unfortunately, though, the Senate and the administration 
did not support its passage, and the efforts for hardworking Ameri- 
cans failed. 

Now it is time to take a second bite at that apple. To combat this 
trend, the Congress has to act responsibly and to act now. We 
know that, for every $1 billion spent on transportation infrastruc- 
ture projects, it creates over 35,000 jobs. There are thousands of 
highway projects right now that can be undertaken that many of 
us have alluded to this morning. 

Specifically, in my district, the Southern California Association of 
Governments, also known as SCAG, which is mandated by the Fed- 
eral Government to research and draw up plans to address the re- 
gion’s transportation needs, has transportation initiatives in avia- 
tion, goods movement, and corridor planning, amongst many oth- 
ers, that could really impact our transportation planning. SCAG 
has identified 58 State highway projects and over 200 transit 
projects listed for LA County alone. These projects are proposed 
over a 6-year period and could provide a steady source of employ- 
ment for our region. 

I can tell you unequivocally that, without significant public fund- 
ing, the bridges and roads critical to our competitiveness will sure- 
ly decay if we don’t make the commitment now. 

Finally, Mr. Chairman, it is no secret unemployment is on the 
rise. In my district, there are some portions that are as high as 14 
percent. A new, bold economic recovery plan is critical. The best in- 
vestment has been and will continue to be for America to get Amer- 
icans working again. 

I thank you for your time. 

Mr. Oberstar. Thank you very much. 

Ms. Edwards of Maryland, fresh off a resounding endorsement 
from The Washington Post for re-election. They don’t often cast 
such kind words in their editorials. And the first term, to earn 
that, that is terrific. 

Ms. Edwards. Thank you, Mr. Chairman. 

I have the good fortune of having The Washington Post as our 
hometown paper, Ms. Norton. 

Thank you, Mr. Chairman, and really for your leadership on 
transportation and particularly for your commitment to invest- 
ments that I believe we need to make in mass transportation. 

And this is a really important hearing that we are holding today, 
and I, too, associate myself with my colleagues’ remarks, who com- 
mented about our failure to include an economic stimulus package 
in the bailout bill that we passed just several weeks ago. And I 
think we are seeing the results of that failure today. And so it is 
important that we act now. 



15 


I also want to thank all of our panelists here today, and particu- 
larly our MarylandSecretary of Transportation John Porcari. He is 
here on behalf of AASHTO today, but we never want to forget to 
mention that he is really from Maryland. And I know his commit- 
ment, as well as our State, to deep investments in mass transpor- 
tation in our transportation infrastructure. 

And as my colleague, Mr. Cummings, has already pointed out, in 
our home State, Maryland has already faced $1.1 billion worth of 
transportation projects that have been cut or delayed because of 
our State’s budget concerns. And this at a time when we need 
those investments, as we do around the country, not just to stimu- 
late the economy, but to create jobs, to improve quality of life, and 
to make the kind of investments I believe we need in infrastruc- 
ture. It is not just about the short term, but also about our long- 
term global competitiveness. 

I know the feelings of so many people in my congressional dis- 
trict and like myself who, this morning, thought I only really need- 
ed 40 minutes to get to work here, and it turned out that, in fact, 
I needed an hour and 40 minutes to get to work. And this happens 
routinely because we are stuck in traffic. I live in the Wilson 
Bridge corridor, a corridor that really should be open down 95 to 
facilitate our commercial development all along the 95 corridor. 
And yet so many of us as commuters are stuck in that corridor, ac- 
tually hindering the movement of goods throughout the 95 corridor. 

And so I share the concern that we may, you know, spend some 
time in the short term widening some of these roadways when real- 
ly what we need to be doing is making investments in mass trans- 
portation for the long haul so that we improve our competitiveness. 

You know, in our district, our parents are challenged to get home 
to child care and pick up their children from daycare, and they are 
paying $1 a minute and $2 a minute in overtime because they are 
stuck in traffic, and at a time when wages are, in fact, flat-lined. 
So this goes deeply to the quality of life and the affordability of 
families that is impacted by the kind of transportation infrastruc- 
ture we have or we don’t. 

And, you know, we know that transportation projects provide 
growth and create opportunity and prosperity. And so I am looking 
forward to us figuring out a way to make investments in the short 
term and marry those with the kind of investments we need for the 
21st-century economy. And I know that there is always a challenge 
of doing a project that is in the hopper today, and I think that that 
is really important. But it is also important for us to look at some 
of those long-term projects and figure out what we can jump-start 
today so that, 10 years from now, we are not faced with exactly the 
same circumstances, wondering why we made the mistake in the 
failure of not investing for the long-term. 

And so, Mr. Chairman, I thank you. 

Mr. Oberstar. Thank you very much. You really touched the 
core of living in urban congested America. 

The Chair yields to the gentleman from Florida, our Ranking 
Member, for a unanimous consent request. 

Mr. Mica. Just a quick request here. This will actually follow up 
Mr. Cummings’ comments which I support, which is repeal of the 
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harbor maintenance tax. It is a tax on the domestic movements of 
goods by vessels. 

I had mentioned before there are some things outside the pur- 
view of our Committee, and the letter I have is addressed to Mr. 
Rangel, Mr. McCrery, the leaders of that Committee, signed by 27 
of my colleagues on this side of the aisle. And there will be things 
in this package that will impact jobs and the economy and trans- 
portation of a tax nature and so we support that and ask that it 
be put in the record. 

Mr. Oberstar. Without objection it will be included in the 
record. 

It is also a matter I supported in the previous Congress that was 
not acted on and hasn’t been acted on in this Congress. 

So let us proceed. All right. Witnesses, you have heard from 
Members of the Committee and now it is our turn to hear from 
you. And to begin, I will ask the gentleman from New Jersey, Mr. 
Sires, to introduce our — make his opening comments and introduce 
our first witness. 

Mr. Sires. Thank you, Mr. Chairman. And thank you for holding 
this very important meeting. I would also like to thank you for 
coming to the district. I think you and I saw a very prime example 
of investing in our infrastructure: all of the jobs that were created, 
all of the development around the areas. And they were all perma- 
nent, good paying jobs, so I just want to thank you for coming to 
the district. 

Mr. Oberstar. I am glad that there is still work for the gen- 
tleman to do after Chairman Jim Howard and Chairman Bob Rowe 
presided over this Committee for many years. I didn’t think there 
was anything left to pave in New Jersey. But there clearly is work 
yet to be done, and you are going to do it. 

Mr. Sires. Again, thank you. And I have the honor today of in- 
troducing our great Governor from the State of New Jersey. As a 
former CEO of Goldman Sachs and a former Member of the United 
States Senate Banking Committee, his testimony is especially rel- 
evant to the current economic issues that we are facing. Governor, 
I am very interested in your experience in trying to get financing 
for some of the projects that we need in New Jersey. I know that 
you have been working very, very hard. So if you could address 
that as you address the Committee, that would be very helpful to 
us. 

You know. New Jersey has been hard hit by the troubles in the 
financial market and the rise in unemployment rate is a cause for 
concern. At the same time. New Jersey is proud of its varied trans- 
portation and infrastructure systems. Enhancement of these sys- 
tems will create thousands of good paying jobs and benefit the en- 
tire State. 

I am pleased to have Governor Corzine testify today. His unique 
perspective, both the economic and the transportation, would sure- 
ly guide the Committee as we do our work in putting together a 
good stimulus package. Governor, I know what you have inherited, 
I know what you are going through. I was part of the New Jersey 
process. So it is with a great deal of pleasure that I introduce the 
great Governor of the State of New Jersey, Governor Corzine. 
Thank you. 
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TESTIMONY OF HON. JON S. CORZINE, GOVERNOR, STATE OF 
NEW JERSEY; HON. JERRY E. ABRAMSON, MAYOR OF LOUIS- 
VILLE, KY, FORMER PRESIDENT, U.S. CONFERENCE OF MAY- 
ORS; GARY L. GALLEGOS, EXECUTIVE DIRECTOR, SAN DIEGO 
ASSOCIATION OF GOVERNMENTS; HON. JOHN ENGLER, 
FORMER GOVERNOR OF MICHIGAN, PRESIDENT AND CHIEF 
EXECUTIVE OFFICER, NATIONAL ASSOCIATION OF MANU- 
FACTURERS; AND JOHN IRONS, RESEARCH AND POLICY DI- 
RECTOR, ECONOMIC POLICY INSTITUTE 

Governor CORZiNE. Thank you, Congresman Sires. And it is great 
to be with you, Chairman Oberstar. I appreciated your quick re- 
marks on how well we had done in history. I can only hope that 
that is not a warning for the future. Ranking Member Mica, it is 
good to be with you. I want to say to everyone on this Committee, 
one of the great things about it is its great bipartisanship and how 
people work together. That has been true of the Congressman from 
New Jersey, Frank LoBiondo and certainly Congressman Sires and 
I. I am grateful for that. This is not a subject that has an R&D 
next to it. 

I also want to compliment you on the rail passenger reauthoriza- 
tion which is extraordinarily important for the Nation as well as 
those of us who are quarter States that benefit from it, and your 
foresight in H.R. 7110, which is putting transportation and infra- 
structure at the forefront of the stimulus package. The rest of the 
world will catch up, and that is what we are all here to support 
today. It is through your efforts that I think we will move directly 
in that area. 

Two weeks, ago as the Congressman suggested, I called an emer- 
gency session of my State legislature to talk about the deterio- 
rating economic conditions. They are really quite substantial. We 
are looking forward, not positively, but looking at three or four 
quarters of negative growth, unemployment rates reaching perhaps 
8-1/2 percent, a serious dislocation from the financial services in- 
dustry compounding what is happening in the national economy. 
And this is going on across the Nation in every State, every local 
community and numbers are quite staggering. And without some 
kind of help from the Federal Government, you are going to see the 
State and local governments become a very negative force in aggre- 
gate demand in the upcoming months. Our red ink will be about 
4- or 500 million more than we anticipated when we put a budget 
together at the end of June; and next year, 3-1/2 to 4 billion nec- 
essary cuts just to balance our budget for which we have a con- 
stitutional responsibility. 

I clearly and respectfully recommend that we move strongly with 
an economic package, one that I hope will be in the 1-1/2 to 2 per- 
cent GDP. That would be 250- to $300 billion range and it should 
happen post-election, not post-inauguration. And within that pack- 
age, as what we recommended in the State of New Jersey, it should 
have a very strong component of infrastructure. 

Surely we have to deal with our most vulnerable, the housing cri- 
sis, those struggling with the cost of food and fuel and unemploy- 
ment. And we need to have tax structural changes that would pro- 
mote business climates, and we are doing that in the State. But 
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there is nothing more important than this infrastructure invest- 
ment. 

The centerpiece of my program was to push every one of my cabi- 
net officers to accelerate, ready-to-go projects; 3-1/2 to 4 billion of 
these we think we can put on the ground in the next 6 months; 1.5 
billion of them in the next 90 days. This will create 40,000 jobs 
that would not be otherwise in place. And it has to be done, in my 
view, on a national basis. 

And the last recommendation I made to my legislature was catch 
the next Amtrak to Washington and come down here and shake the 
tin cup and talk to all of you, because we really do have a serious 
problem. Without action by the Federal Government, you are going 
to offset in State and local governments much of what is taking 
place. 

Wall Street needed some kind of stabilization action. We need 
stabilization action at the local level. I will say that it is important 
that one understand that these projects can move now, and it is 
important to understand something I heard one of the Congress- 
women say: We need to align these projects with our long-term ob- 
jectives. We shouldn’t be doing make-work projects. We need to 
make the projects that are aligned with our long-term objectives 
and needs consistent with where we go. This is not pork barrel, 
this is about win-win. 

And your package that you put together that was resisted in the 
White House would have created 834,000 jobs; 834,000 out of the 
infrastructure program that you put together, according to the 
numbers that your staff suggested. That has more than offset what 
jobs we have already lost in this economy. It is time to move if you 
want to put people to work. 

And I will say, parochially speaking, I am glad the Chairman has 
come to the greater New Jersey/New York area. One of those long- 
run aligned projects is that mass transit tunnel we have talked 
about. This time of adversity should be translated into a time of 
opportunity with respect to our infrastructure projects. We should 
not lose the opportunity to invest in our future, our children and 
our grandchildren’s future. I have much more I can say on the sub- 
ject. Thank you very much for having me. 

Mr. Oberstar. Thank you. Governor Corzine. I compliment you 
and your predecessor, particularly you, for making New Jersey the 
template for America in a mode shift to transit. New York City has 
certainly a more than 10 percent mode shift to transit. Chicago 
does. But New Jersey as a State achieved it. If we did that nation- 
wide we would save the equivalent of all the oil we import from 
Saudi Arabia, and that is 550 million barrels a year. 

And the tunnel project you referenced just a moment ago, you 
and I talked about way back when you were still in the Senate, 
late one night — maybe it was early one morning about 1:00 a.m. — 
in the Member’s Dining Room, and I regret that it has taken so 
long. I think the Federal Transit Administrator regrets that it has 
taken so long to move things along, but the CEI will be gone next 
year. Cost Effectiveness Index out, done, through. No more manip- 
ulating of the law beyond the law. 

Mayor Abramson. 
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Mr. Abramson. Thank you, Mr. Chairman. Thank you to the 
Ranking Member, Mr. Mica, and thanks to the Members of the 
Committee for allowing the mayors to be here. I am a past Presi- 
dent of the U.S. Conference of Mayors and I am very pleased to 
submit to you the Conference’s Mainstream Stimulus Plan that has 
been submitted into the record. 

Now, everyone in this room clearly understands the economic cri- 
sis that our country is going through, but I can tell you that on 
Main Street, in the cities and counties throughout this country, we 
are feeling it directly. The unemployment rate is raising. As was 
said earlier, close to 800,000 jobs have been lost in 9 months. Fami- 
lies in our hometowns are losing their savings; retirement nest 
eggs are being literally evaporated; they are losing their homes. 
Sales are down, businesses are going through difficulties they 
haven’t gone through in a generation. 

Mr. Chairman, the mayors — in our stimulus package, we are not 
asking for a bailout. We are not asking for a rescue. But we are 
asking for an investment that immediately will create real jobs and 
I emphasize that "immediately" will create real jobs. 

Now, the city of Louisville is a merged city-county with a popu- 
lation of about 700,000, and we reflect the crisis that is going on 
in every other community throughout this country. And yet the 
metropolitan communities like Louisville are truly the economic en- 
gines of this country. And if we are going to move this country out 
into a nationwide recovery, I would submit to you the economic en- 
gines are going to have to lead the way. 

Mr. Chairman, following your philosophy throughout your tenure 
in Congress, now more than ever a partnership between Wash- 
ington and the local communities must be reestablished, and we 
feel like the Mayors’ Main Street Stimulus Package that we sub- 
mitted is the first step in that direction. The Mayors’ stimulus plan 
will improve the country’s infrastructure that is literally falling 
apart, will deliver real jobs immediately, and will help small busi- 
nesses on Main Street be able to energize and create local jobs 
themselves. 

Earlier this week. Majority Leader Steny Hoyer visited Louis- 
ville, and I had around the table for him to listen, my director of 
roads and bridges, my director of sewers, my director of water and 
transit and schools and workforce training and my director of hous- 
ing. And he heard ready-to-go programs, proposals that were on the 
table, literally ready to go within a 90- to 120-day period, of over 
$250 million in Louisville alone, and that we estimate, without any 
question, not only would stimulate the economy but we could finish 
those projects by the end of 2009. Ready-to-go projects like school 
modernization, bridges and road repairs, sewer and water repairs, 
public housing modernization, and the purchase of hybrid buses to 
expand our transit services. Literally, in 90 to 120 days we can be 
ready. 

Let me summarize the points of the Conference of Mayors’ pro- 
posal, and you will notice that many of them draw directly from 
the September House-passed stimulus package. We asked $9 billion 
be set aside for transit agencies to purchase rolling stock. The de- 
mand for public transport^ation is up, and yet none of the bus sys- 
tems and none of the public transportation systems are able to 
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meet it at this point in time. We need more hybrid buses and more 
vans on the streets, $1-1/2 billion ready for the airport improve- 
ment program. That fund has been stagnant for several years. A 
billion — $250 million for Amtrak. 

You did an outstanding job, as was said by the Governor, in 
terms of your most recent passage of Amtrak investment, but 
track, bridges and tunnels still need assistance. And over $18 bil- 
lion we request in water and wastewater grants to assist in reha- 
bilitating aging water and sewer infrastructures. As you know, 740 
cities have consolidated sewer overflow problems in their commu- 
nities. We just signed — EPA has these enforceable consent decrees. 
We have one in Louisville that is going to cost us $800 million. You 
have one in Duluth, Mr. Chairman, Cincinnati, Pittsburgh, Bir- 
mingham, et cetera. We need assistance to ensure that our water 
and sewers are ready to go. 

We are $7.5 billion to repair and modernize schools and $2.5 bil- 
lion to repair and upgrade public housing. 

Mr. Chairman, there are three other quick ones that I want to 
go through that I think are important: $32 billion we request for 
critical ready-to-go highway projects in metro areas and throughout 
States, throughout the rural areas of our States. Repair the 
bridges, repair the roads, widen the farm-to-market roads. 

We agree that the STP program is the right vehicle to deliver the 
funds. It provides the maximum flexibility for these projects. But 
we are strongly opposed to dropping local communities out of the 
decision making as the September bill that was passed in this 
House did, because we believe as you set up the MPOs around this 
country, that the local folks need to be a part of that decision mak- 
ing process to know where that investment will both assist both 
the folks who live in the community as well as business folks. 

We talked about a $10 billion infusion of community development 
block grant moneys. You used that in New York City post Sep- 
tember 12th. You used community block grants post Katrina. You 
used community block grant moneys again in your neighborhood 
stabilization program most recently passed. We think that would 
create immediate jobs for construction of public facilities, et cetera. 

And, finally, we really agree with the statements that were made 
dealing with green jobs for Main Street. And you could, with $5 bil- 
lion invested in the energy efficiency conservation block program 
that you, Mr. Chairman, have strongly supported, as have other 
Members of your Committee. It would make a significant dif- 
ference. 

We are ready to go at the city levels. We can create those jobs 
now. Not government jobs, but private sector jobs. And when you 
put it all together, 90 to 120 days, you put investment out there, 
we will make sure people go back to work in cities and counties 
throughout the United States. Thank you, Mr. Chairman. 

Mr. Oberstar. Thank you very much for a spirited presentation. 
I love the energy and the enthusiasm. And your Main Street Stim- 
ulus which I read last night — and I will make sure we distribute 
that widely in the House. 

Mr. Abramson. Thank you, Mr. Chairman. 

Mr. Oberstar. Louis Mumford, whom I call America’s urban phi- 
losopher, wrote: The city is the academy of learning, it is the tern- 
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pie, it is the hall of justice, it is the crossroads where the issues 
of civilization are joined. I concur. They are joined in your testi- 
mony. 

Mr. Abramson. Thank you. 

Mr. Oberstar. Mr. Gallegos, on hehalf of the 

Mr. Gallegos. Good morning. And thank you. Chairman Ober- 
star and Ranking Member Mica and Members of the Committee. 
I am honored to be before you today to testify on the important role 
that our Nation’s regions can play and are playing on developing 
and implementing infrastructure. Please accept my written state- 
ment for the record to supplement my remarks that I will make 
here today. 

Again, I am Gary Gallegos. I am the executive director of the 
San Diego Association of Governments. I am a member of the Na- 
tional Association of Regional Councils and Executive Director’s 
Council. I am here today to stress the need for Federal investment. 

Mr. Mica. Excuse me. If you could move the mike over. 

Mr. Oberstar. There is something wrong with it. We are going 
to get a replacement for you. 

Mr. Gallegos. Thank you. 

Mr. Oberstar. We will get a replacement. 

Mr. Gallegos. Again, I am Gary Gallegos, the executive director 
of the San Diego Association of Governments. And I am here to 
stress the need for Federal investment in our Nation’s infrastruc- 
ture and to illustrate how regional councils are part of the solution. 

SANDAGis a statutorily created agency serving more than 3 mil- 
lion people in the San Diego region. The 18 cities in the county 
comprise SANDAG, which serves as a forum for regional decision 
making. SANDAG serves as the Federal designated metropolitan 
planning organization for the San Diego region and is responsible 
far beyond what is required for the typical MPO. Unlike many 
MPOs or council of governments nationwide, California invests in 
SANDAG the authority to decide and direct where State and Fed- 
eral funding in a region will be used. Vesting this degree of author- 
ity within the regional agency is in large part what has helped 
SANDAG be so successful in moving infrastructure projects. 

Mr. Chairman, all of our region’s face severe underinvestment as 
our needs outstrip our ability to fund critical infrastructure. Both 
urban and rural America are sitting on billions of dollars of un- 
funded dormant projects, as we have already heard this morning. 
The convergence of a softening economy, rising unemployment, 
population growth and the clear need to invest in our national in- 
frastructure provides us with a unique opportunity, we believe. The 
question is: How can Congress best direct funding both to provide 
jobs and at the same time create a world-class globally competitive 
transportation system in the process? 

Let me offer San Diego as a successful example. Absent clear 
Federal leadership, the State of California and SANDAG are press- 
ing forward with many self-help projects that are funded using 
SAND AG’s $14 billion voter-approved local sales tax program 
known as TransNet, which is funding highway transit and local 
projects throughout our region. 

The State of California has also made an investment in the 
State’s infrastructure. In 2006 our voters approved a $43 billion in- 
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frastructure bond for transportation in a wide range of projects. 
SANDAG is currently pressing on several infrastructure projects 
that will create a better transportation system and bolster our 
economy. 

In September we opened the first segment of our 1-15 managed- 
lane project, which will create a 20-mile multimodal facility that in- 
cludes a BRT and public transportation incorporated into a 
multimodal facility. This $1.3 billion investment is an example of 
a successful partnership at all levels of government. SANDAG in- 
vested local sales tax dollars and successfully competed for over 
$400 million in funding through the infrastructure bonds passed at 
the State level. Congress has also appropriated funds for this 
project. 

At the regional level we have the capacity to undertake and de- 
liver major transportation infrastructure. The tremendous progress 
is based on our commitment that our region is made the focus on 
corridors and not just on individual modal projects. Within 1-15, we 
planned for, secured environmental clearance, and developed the 
concept for the entire corridor. This approach has allowed us to 
treat these projects much like an accordion, where we can either 
contract them or expand them to meet the investment. And this 
has allowed us to be competitive and to be able to get construction 
projects quickly to construction. 

We have several other corridors totaling about $3 billion in the 
San Diego region that are ready to go: pieces like Interstate 5, 
Interstate 805, State Route 52 and our rail corridors. 

Mr. Chairman, we are also continuing to press the innovation 
cycle in San Diego by undertaking a third border-crossing project 
in partnership with CALTRANS. SANDAG has now obtained the 
authority to set tolls and levy fees on a new highway. This revenue 
would not only pay for the highway but would pay for the border 
crossing itself. 

Arguably, a new international border is a Federal responsibility. 
However, SANDAG’s elected officials and other leaders recognize 
the importance the border infrastructure plays in our economy, and 
these improvements mean more jobs and more income flowing into 
the region. Regions and States have moved forward aggressively to 
address our transportation challenges, but we cannot invest in our 
Nation’s transportation infrastructure alone. As a Nation we recog- 
nize the value of building the national network through the inter- 
state program. Today we have an even more urgent need to rebuild 
and grow the system. 

Mr. Chairman, in conclusion let me conclude by stating that we 
and other regions across the Nation are ready to partner with the 
Federal Government in the stimulus program that will put people 
to work. Thank you. 

Mr. Oberstar. Thank you very much for your statement. You 
have much more detail in your written presentation than you could 
possibly deliver and that will all be included in the record. And I 
make the point for all witnesses. But I was very impressed last 
night as I read through all of the details. 

Governor Engler, in your role as the CEO of NAM, we are doubly 
delighted to have you here. With Ms. Miller, I remember your 
years as Governor and our adjoining States, although on the map 
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it doesn’t look like we adjoin, but you have that little stretch of 
Lake Superior that is just a bit offshore in my district. So we are 
really neighbors. So we certainly appreciate your leadership in 
Michigan at a time when we had our problems at home in Min- 
nesota. Thank you for being here. Your statement is an excellent 
resounding support of infrastructure. 

Mr. Engler. Thank you very much. Thank you, Mr. Chairman, 
Ranking Member Mica, Committee Members. Thank you for the 
opportunity today to come and represent the National Association 
of Manufacturers about infrastructure investment and economic re- 
covery. 

We represent nearly 11,000 members, over 13 million men and 
women who work, making and inventing things in America. The 
adequacy and the efficiency of our Nation’s transportation infra- 
structure underlies the core of our economic prosperity and helps 
keep our manufacturers competitive both domestically and inter- 
nationally. 

NAM members are predominantly reliant on motor carriers to 
deliver finished products to their customers, but many also rely on 
air fright to deliver time-sensitive and high-value cargos; railroads 
for raw materials as well as finished products; the inland water- 
ways for efficient and bulk-sized movements; and seaports for ex- 
port to overseas markets. So we welcome today’s hearing on public 
investments that improve and modernize our transportation infra- 
structure. 

At this time of great economic uncertainty, we will assist in the 
national recovery by doing, Mr. Chairman, as you spoke earlier, as- 
sisting steel mills in keeping going, cement trucks rolling, engine 
and equipment manufacturing lines moving, and Americans em- 
ployed. Eighty percent of our Nation’s freight measured by value 
moves across our roads, highways and bridges by truck. The dete- 
riorating condition of our surface transportation infrastructure and 
an estimated $78 billion in costs associated with traffic congestion 
have a negative impact on the manufacturing economy. Beyond 
wasted time and added fuel consumption, there is a fact that the 
cost of this congestion tax doesn’t even tell the whole story. 

An internal NAM study showed nearly 20 percent of our small- 
and medium-sized manufacturers reported that they risk now los- 
ing a customer due to bottlenecks or other traffic delays that have 
worsened over the last 5 years. There are many more industries 
and NAM members; you are going to hear from Oldcastle Mate- 
rials. Doug Black later on will testify they could use the assistance, 
and additionally we believe more Federal transportation invest- 
ment will be of great relief to the States and localities; we are hear- 
ing that testimony this morning. And even the Federal agencies to 
make progress on transportation infrastructure projects that are 
ready to go and are critical, as Governor Corzine mentioned, as 
part of an overall strategy for the economy. 

At the same time, the condition of our Nation’s infrastructure 
where transportation has reached a breaking point, and we can’t 
continue to defer critical maintenance and capacity-enhancing 
projects. America’s manufacturers believe strongly as you do, Mr. 
Chairman and Ranking Member, that we have a national infra- 
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structure crisis. And we need the long-term, 25-year strategy that 
goes well beyond these short-term fixes. 

The current revenue going into the highway trust fund is 
unstainable. The $8 billion fix last month was necessary, but as we 
recognize, only a temporary patch. We certainly express apprecia- 
tion for all of the work that went into that effort over a period of 
time at this Committee, in the Congress, and ultimately getting the 
signature. 

However, we come here today because we certainly don’t feel we 
have to wait for surface transportation reauthorization in the fall. 
There is an opportunity now to provide the States with $18 billion 
in critical funding for transportation infrastructure projects that 
Governor Corzine testified to and we are talking about, and will 
throughout the day. This project is ready to go. 

Although Federal infrastructure investment by itself certainly 
can’t calm the financial markets, although maybe the news of this 
hearing yesterday jumped that market to 900 points — I would have 
to rely again on Governor Corzine to put it in its context for us. 
But there is no question targeted funding to transportation infra- 
structure in a stimulus bill will provide a solid down payment to 
future investments and will have lasting economic benefits. 

To ensure those benefits are realized. States should agree to be 
held accountable for these projects. Again, the Governor touched on 
that. We should not allow unnecessary red tape also to prevent 
quick action, additional highways and bridges. There are other op- 
portunities along the inland waterways which move major energy 
and agriculture commodities, both export and domestic use. 

A billion to a billion and a half dollar Federal investment would 
expedite 16 job-creating lock and dam projects that this Congress 
has already approved, while the aviation sector anticipates 1 billion 
passengers as soon as 2015. 

Right now we have got the right environment to undertake a bil- 
lion dollars in airport construction projects that would support 
safety and security and projected capacity needs, as well as, I 
think, consider fast-tracking our transition to a satellite-based air 
traffic control system. 

Our global competitors already heavily invest. Anybody watching 
the Olympics saw the progress in China. Now China’s government 
has recently announced they are going to allocate even more infra- 
structure building in the wake of the downturn. Australia, a simi- 
lar move there. Other countries, the same thing. 

To keep U.S. business manufacturers competitive, we are going 
to have to invest more than 2.4 percent of our GDP in public infra- 
structure spending. At the same time, I believe strongly that pri- 
vate investment must be welcomed and encouraged in this eco- 
nomic climate. 

In closing, the NAM supports and believes the case is strong for 
the Federal Government to commit resources to transportation in- 
frastructure projects that are ready to go, will provide meaningful 
and long-lasting public benefit to our economy. 

We had a recent meeting in D.C. I even cite the CEO of Verizon 
who gave this wisdom, I think, to the NAM Board of Directors. He 
said if there was a lesson in the Wall Street and financial services 
implosion, it is the importance of allocating capital to those things 
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that really add value, build businesses and create wealth for Amer- 
ican workers and investors. 

Mr. Chairman, Mr. Mica, Members of the Committee, that is ex- 
actly what you are talking about. We appreciate the opportunity to 
testify today and look forward to your questions. 

Mr. Oberstar. Thank you very much. Governor Engler. And if 
you hadn’t cited that from your — the last comment from your testi- 
mony, I was going to paraphrase it because I think it is so perti- 
nent, so to the point. Things that really add value, build businesses 
and create wealth, and that is transportation. Maybe we can just 
stop right there. 

Dr. Irons, I heard you on public radio this morning. You made 
a splendid statement which is covered in your written remarks. 
Please proceed. 

Mr. Irons. Thank you. Thank you. Chairman Oberstar and 
Ranking Member Mica. Thank you for the opportunity to testify in 
front of the Committee. And I am glad to hear you are still inviting 
economists back to the Committee. I hope my head is not too pointy 
for your taste. 

I would like to spend a couple of minutes to describe the pros- 
pects of the job market and also to address one of the main cri- 
tiques of the use of infrastructure in a recovery package: mainly 
that these investments would be too slow to impact the economy. 
As you know, the U.S. Labor market has been struggling with job 
losses since the start of the year. The economy has lost 760,000 
jobs since January, and the unemployment rate has risen to 6.1 
percent, up from 4.7 percent one year ago. 

The future is bleak as well. The credit crunch appears to be spill- 
ing over from Wall Street to Main Street, with both consumers and 
businesses having trouble obtaining credit. The forecasts of future 
unemployment vary, but looking at past recessions suggests that 
unemployment in the range of 8 to 9 percent would not be sur- 
prising. 

The total number of jobs lost in the last two recessions as meas- 
ured from the start of the downturn to the bottom was 1.6 million 
jobs lost in the 1990 to 1991 recession and 2.7 million lost in the 
2001 recession. 

Labor market weakness can persist for months or years even 
after the start of a recession. In the 1990 to 1991 recession, it took 
11 months for employment to hit bottom and it took a total of 32 
months to fully recover to pre-recession levels. In the 2001 reces- 
sion, it took 30 months to hit bottom and a full 4 years to recover. 

If we look at employment only in the private sector, the recovery 
was even slower. The bottom was reached between 2 and 3 years 
after the start of the recession, and the recovery took between 3 
and 4-1/2 years after the onset of job losses. Thus we can expect 
continuing weakness in the labor market for another 2 to 3 years 
with total private and construction employment taking as much as 
4 years to fully recover. 

Let me turn now to the role of infrastructure investment in an 
economic recovery package. My written testimony contains addi- 
tional analysis of the economic impact, but let me address one as- 
pect here. These investments have often been criticized as being too 
slow, as you noted, to have an impact in an economic downturn. 



26 


It is true that infrastructure projects have not always been time- 
ly; however, there are several reasons why such criticisms are less 
founded today and why a properly designed package can have a 
swift impact on jobs in the economy. First, Congress itself can re- 
duce the delay by quickly passing a recovery package. You can also 
require that States and localities must begin projects within a cer- 
tain time period, such as 90 days or 120 days from date of enact- 
ment. 

Second, in a time when there are huge unmet needs, spending 
can have a more immediate impact because virtually every State, 
locality and school district will have already identified ready-to-go 
projects that are simply waiting for funding. And you heard about 
many of those today and you will hear about some later on today 
as well. Many of these projects include maintenance-and-repair 
backlogs that exist because of inadequate funding. 

Third, recent experience demonstrates that major projects can be 
implemented quickly. As you know from your own statement, the 
tragic collapse of the 1-35 bridge in Minneapolis occurred in August 
of 2007. Concrete was flowing this past winter and the bridge is 
now open for business. So we know that we can undertake major 
projects and complete them quickly. 

Fourth, a well-maintained infrastructure is clearly in the na- 
tional interest and there are many projects that will need to be un- 
dertaken at some point. For example, we will need to eventually re- 
pair or replace many aging sewer systems across the country. And 
we know that demand for public transit is increasing as energy 
prices rise. An acceleration of funding for these projects will ad- 
dress needs and create jobs at the same time. Even if a project is 
not perfectly timed, the funding should not be considered to be 
wasted or ineffective. 

Finally, infrastructure investments should be seen as an insur- 
ance policy against a prolonged downturn. As I mentioned before, 
it can take a substantial amount of time for the labor market to 
recover, and so Congress is unlikely to miss the window of oppor- 
tunity. A broad-based recovery package should be at least as large 
as the package passed in January and should include at least $75 
billion in infrastructure investments with a focus on ready-to-go 
and fix-it-first projects. Such an investment would by conservative 
estimates create over 1 million jobs. If you look at estimates that 
are more in line with what you mentioned here today, then we 
could create significantly more than 1 million jobs, up to 2-1/2 mil- 
lion jobs if you look at it in terms of 35,000 jobs created per $1 bil- 
lion spent. 

My written testimony contains additional information on the in- 
dustry-by-industry impact of such an investment. But let me just 
note that the investments would spill over beyond just the con- 
struction industry to impact a wide range of industries across the 
country and across industries. You will likely hear today about a 
range of ready-to-go projects. It is clear to me that there are 
enough projects to allow Congress to invest significant resources 
and see resulting job creation and economic growth in a relatively 
short period of time. 

Again, let me thank you for this opportunity to present to this 
Committee, and I also look forward to your questions. 
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Mr. Oberstar. Thank you very much, Dr. Irons. 

And it is always delightful to have positive testimony from an 
economist. 

I had referenced at the outset the Works Progress Administra- 
tion of the Roosevelt years. And characteristic of our investment in 
real things, those projects are still there serving America. We have 
a baseball field in my hometown, which was the inspiration for 
Field of Dreams. It is still there: the stadium, the wall, and city 
hall and the fire department in Chisholm. All were built in 1936, 
1937, 1938. Seventy years later they are still serving the public. 
You can travel all around America and see these projects that were 
built to create jobs but to last a lifetime. 

Now, Governor Corzine, AASHTO at our request, our Commit- 
tee’s request last year, produced a list of projects that has grown 
to 3,000-plus now, submitted by each of the States. If you get these 
funds, and we are successful with the Speaker’s rigorous initiative 
here and her very firm commitment to move this infrastructure 
proposal ahead, will the New Jersey DOT fund the projects in the 
priority listing as submitted to AASHTO, depending on the amount 
of money? 

Governor CoRZiNE. It absolutely will adhere to the prioritizations 
that are established both from the Federal regulations and what 
we have established at the State, and those were submitted under 
those formulations. And this is a precious resource. And so I think 
that there is an absolute commitment. At least I know that is the 
case in New Jersey and I know among most of the Governors that 
I have close relationships with, that this is not about pork-barrel 
feeding. This is about making sure that we are putting money 
against the most important needs. 

There are always going to be arguments about regions within 
States as there are regions within the country. But we will adhere 
very strictly to objective standards and those that have been sub- 
mitted. I would add, we are going to do this, what I talked about 
in our testimony, whether there is an additional stimulus package 
or not. We are so convinced that we can lean against the winds of 
this rising unemployment in the real economy, that we have put 
new toll hikes in place at some political capital being expended, 
both at the Port Authority of New York, New Jersey, and also in 
our toll roads. But it is essential that we create these jobs now and 
it is the right thing to do if you are going to take those kinds of 
risks to move forward. It needs to be done by objective standards 
and that is what we will follow through as is in the submissions. 

Mr. Oberstar. I very much appreciate that. The Congress gets 
a lot of bad rap for Member high-priority projects, as we call them. 
And the surface transportation earmarks come out of appropriation 
bills and are in a different arena, totally different from what we 
do here. And yet there are designations. There are changes at the 
executive branch, at the national level, that the State level make 
once they get their hands on the list. You have submitted the list 
and you have made the commitment that you will adhere to it. 

Governor Engler, you talked about targeted funding. I assume 
that is what you mean, being specific with the State revolving loan 
fund projects, water and sewer, wastewater treatment. You know 
what the needs are in Michigan, you know what they are from your 
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members all across this country. Industry can’t expand their pro- 
duction if the wastewater treatment facility can’t absorb that in- 
creased output. 

Mr. Engler. That’s right, Mr. Chairman. I think the Governor 
hit on it. You would work through a priority list. Most of those pri- 
ority lists — I know we began the process of a 5-year plan and tried 
to lay out for 5 years ahead what projects should be worked on in 
what order. 

And I am sure — I haven’t seen the specifics in Michigan — but in 
State after State we have seen notification of projects being pulled 
back as the revenues have fallen short. And States like Michigan 
are interesting. New Jersey probably has some of this, where the 
construction season isn’t completely year round, too. You have to 
get ready to go. And one of the things I think is so smart to hold 
this hearing now, even though there is an election next week, is to 
get ready because you want to get your bids done in the winter 
States. Minnesota would be this way. You want to get those done 
in the winter so the minute that frost is out, if you are talking 
about a highway project, you are ready to go. You have got that 
work planned, and you can get more work done in a short construc- 
tion season if you have got the planning done. 

Our friends in California work at this year round, but it is a lit- 
tle different organizational approach. And the targeting I think is 
to get these highest priority projects in some order to be done. 

You have had a lot — I am more talking transportation infrastruc- 
ture. We have had other kinds of projects that get raised here. But 
I do think that the recipients in this case, certainly, also should be 
willing to come back and say this is what this means in terms of 
jobs. This is the economic impact. That information is almost al- 
ways available. We talked about that when we do local projects. 

Mr. Chairman, I don’t want to answer long, but I do want to read 
just from a release out of Australia that was kind of interesting be- 
cause it involved the new Prime Minister there. And he talked 
there about the bank-rolling local councils to deliver small projects 
with short lead times such as local roads, bridges, to keep the econ- 
omy moving, shield communities from job losses, reduce growth 
that will stem from the crash of the global and capital stock mar- 
kets. And in this case they are talking, in that Nation, about $600 
million. That is a big number for them. But that is what they are 
thinking. China, on the other hand, they budgeted for rail invest- 
ment $175 billion from 06 through 2010 to make up their under- 
investment in the past. A little different story. 

Mr. Oberstar. Good examples. And you go from a nation that 
has a population the size of California or a little bit smaller, to one 
who has more people after the decimal point than we have in the 
whole United States. 

I will withhold there and recognize our Ranking Member, Mr. 
Mica. 

Mr. Mica. Thank you. I will dive right in here on a couple of 
issues. 

First of all. Governor Corzine, I want to extend an invitation to 
you and the State of New Jersey. On Thursday, November 20th, I 
will, at 2:30 in the afternoon — ^you don’t have to come, but I want 
your highest-ranking transportation person on rail issues. I am 
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going to convene a meeting to make certain that this administra- 
tion moves forward on the passenger rail and high-speed rail provi- 
sions that we put into law recently. Of course, New Jersey is one 
of the biggest players in this, so we look forward to your participa- 
tion on Friday, and that is at 2:30 on Friday, the 21st. I will have 
a meeting at a location to be determined. And that will be the 11 
other corridors across the United — 10 other corridors. You are one 
of the key ones, because that is the only real right-of-way that Am- 
trak owns, and one of the most logical for a high-speed railway that 
would solve many of our problems, aviation congestion, take folks 
off the highway. So I would hope that you could participate in that. 

Governor CORZINE. I will try very hard. Either myself 

Mr. Mica. Well, it is not necessary for you, but someone that can 
move this forward. The provision we put into law does kick this off. 
I am not sure if you are aware of it. The day the President signed 
it, within 60 days the administration has to issue RFPs, requests 
for proposals. So we want yours to be one of the first and hopefully 
one of the most successful. And it would have one of the biggest 
impacts. If we have success in that corridor, not only will we 
change the dynamics of transportation, but we will impact all the 
other corridors that want to have a successful effort in dragging 
the United States kicking and screaming into the 21st century of 
high-speed rail. So thank you. And I welcome your participation. 

And this is going to transcend administrations. This isn’t a Re- 
publican or a Democrat project. This is a project for the benefit of 
the — or these are projects for the benefit of the Nation. 

Dr. Irons, I think you are the one that talked about the 1-35 
bridge. Yeah. I stood on the 1-35 bridge in Minneapolis and held 
up a sign that had three numbers on it, 437. 437. It wasn’t a mis- 
matched sporting event. It was the number of days it took to com- 
plete that bridge. But the problem we have is process, and it takes 
so long. I mean. Governor Engler and Governor Corzine and the 
rest of you leaders from some of the local communities know how 
long. We had sitting in those same chairs some of the folks from 
the TEA-LU Commission that looked at what we should do in the 
next transportation bill. They said that if the Federal Government 
gets involved, it takes two to three times as long and sometimes 
costs three to four times as much. Is that your observation. Dr. 
Irons? 

Mr. Irons. Well, I think it depends on the project. Brand-new 
projects where you are building, say 

Mr. Mica. Changing the footprint, the dynamics, right? 

Mr. Irons. Yeah. If you do something that is a brand-new project 
it is obviously going to take longer. 

Mr. Mica. But we can speed up the process. 

Mr. Irons. We can absolutely speed up the process. And you will 
hear people that have firsthand knowledge 

Mr. Mica. 437 would be a great model. So maybe as a compo- 
nent, it doesn’t cost anything to speed up the process. Certainly we 
don’t want to run over the environment. We want to make certain 
everybody gets a shot at some, say, maybe their legal right to con- 
test a project, et cetera. But we can speed up the project. No 
money, just speeding up the process would help maybe in some 
things that we do. 
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Got another question for you. You know, you gave us some fig- 
ures, 201 — we lost 2.17 million jobs at a previous time. 1.6. I have 
heard about 800,000 we have lost in the last year. And if I use my 
math of 35,000 for a billion, well, we could cover ourselves with 
maybe — well, get to a $30 billion package — we could cover the jobs 
we have lost. And if you multiply that out if we got into this bad 
shape, even a $90 billion package would take care of the whole 
thing. 

Now, my question would be money spent versus tax incentives 
for the private sector to undertake some of these things. What kind 
of balance — I mean, we are going to probably do a package of over 
200 to $300 billion. Well, even 90 billion, if I spend a whole lot on 
transportation infrastructure, will cover me for recreating the jobs, 
or at least providing money to cover the jobs that have been lost. 
What should the mix be? 

Mr. Irons. I will trust your math on those numbers. But you are 
right, there are different ways you can stimulate this kind of in- 
vestment, either direct spending or tax incentives. The evidence I 
have seen out there shows that a direct expenditure tends to have 
a bigger bang for the buck than does tax incentives for these kinds 
of projects. Or for economic activity, more generally speaking. And 
I think when you look at the projects that are available out there, 
we know these are things that can be done right away. The advan- 
tage of doing it in a direct expenditure way, you know they are 
going to be done, you know the money is going out the door in a 
specified amount of time. 

With tax incentives you are a little bit unsure about what that 
impact will be. With the tax incentives, it depends very much on 
how they are designed. You can design tax incentives that just re- 
ward companies for what they are going to do anyway, and you can 
design tax incentives that actually create new economic activity. So 
it is hard to answer that question in the abstract, you have to 
know how those incentives are designed. But we do know there is 
a significant bang for the buck with direct expenditures. 

Mr. Mica. Governor Engler, tax policy is important. You have 
heard my 179 stimulating jobs through, again, tax policy. It is not 
our Committee, but there are things that — in fact, transportation 
creating jobs. How do manufacturers feel about that? 

Mr. Engler. Manufacturers love tax cuts. Especially when we 
have got the highest tax manufacturing economy in the world, vir- 
tually. Our very high corporate tax rate, very high corporate cap- 
ital gains tax rates, are tough to deal with in terms of global com- 
petitiveness. 

Now, you take a small- to medium-sized company that is maybe 
a supplier in one of these areas. I would say that, you know, they 
are helped by any type of tax reduction. But you are talking big 
projects here that need public investment. I mean, I am not — it is 
hard to get there. We aren’t ever going to have a bunch of small 
businesses get together and build a road very easily. So we have 
got to have them healthy. 

I would say if we look at one of the real advances in the way in 
which we have been able to leverage transportation infrastruc- 
ture — which has been through a lot of innovation — you yield — some 
of that is in the Oldcastle testimony. You will hear from them 
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later. But a lot of new things that are done, R&D credits are very 
helpful. That ought to be permanent and much more substantial 
because new technologies, new ways of building better, whether it 
is a bridge or just a surface for a road. 

But I really think on this that, you know, we have got to come 
up with financing tools, we have got to come up with — I think there 
are certainly public/private partnerships that can work for part of 
it. I don’t think that they can do as much as maybe U.S. DOT be- 
lieves can be done. 

And sometimes users have to pay. I mean, that is one of the 
things that, you know. Governor Corzine addressed this. Depending 
on what you are talking about, historically we always felt school 
buildings had some relationship to property values. So the idea 
that, you know, somebody built them and somebody doesn’t, you 
know — those are different kinds of things. Sewer water, again user 
pay has been kind of a way that gets done, electric transmission. 

But you were on to something with the question to Dr. Irons, if 
I can just quickly close on this point. You can save billions and bil- 
lions of dollars by wringing delay out of the process. I am not sure 
that the Federal Highway Administration needs to overlook — once 
Governor Corzine’s transportation department has finished all 
their planning, it needs to sit for a year in Washington being 
checked again. I don’t think that the Environmental Protection 
Agency under a NEPA claim, if something is already an inter- 
change, it has to spend a year or 2 with the State and the regional 
people doing full-blown environmental impact statements to see if 
the bridge which has weakened in its construction, because it has 
been there 45 years now, can be rebuilt in the same spot. It is still 
going to be a bridge. Pretty much the same impact on the environ- 
ment. 

That is a lot of cost that we are — and what that does is let people 
come in and try to hijack some of the budget for some other pur- 
poses often. So there is a lot that could be done to wring this out 
of the system and facilitate some type of fast-track authority. That 
is what you had in Minneapolis to get that bridge done that fast. 
And can we fast-track some of these projects here? 

Now, most of these that are ready to go, in fact, are ready to go 
because they have already walked through the gauntlet. You might 
have some new projects that will be ready to go if you can fast- 
track the permitting, and that is a complicated thing that we have 
got to work with you on. 

Mr. Mica. Well, thank you. In the short term we do have to ad- 
dress the stimulus package. In the long term I am sure we are 
going to invite you back, because I do — I am a strong advocate of 
a national strategic infrastructure and transportation plan, which 
we do not have, and then also a way to finance it and then speed 
up the process is key components of our long-term solution. Thank 
you, Mr. Chairman. 

Mr. Oberstar. Thank you very much for those comments and for 
your observations, Mr. Mica. 

Governor Engler, on that point — and Governor Corzine — in the 
current, SAFETEA legislation there is a provision — about 20 pages 
of legislative language that I crafted at the request of our then- 
Chairman, Don Young, to expedite projects, to take this vertical 
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process, turn it on its side, put them all together, all the interests 
that have permits to issue, not just EPA, not just National Trust 
for Historic Preservation, but all of them together at the same time 
to come together, agree on a time frame, a timetable in which they 
can expedite moving ahead on the project. 

Now, it hasn’t been used by all States and I am disappointed 
that that hasn’t been done. But in the next transportation legisla- 
tion, we are going to create an Office of Permit Expediting in the 
Federal Highway Administration, along with an Office of Liv- 
ability. And to do that, Mr. DeFazio will be leading the charge. 

So I yield to the gentleman from Oregon. I recognize him at this 
time. 

Mr. DeFazio. Thank you, Mr. Chairman. I would note there 
seems to be a decided lack of interest on the part of this adminis- 
tration in fully implementing and utilizing the streamlining you 
spent so much time in reaching consensus on, and it was not an 
easy consensus between those in the construction industry and the 
States and the various jurisdictions and environmental representa- 
tives. And I think that there is a lot of unrealized potential there 
that could save a lot of time in these projects. And I am — hopefully, 
we can make it even more clear in the next bill that we want that 
done and we want it — we just have no patience with this. 

Not all economists, Mr. Iron. I am sorry, I shouldn’t have been 
so global. I didn’t say all economists. I said those pointy-headed 
ones that constantly criticize infrastructure. And you in your testi- 
mony say that you envision we would do this enhanced investment 
with deficit spending; is that correct, right? 

Mr. Irons. That is right. 

Mr. DeFazio. Is there anyone on the panel that disagrees that 
this would be a circumstance under which we would look at basi- 
cally borrowing to invest in these sorts of projects? Anyone disagree 
with that? 

Mr. Engler. I don’t disagree with the premise. But I think in 
fairness to the work that gets done, there is a significant benefit 
to the Treasury when we do this kind of work. And for hesitancy 
here of getting counter with the CBO, it might be somewhat dy- 
namic if you put thousands of people back to work, companies start 
building roads, there is economic activity. And that has a positive 
effect on GDP. And so it is not — the deficit that sometimes gets 
scored is a lot less in reality than might be reported, because we 
are not getting credit for the income that is being generated over 
here on the other side. 

Mr. DeFazio. But, you know, the fight likely to be here on the 
Hill is there has been, you know, commitments made to continue 
with pay-as-you-go, and I expect we will have some discussion of 
that. But I believe in this circumstance, you know, waiving those 
congressional rules, I can certainly justify borrowing money to in- 
vest in roads, bridges, highways, transit, other projects that actu- 
ally put Americans back to work, utilizing American products, 
make the country more productive, help with just-in-time deliveries 
and a whole host of things that will last for 30, 50, 80 years than 
many other things the government does. So I just wanted to make 
sure there was consensus. Governor. 
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Governor CoRZiNE. I would say you raise a point, and the re- 
sponse from Governor Engler is consistent. There are a lot of us on 
both sides of the aisle that would argue that there needs to be a 
separation of operating budgets from capital budgets, so that you 
could actually do greater return and objective analysis of how long- 
term investments were made, and therefore would not give up the 
disciplines of pay-as-you-go, but would look at long-term return fac- 
tors on how that would be done. 

I happen to have a burr on me on this one. I ran a National 
Commission on Capital Budgeting, and would love to see that out- 
side the budget process. Some of us do more of that rather than 
less in our State budgets. I would say it is not nearly as good as 
it should be. But I think there needs to be a separation in the 
public’s mind about these kinds of efforts that end up having, as 
the Chairman suggested, impact for great grandchildren and great- 
great grandchildren as opposed to only the impact in the short run. 
So I think this is a topic that I hope would actually get some cen- 
terpiece of discussion as time goes on. 

Mr. DeFazio. No. I have long advocated we should have capital 
budgets. I wasn’t familiar with the Commission, I will have to get 
my staff to find that report and dust it off. But I absolutely agree 
with you. 

Mr. Gallegos. Congressman, if I could add, I might suggest that 
at the local level, with local sales tax, we have a process where we 
go through to make that evaluation whether we should wait until 
we collect enough tax or whether we should borrow and move for- 
ward. And we have found that in most cases it has been more to 
our advantage to move forward because the cost of delaying the 
project and the cost to the public outweighs the cost of interest. 
And in most cases, for over 20 years we’ve been making that cal- 
culation at the local and regional level, and there may be some wis- 
dom to be found in what local and regional governments are doing 
in terms of trying to make that decision and decide whether they 
wait until they’ve got enough money or whether they borrow to do 
the project. And we have, I think, had a fair amount of success in 
doing that and been able to leverage literally billions of dollars to 
advance our infrastructure. 

Mr. DeFazio. Excellent suggestion. And of course, today, you 
probably were doing that with tax anticipation notes or some other 
form of bonding that might be a little difficult in the current mar- 
ket. But that certainly is a good suggestion. 

And what we are proposing — and I think this was addressed by 
a couple members of the panel — is that, first off, what we propose 
in the stimulus is a 100 percent Federal share. So we are not hav- 
ing to worry about the local jurisdictions raising the match, par- 
ticularly in this environment. And then we also said that — and 
there was some disagreement represented between urban areas 
and States, but we just didn’t feel we could target the money down 
to particular metropolitan areas because some might be ready to 
go, some might not. So we did choose the States. And we wanted 
ready-to-go projects. And we also do have a provision that if the 
money isn’t committed within 6 months, that someone else is going 
to get it. I mean, we are serious about spending this money. 
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So we’ve got that. And I think we have got some good consensus 
here. But if I could, just for a minute, look to the future, Mr. Chair- 
man, because I am going to be wrestling with this, ideas about fur- 
ther infrastructure investment, particularly dealing with the deficit 
longer term. If we can’t get the capital budgets. Governor, we are 
looking at a gas tax where the revenues are actually falling and 
the needs are growing. And I am just curious if anybody here has 
any great insight or ideas on where we might raise some additional 
funds, or could we again justify longer term, if we don’t have cap- 
ital budgets, we have a scoring problem, but more borrowing to fill 
some of the gap in our transportation infrastructure? 

Mr. Engler. I certainly want to associate myself with the re- 
marks of Governor Corzine. The capital budget is very key because 
it is what every company uses, it is what virtually all of the States 
use, and it should be separated. And then this makes us — it still 
isn’t free, but at least it is a better way to visualize this. And we 
are on State balance sheets now under Gadby actually reporting, 
we are showing some of that capital side which never was showing 
before, so you can actually find that in State fiscal reports. 

But I think you are looking at a combination — and I think capital 
budget is key, but I do think there is going to have to be new reve- 
nues. Actually, in Michigan, one of the toughest fights we had, and 
Congresswoman Miller referred to it, is we actually raised the nick- 
el of gas tax, tried to — and then earmarked back just a few years 
ago, a penny. But for bridges at the time, we had some of the ear- 
liest interstates, therefore we had the earliest problems on bridges. 
The rest for capacity, and obviously sharing with local. I do think 
that there is a lot of creative energy out around public and private 
partnerships and the way that they can work. And we are seeing 
some things being done there. 

Michigan is a State that didn’t toll roads initially; we have only 
got a couple of bridges with tolls on them, but the new technology 
is allowing for some types of congestion pricing, perhaps. There is 
lot of conversation. We have been trying to have this conversation 
through our association with lots of different groups because what 
do you pay for and what do you get credit for. The point I made 
earlier, there was an awful lot of work done in States and localities 
on sort of a TIFA model of a tax increment financing that’s making 
investment. The valuations came up and there was a revenue flow. 

In one sense, that model does work in the Federal budget. As I 
said, if you start spending a few billion in transportation, you are 
generating revenue for the Treasury, does that then just become 
extra money and the Treasury goes over to help pay for health 
care. Social Security, or could there be a gains sharing on some of 
that? I think it ought to be looked at as part of that. 

And I think debt does matter. It has been mentioned, Mr. 
Gallegos has mentioned it in terms of their data, but look at the 
price of the inputs over the last couple of years, if you had had 
money and been able to maintain a steady program, your pricing 
on steel and cement and all of these other — fuel, asphalt, would 
have been much different; you would build many more miles with 
the same dollars had you been out there in the market. 

One of the benefits of this stimulus is probably catching, timing- 
wise, a pretty good time because a lot of those prices have come 
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back down a bit. So there is a benefit for that. But we are happy 
to gauge long term on the important question you are posing. 

Mr. DeFazio. Infrastructure investment on sale. 

Mr. Irons. I think when you look at the investments in infra- 
structure, they benefit the general economy. So looking beyond just 
a dedicated revenue stream I think is important. Looking at gen- 
eral revenues would be a valid way to find additional revenue for 
infrastructure spending. 

The second piece is, these are investments, they fit the classic 
definition of investment; you invest money today, you get a return 
tomorrow. And as such, financing for these kinds of projects seems 
completely reasonable to me. So I think it is important to raise ad- 
ditional revenue to help finance this, but I don’t think it nec- 
essarily needs to stop you from investing today. 

Mr. DeFazio. Anyone else have a quick thought? 

Mr. Gallegos. I would add to that, at a bare minimum, we have 
got to protect what we have got right now and at least look at in- 
dexing it, because I think the buying power of the gas tax is going 
down, we are not investing enough, and at a bare minimum, there 
are going to he no free lunches, but at a bare minimum, we have 
got to protect the buying power that we have today. 

Mr. Abramson. And I would just say that, when you are talking 
about a country that has an energy policy to drive less and drive 
hybrid, the paradigm has got to be changed in terms of how you 
are going to fund highways and public transportation, it simply has 
to be completely changed because it is out of sync with the rest of 
the policy that we are implementing. 

And one of the things that you said. Congressman, I am not sure 
that I agree — in fact, I don’t agree — with your statement that the 
States would he able to get those founds out much more quickly 
than the MPOs that you all set up for those local communities that 
understand where it is needed and where it is most effective to 
have 

Mr. DeFazio. What I said is, if Congress were to, say, direct 
money to the MPOs, there may be some who have projects ready 
to go, there may be others who don’t. We thought if we sent it at 
the higher level, that the States would work in concert with the 
MPOs. We don’t want the MPOs to be ignored, and perhaps we 
need to clarify that to the States. 

Mr. Abramson. And the STP funds, as it exists now, a portion 
of them go to the MPOs to be designated and developed. And we 
would hope that that would continue. We have great relationships 
with our brothers and sisters at the State capitals, but the reality 
is, as you all saw when you set up the NPO, the reality is the folks 
who have got the boots on the ground right there on the sidewalks 
in those intersections and in those metropolitan areas really under- 
stand in a much keener way, we would submit, the flow and the 
need of traffic enhancements. 

Mr. DeFazio. Thank you. Thank you, Mr. Chairman. 

Mr. Oberstar. Thank you for those very thoughtful observations, 
stimulating and very good discussion. 

I just want to come for a moment to capital budgeting. In this 
room 20 years ago, my colleague on the Republican side. Congress- 
man Bill Clinger from Pennsylvania, I was Chair of the Investiga- 
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tions Oversight Subcommittee, held an extensive hearing on capital 
budgeting. And in the course of the hearing, we had David Stock- 
man of the Reagan 0MB who said he was totally opposed to a cap- 
ital budget. And we asked him why. And he said because if you es- 
tablish it, then Congress will want to fund it. We said, we are fund- 
ing it now aimlessly, without a plan, without priorities. And even- 
tually he came around to the idea of a capital budget and said he 
would include one. And we moved a bill, ultimately, to direct estab- 
lishment of a capital budget. But under the Reagan administration 
it became an annex to the U.S. budget, where it remains today. 

Ten years ago, there was the Clinton administration commission 
to study capital budgeting, but it was staffed with 0MB experts, 
so to speak. Well, they are the same crowd that if Castro came, 
they would grow a beard; they never changed, they never changed 
their mind. And it doesn’t make any difference who is in the White 
House, the 0MB crowd doesn’t like this stuff. So we have to start 
all over again. We have to do, as Governor Engler, you said, and 
Governor Corzine, as you are doing — excuse me, with a beard — and 
establishing a capital budget. We have got to do that, and we will 
next year. We will move it from this Committee. 

Mrs. Miller, you’ve waited a long time. Glad to have you here. 

Mrs. Miller of Michigan. Thank you very much, Mr. Chair- 
man. 

In fact, I want to make a similar observation to the question that 
you started out with, because the Congress is often criticized for 
our earmarking process, and sometimes justifiably so, but I think 
there are many, many earmarks that are really done with the best 
of intentions of local Members of Congress trying to make sure that 
their area gets attention that perhaps is not being — they think is 
not being directed from the governors sometimes. And so I would 
just mention, respectfully, that governors are not immune from 
subjective criteria, I think, sometimes, of where some of these 
funds are going. And even in our State of Michigan, under a former 
governor, the amount of administrative costs and many Federal re- 
sources that were sent back to the States were very low; they were 
maybe 6 or 7 percent. 

Under our current administration, they take right up to 20 per- 
cent off the top for almost all the Federal resources that we send 
perhaps because of the budget challenges that we face, some of it 
may be understandable. But still, I just wanted to raise that con- 
cern because we do want to be certain that local municipalities are 
being heard very clearly in this process and that the funds are get- 
ting into the locals, as the Federal Government really wants to 
from a stimulating standpoint. 

And I would also mention, and I think Mr. DeFazio mentioned 
about the match program. And I want to talk about that just for 
a moment because I will tell you, if we have any kind of criteria 
for match under this program, which we normally do, communities 
in my area, certainly in Michigan, we don’t have a match. That is 
why we have this enormous backlog, there is just not the match. 
Everybody is just crying out for what are we going to do. We are 
leaving all these Federal resources on the table because we do not 
have the matches. 
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And actually, in the House, that we passed on September 26, I 
will just read this briefly, that "the Federal share payable on ac- 
count of any project or activity carried out with funds made avail- 
able under this heading shall be 100 percent of the total costs 
thereof." Unfortunately, this did die in the Senate, as was men- 
tioned. It would have been a great thing to do before we broke for 
October here. And I just mention that because, if there is any com- 
ment on how important it is that there not be a requirement for 
a match, that it is greatly reduced or it won’t be able to be utilized. 

And also, just looking for a comment, you know, the highway 
funds are distributed under this current formula that we have. I 
am very sensitive to this because Michigan is a donor State. We 
did a little better in the last transportation bill, but we still are a 
donor State. And I just wonder if there is any comment on, if you 
really go to the core of economic stimulus, don’t you want to put 
the dollars where it is most needed? And wouldn’t it be most fair 
to be using a formula that is reflecting the current economics? For 
instance, a State that has the highest unemployment in the Na- 
tion, yet is not going to be getting the economic stimulus that other 
States that have less than half the unemployment rate that we 
might have in a State like Michigan, or the Governor mentioned 
almost 8 percent in New Jersey? What are the thoughts of the 
panel on really getting the economic stimulus to the States that 
need it rather than using a formula that does not reflect what the 
intent of the Federal Government is right now to help the patients 
who are really sick? 

Governor CoRZiNE. Let me just make the point that I was pro- 
jecting that I thought we were going in that zone. We have actually 
been paralleling the Federal or the national unemployment aver- 
age. We are actually slightly lower than that 5.8 percent. But it is, 
I think 

Mrs. Miller of Michigan. We wish we were at 5.8 percent. 

Governor CORZiNE. The comment that you put the money against 
the needs I think is a fair concept. We had that with regard to 
homeland security allocations of resources, which is a fair debate. 
And to some extent, particularly when you are talking about a 
stimulus package, that may be more the case than what you would 
do on an ongoing fundamental SAFETEA-LU or SAFETY-TEA, or 
whatever the next program will be called, where you have to have 
a more fundamental allocation of resources by the negotiation proc- 
ess that happens here. 

But I think that — you point out that governors can have their 
own prejudices. I think what you need to do is make sure that each 
State has a process on how those funds are actually distributed 
that is objective and can meet some kind of criteria. And I think 
the Chairman asked me whether we were going to live with the 
kinds of allocations or distribution of funds as according to the his- 
toric submitted and approved projects. And I think that is one way 
that you could handle that. 

We are certainly not trying to hurt our local communities; we 
want to work together on those. But you do have to have some kind 
of allocation process. And you have the same problem with one re- 
gion versus another region. We have north and south Jersey get- 
ting all kinds of hootenannies about who is getting what in those 
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kinds of projects. And so you need someone to make sure that 
standard objectives are allocated as we go across the entity that re- 
ceives the money. 

Mr. Gallegos. I would add that, in addition to just a formula, 
that having some performance metrics to ensure that the invest- 
ment being made is generating the rate of return that you are look- 
ing for would be also helpful instead of a peanut butter approach 
that spreads it all over the country. But having said that, and at 
the risk of sounding more than just a Californian, but more like an 
American, is I think the interstate system is a good example of 
what makes it work as a system. And I think from my perspective, 
every time we get into a debate about which State won and which 
State lost, I think we all lose because we have got to figure out how 
to raise the tide so that we can develop a system that will make 
this Nation competitive globally. And for California, having a 
transportation system that works, but when we get to Arizona or 
Nevada or Oregon it doesn’t work may not do a lot for us in the 
long run. So as we have those performance metrics, I guess I would 
advocate with you. Congress, that we need to have sort of a na- 
tional vision and look as how we pull this together as a system. 

Mrs. Miller of Michigan. With the Chair’s indulgence, I know 
I am running over my time, but I would like to ask one question, 
particularly of the Mayor — and by the way, I happened to be in 
your beautiful city for the Kentucky Derby 2 years ago, and bet 
Barbara actually wins, first and only time ever been at a horse 
race. He only had $20 to bet, but he won. And I thought, what is 
the big deal with this horse racing? You bet, you win, you leave. 

Mr. Abramson. Nothing to it. 

Mrs. Miller of Michigan. I am kidding. But Louisville is cer- 
tainly a beautiful, beautiful town. 

And as you were mentioning about the performance standards, 
perhaps I could ask this question: The local communities are about 
to have, hopefully, a huge infusion of these transportation dollars, 
and there will be enormous public pressure to make sure that we 
have transparency, that the dollars are audited, that there is not 
waste, fraud, abuse, et cetera. And do you believe through the May- 
ors Associations, et cetera, that the communities are ready with 
project managers, that there is enough expertise on the ground? I 
mean, all of a sudden here is all of this, go make sure it is all spent 
properly. Is there a comfort level that we can have with that? 

Mr. Abramson. You know, over the years, we have had Federal 
programs like the Community Development Block Grant that we 
have had to dot the Fs, cross the T’s, be clear in terms of the trans- 
parency for not only our constituents, but for the Federal oversight 
that occurs. So there is no question about that, that we can follow 
that avenue. 

What you are asking is, will there be enough project managers? 
And I can tell you that in terms of cities and counties across this 
country, if we are given the opportunity to be able to have these 
found funds where we are malang a commitment to you that with- 
in 90 to 120 days we will be ready to go and they have already 
been reviewed, assessed, and the bridge needs to be fixed and the 
road needs to be widened and the school needs to have the library 
upgraded, et cetera, there is no question that additional project 
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managers will come on as part and parcel of the overall program 
to ensure that we can dot the Fs, cross the T’s, and he transparent 
as you would request and as we would want. 

Mrs. Miller of Michigan. Thank you very much. And thank 
you very much, Mr. Chairman. 

Mr. Oberstar. That raises a very important — before I go to the 
next member, Dr. Irons, if we don’t follow strictly the allocation for- 
mulas for the Federal Aid Highway Program and the formulas that 
are established in the Transit program, how would you otherwise 
distribute these dollars; according to unemployment rate by State? 
Unemployment rate by economic sector? Unemployment rate by 
construction sector? Unemployment rate by industrial sector within 
States? 

Mr. Irons. That is a very good question. We can write as com- 
plicated a formula as we can dream up. You know, I would look, 
first and foremost, at unemployment rates as being an indication 
of the overall health of a State. So that would be the first place I 
would look. Now, you can look at unemployment rates by industry, 
by construction industry or other industries. First of all, I would 
hesitate to do that because I wouldn’t want to get too precise be- 
cause you are basing this on estimates and unemployment rates by 
sector by sector. And the more finely grained you get, I think the 
less accurate you can be in a lot of ways. So I might stop it at un- 
employment rate and use that as a guide to help allocate funds to 
different places. 

But let me add to that that, in thinking about a recovery pack- 
age, the infrastructure piece is only one piece of that package. And 
if unemployment extension is part of that package, that will auto- 
matically help States with high unemployment rates. If we have 
some assistance to States in terms of direct State aid through Med- 
icaid formula or other formulas, that will provide aid to States that 
need the most help already. 

So I just want to urge you to think about this in terms of a larger 
recovery package, not just as the infrastructure piece alone. But I 
think beyond that, if you were to write a formula, I would start 
with unemployment rate to begin with, and maybe look one level 
down at construction employment. But I think probably unemploy- 
ment is the right level to be at. 

Mr. Oberstar. Thank you. And Mrs. Miller, it is something that 
we will have to talk further about. 

Now, Ms. Norton. 

Ms. Norton. Thank you very much, Mr. Chairman. 

I have got one question for Dr. Irons, and then a question that 
is really for both Governor Corzine and Mr. Gallegos. 

I had a town meeting in one of these rooms. Among those here 
was Alice Riven, who happens to be a resident — we are very fortu- 
nate for that — and a number of other Federal experts and local de- 
velopers. You say in your testimony. Dr. Irons, that you think $75 
billion is what you propose, but you can see that this would not 
fully even offset the losses. Ours, of course, is only $30 billion. 

Now, Alice, although not at the town meeting because this ques- 
tion wasn’t particularly asked of her, but I heard her say — as they 
say on CNN — that it would take several hundred billion dollars to 
have an effect on an economy of this size and on a crisis of this 
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size. You say that you expect that doing, I suppose, the $75 billion 
could have a "swift impact on jobs and the economy." 

Now, the reason I ask this question is I began to wonder. You 
talk about recessions in your testimony, page three of your testi- 
mony, since 1945, but you, I think quite rightly, focused on the 
most recent recessions. I am telling you, I find those figures abso- 
lutely frightening. You cite 1990-1991 and 2001, both of those re- 
cessions lasted only 8 months. Now, only 8 months, nothing like 
this kind of crisis. And you said it took the labor market 11 months 
to 30 months, respectively, to finally hit the bottom — I am not talk- 
ing about recovery now, but financially sail on down to where it 
was going to rest. And you said further, with sluggish growth even 
hitting bottom, it took 32 months and 48 months to regain the total 
number of jobs that existed prior to the downturn. 

You know, one reason one wonders, well, whether it would ever 
get back to that number of jobs — because some of it may have been 
falsely "created," and I am really trying to avoid the kind of dis- 
appointment we see at the bailout. People did not understand that 
we didn’t know what we were doing, that we were dealing in a 
global economy, that we are feeling our way. We didn’t even invest 
in the banks at first until Europe did. I mean, we know at least 
as little about what we are doing as Roosevelt did, and it took him 
5 or 6 years to even get to a stimulus package because they were 
so afraid of inflation. 

So I looked through your testimony to see whether or not you did 
what economists hate to do, which is to say, look, this is when we 
think you will begin, you in the real economy will begin to feel 
some impact of, God help us, $30 billion or even $75 billion. So 
could I just ask you to take, you know, call it a wild guess if you 
want to, but given the figures you have given us, the first thing I 
have to ask is, there weren’t any stimulus packages then, were 
there, in those two recessions of any kind? 

Mr. Irons. There was a very small one that came right after 
President Clinton was elected, but it was nothing of the magnitude 
that we are thinking of 

Ms. Norton. Because remember, those were back in the day 
when everyone thought that if you spent Federal money, whew, 
that is a terrible thing to do, you ought to be cutting taxes. Now, 
we at least are going back to the Keynesian notion that you have 
got to spend money when there is a recession. 

All right. So we did nothing then. And what bothers me. Dr. 
Irons, is doing nothing got us these horrific figures. I really hate 
the one about 11 months to 30 months to even hit the bottom, 
when I don’t think any economist of our stature would say that we 
are probably going to do that more quickly now. If so, please put 
that on the record so as to give me some hope here. But I would 
like to know your guess at how long people out there would say oh, 
yes. Congress has done something, I can tell it, as they are not say- 
ing yet because the bailout is harder to understand. 

Mr. Irons. Yeah, I come to this as somewhat of a pessimist, as 
you see from the testimony. Unfortunately, I am not out of line 
with the rest of my profession. The economists think that this is 
going to be a bad recession, that the 2001 recession, which recov- 
ered relatively quickly compared to past recessions, is not really in 
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the cards. We had a construction boom right after the 2001 reces- 
sion; this time we are going to have the opposite. We have seen the 
opposite. So I think the numbers are going to be at least as bad 
as I have presented there, which I am not happy to say. 

Now, the question becomes, what do we do about it? And the 
package that I have proposed in this testimony and elsewhere is 
on the order of $175 to $200 billion spread out in a number of dif- 
ferent policy areas, not just infrastructure. Other concepts are 
thinking bigger numbers, $300 billion to $400 billion. The economy 
is about $14 trillion, so you need to have a big enough stimulus to 
have an impact. The $150-200 range is about 1 percent of GDP. 
That is not going to solve your whole problem. It will make the bot- 
tom less bad, it will make the recovery quicker, but it will not stem 
the tide that we have seen already and that has been building, 
both with financial markets, gas prices, housing markets and the 
credit crunch. 

So let me just add one piece, which is, I think the advantage of 
what you are doing here today is that people understand job cre- 
ation through building roads, bridges, public transit, and doing ev- 
erything that we have talked about here today. People don’t under- 
stand the Wall Street bailout. I barely understand the Wall Street 
bailout, and I have studied this for a long time. People understand 
if you build a road, if you put a shovel in someone’s hands, that 
creates a job. 

And so I think the advantage is, if you put significant resources 
into creating jobs through infrastructure, people get it. And a lot 
of the economy is driven by confidence. If people see, okay, there 
is a package coming that is going to be putting people to work, that 
is going to create the confidence for businesses to start to invest 
again, that is going to create the confidence for banks to start loan- 
ing again. And I think the bailout package, from my perspective, 
was something that was needed, but it is not sufficient to get 
things going again. This kind of a project can really help to create 
a core in the real economy to make the recession shorter and to 
make it less steep. It is not going to solve everything, but it is a 
start. 

Ms. Norton. And I suppose you would say this is not a time to 
worry about deficits. We are going to keep deficits in line, but that 
has been the major, frankly, concern here, that you have to pay for 
everything, et cetera. Well, that was the Roosevelt mistake near 
the end of the ‘30s; they were calling it the "Roosevelt Depression." 
And that is when he began to do all the programs that stimulated 
the economy. And I hate to say it, but what really stimulated the 
economy was World War II. And, by the way, you are in a war now 
that is not going to do a thing because they are making these tanks 
and all the material throughout the world and not here. 

Finally, Governor Corzine, I don’t know if you listened as closely 
as I did to what Mr. Gallegos said about the regional approach. 
Now, my understanding is that approach is particularly effective in 
a large rural area. Here in the National Capital Region we have 
taken a regional approach to homeland security, a large portion of 
the Homeland Security money in particular. A lot of it has to do 
with things that if they weren’t coordinated with the States would 
be wasteful. 
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I spent some glorious years in New York City and remember Port 
Authority, controlled by New York and New Jersey as I recall it. 
But I am wondering whether or not metropolitan areas, which 
seem to be dominated by big cities, but which also have rivers, 
have many kinds of projects, highways that cross boundaries, I 
wonder if there is any chance for Gallegos approach of regional 
work to be successful in big city areas which have regions around 
them which also are pretty citified, or whether it is more efficient 
for these areas to simply work piece by piece without that kind of 
coordination. 

Governor CoRZiNE. Well, first of all, you mentioned one of the 
greatest success stories, I think, in America with regard to regional 
coordination, which is the New York/New Jersey Port Authority. It 
has its bumps in the roads on occasion, but we have a tremendous 
bi-state infrastructure, our highways, airports and ports, that is 
really quite extraordinary in the context of American infrastruc- 
ture. We have something that works a little less well in the Dela- 
ware Port Authority, which is Pennsylvania and New Jersey, al- 
though, depending on the relationship of the Governors at a par- 
ticular time, it works very well, or sometimes a little less effec- 
tively. 

And there are a number of other regional transportation 
groupings that we have in the State of New Jersey that are really 
quite effective. And if we don’t actually work together — I admire 
what is going on in Louisville and the county that surrounds it that 
the Governor — excuse me, maybe will be Governor someday — the 
Mayor actually believes is a classic example of looking for the 
economies of scale and the synergies that exist there. 

So, yes is the answer. And I think, actually, the concern about 
this — and this is where the Mayor and I might disagree — I think 
the majority of States will use those resources through its existing 
facilities, much of which requires the collaboration of the State 
through these regional organizations to start with. If we were to re- 
ceive the kind of potential support that has been talked about here 
this morning, we are going to use the facilities we have because 
that is where the priorities came from to start with. That is how 
we built those priorities and that is how we will fund those prior- 
ities. 

So I think you have to be concerned about it because there will 
be situations where that cooperation hasn’t been practiced in his- 
tory, but I think it has very much so here. 

Mr. Oberstar. I have to intercede at this point. We committed 
to Governor Corzine that he would be able to leave at noon. I think 
Governor Engler has a similar commitment. 

I want to recognize Mr. Sires at this point for a comment or 
question, and then. Governor, we will hold you excused. 

Mr. Sires. I would also like to add. Governor, as you know, they 
just regionalized the Emergency Management Services between 
New York and New Jersey also. So it is a great example for the 
rest of America. 

Governor, unemployment is rising across the country. In New 
Jersey, for example, I know that you mentioned before it went from 
4.2 to 5.8. Knowing your efforts in the last few months and the in- 
vestment that New Jersey has made, how would this stimulus 
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package add to stop this rising unemployment, and how many jobs 
do you anticipate this will impact? I know that working on the 
Hudson-Bergen Light Rail extension, there are approximately 
20,000 jobs that are there. But for the rest of the State, how is that 
impacted? 

Governor CoRZiNE. Well, first of all, let me identify with Dr. 
Irons’ remarks. This is one of those places not only can you see pal- 
pably what job creation will occur, because people are holding shov- 
els, but it actually is the single best near-term way to put the econ- 
omy into motion. Now, some of the other things that are included 
in Dr. Irons’ package and others are going to protect the economy 
from shriveling in other areas. And I am not here saying don’t do 
anything about Medicaid or Federal matching programs there or 
food stamps, but if you want to put the bridge to get us into a 
strengthened position and get the economy restarted, you used the 
word Keynesian, Ms. Norton, this is the time to do that. This is 
where you create jobs. 

And I use a lower denomination, I use about 10,000 jobs per bil- 
lion dollars for school construction and transportation projects in 
New Jersey. Other people I have seen 47,000. I have a hard time 
counting the heads that actually fit with that. But we are creating 
real jobs when you do what you all have already committed to do 
here in the House, and certainly out of this Transportation Com- 
mittee. 

You know, I passionately believe that you should take the steps 
that will allow us to bridge this recessionary valley that we are 
going through and do it in conjunction with our long-term best in- 
terests. It is not like we have overspent on maintaining the safety 
of our bridges or the adequacy of our highways or the air traffic 
control system or any of these things; these are things that we 
should have been doing anyway. So this is not make-work, this is 
getting us into a position where we are creating real work at a 
time when it would not otherwise be done. 

And I am very sensitive to the pay-as-you-go and believe in fiscal 
responsibility, but this is one of those times if you thought $700 bil- 
lion was necessary because there was a crisis, there is going to be 
a crisis — there is a crisis in the labor market, it is going to grow, 
as is demonstrated by history, and it is time to act on these issues. 

I congratulate you for having this hearing and for what you are 
doing, and I hope we can get to a positive conclusion. 

Mr. Oberstar. Thank you very much. Governor. Thank you for 
overstaying your time. And we hold you excused, and we are grate- 
ful for your contribution that you give both as Governor, Senator 
and as financier from Wall Street, which was discredited after you 
left. 

Ms. Norton. Mr. Chairman, could I hear the answers from Mr. 
Gallegos and perhaps Mr. Abramson to the question I asked be- 
fore? 

Mr. Oberstar. Briefly. 

Mr. Gallegos. Very quickly, I would offer that the San Diego 
model, I don’t think you need the San Diego, but if we look at that 
same model is working in Los Angeles, it is working in the San 
Francisco Bay area, it is working in the Sacramento area. And I 
would also submit that, as we try to tackle climate change, that 
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that is another element that I thing is going to force more of this 
regional collaboration because we have got to connect the dots be- 
tween how we are using land use and transportation and energy 
policy and all these other policies have got to come together. And 
I think California has a good model to share. 

Mr. Abramson. And I would only add that the MPOs that you 
all set up do go across State lines. In my own community, you have 
an urbanized southern Indiana which is right across the Ohio River 
from Louisville, we sit with colleagues from the counties and cities 
in Indiana joining with us. And those kinds of area development 
approaches, where you have got to literally flow economic products, 
services and people back and forth across the river and throughout 
the region end up being very successful. And they have gone for- 
ward in many communities across State lines toward developing 
what we would all want for our hometowns. 

Ms. Norton. Thank you, Mr. Chairman. 

Mr. Oberstar. Now Ms. Napolitano. 

Mrs. Napolitano. Thank you, Mr. Chairman. And I share some 
of the concerns that my colleagues have brought up, but I would 
like to ask Mr. Gallegos, one of the things that bothers me, Mr. 
Gallegos, is that the small cities sometimes do not have the ability 
to have a place at the table because the larger cities end up taking 
most of the funds and sometimes what is left is divided amongst 
many that cannot afford to have their own representation, their 
own ability to attract those funds. 

You state that the stimulus would help regions across the coun- 
try to implement ready-to-go projects, and the region States would 
benefit from concerted efforts to streamline Federal processes. I 
have a question about Federal process. What specific streamlining 
would you suggest, as a Sandbag — and SCAG would be the same 
thing, I would ask them the same question — what would be some 
of the processes that need streamlining to be able to effectively cut 
the time frame that would put these projects on the go immediately 
or at least within a short frame of time instead of having to wait, 
given that sometimes some of these Federal agencies do not have 
enough staff to be able to do the job? 

Mr. Gallegos. I would offer as a very quick example, in Cali- 
fornia we have the California Environmental Quality Act, CEQA, 
that by a lot of arguments is just as complicated as the National 
Environmental Quality Act, NEQA, and yet we can get a CEQA 
level document done in our State project of moderate complexity in 
1 to 2 years. The moment we Federalize that document — and we 
very often choose to Federalize them because we want flexibility to 
use as many different colors of money to make the projects work — 
it takes a minimum of about 5 years to get a NEQA document 
worked through the Federal level. And it is the same stuff, it is 
just more people are looking at it. 

And there is a case in point where in the last bill you did do 
some streamlining, and you are sending some of that back to the 
States. But there is an example where you can cut a couple of 
years out of the process and still not hurt the environment. 

Mrs. Napolitano. Mr. Chairman, maybe we can look at that in 
the future. 
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But you also mentioned that sandbag issues bonds backed by 
sales tax revenues, and plans to continue issuing bonds backed by 
toll revenues. Any chance that the credit crisis would affect those 
revenues? 

Mr. Gallegos. Obviously, yes. But I am very proud to say that 
we have recently received a Triple-A bond rating from the rating 
agencies. And I think the key to that is these are local decision 
makers that understand land use policies that are making deci- 
sions. And the credit markets are looking for these kinds of invest- 
ments. The McCrorys of the world, as an example, are investing in 
these kinds of investments because they are steady; these roads are 
going to be there for a while, they are going go continue to generate 
revenue. And who better to put in control than your local mayors? 

Mrs. Napolitano. Well, coming from local government I couldn’t 
agree with you more, because it takes time to filter down to the 
local level in many instances. 

I would like to ask Dr. Irons, would you describe the type and 
number of jobs that would be created by additional infrastructure 
investment? And beyond the impact of jobs, if you would touch 
upon the link between the infrastructure investment and the in- 
creased productivity in economic growth, and its sustainability. 

Mr. Irons. Yeah. I mean, like I said in my testimony, when you 
create jobs through infrastructure investment, I think a lot of peo- 
ple think of those purely as construction jobs, but they do have a 
reverberating effect throughout the economy. Some early work that 
we have done, which is included in my written testimony, illus- 
trates exactly what industries those jobs in. 

The best we can tell, and it is very hard to link some of these 
jobs estimates, is that these are good jobs, meaning that they tend 
to pay above average based on what industries they are and some 
other characteristics of the people that are hired in those jobs. For 
example, I am giving you a number here, for every thousand jobs 
created in construction, there will be a total of 610 upstream jobs, 
meaning supplier jobs, as a result. Most of those are in manufac- 
turing, retail, professional, scientific and technical services, admin- 
istrative support, and waste management. So what we find is, 
when you look at how many jobs created and kind of jobs, they are 
very broad based, and they tend to pay slightly above average com- 
pared to an average job. 

Mrs. Napolitano. But given the situation we have found our- 
selves in the last almost 10 years — a decline in training, a lot of 
recidivism in some of the industries, loss of manufacturing — will 
we be able to have enough adequate trained personnel, adequate 
working labor to be able to fill, if we are going forth with all of 
these projects and putting this kind of money in, because then we 
may not have enough engineers to be able to complete the projects, 
we may not be able to have — I don’t know, it is just something that 
I would like for you to address. 

Mr. Irons. My impression, and I have not done the research to 
fully substantiate what I am going to say, but it is my distinct im- 
pression that we do have the capacity out there to engage in this. 
Part of the reason why I say that is, is when you look at the job 
losses that have already occurred in the construction industry and 
in the manufacturing industry, manufacturing job loss is not just 
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a recent phenomenon, this has heen going on for years, construc- 
tion, we all know what is happening with construction jobs from 
the housing downturns. So we have seen declines in two of the pri- 
mary industries that would support this kind of investment. So 
that leads me to believe that there is excess capacity out there to 
engage in these projects. And frankly, I would love to test that; I 
would love to see if 75 billion, or however much, would exhaust our 
supply. I think it is going to take a long time to do that. But like 
I said, it is my impression that we do have the capacity out there. 

Mrs. Napolitano. Were you able to take a look at what hap- 
pened back in — I can’t remember the years, maybe in the ’30s and 
’40s with the WPA, the circumstances about creating work projects 
to be able to get the economy going during that depression? 

Mr. Irons. In a lot of ways, the two time periods are not nec- 
essarily comparable, I don’t think. I think a lot of the jobs that 
were created during that time period were more of the shovel vari- 
ety of building roads, bridges, and using very simple technologies. 
A lot of the construction sites today are more high skilled in terms 
of the level. 

Mrs. Napolitano. Excuse me. Hoover Dam is not a small site. 

Mr. Irons. No, I agree. But there is a variety of resources that 
were created then compared to now. 

So I think two things; one thing, I think there is capacity, but 
I think there will likely need to be some job training done — not 
necessarily this year, but next year or the year after, and without 
the jobs there, it makes no sense to train. So this is going to be 
a case where you have what is called a demand-pull in economics, 
where you have the demand for jobs, that will then lead people into 
the job market, it will create the demand for job training, and then, 
if we can couple these investments with expanded job training, that 
creates a recipe for a growing economy. 

Mrs. Napolitano. Where would the job training come from? 

Mr. Oberstar. We are going to conclude on that point because 
we have two more Members and we have 14 more witnesses. 

Mr. Cummings. 

Mr. Cummings. Thank you, Mr. Chairman. I want to approach 
this from another angle. 

Mr. Irons, basically what I have seen, and I sit on the Govern- 
ment Reform Committee where we do investigations, looking at 
AIG and others, one of the things that I have noticed is that when 
the public see those hearings and hear about the misuse of funds, 
the bailout, they get very angry. And what is happening in our 
country is that there is a distrust on the part of government with 
regard to the bailout. And this is my concern. And I am trying to 
figure out how do we make sure we deal with this. 

Here we have what I believe to be a project that we need to do — 
as a matter of fact, I would be very upset and disappointed if we 
don’t do it. But how do we make sure that we put the kinds of pro- 
visions in there — and I think we all agree, several of you have said 
it, these are jobs that people can feel this, I think you. Governor 
Engler, talked about it, they know that this is happening and they 
feel good about it. And you said that, too. Mayor. But how do we 
make sure that they fully understand that it is just not for the con- 
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struction worker, but it is something that is going to truly go to — 
as a piece of dealing with this economic situation? 

Now, there are two other pieces to that. We know that two of the 
major problems is consumer confidence and investor confidence. 
How do you see what we are doing here impacting those things? 
Because this is very important. In other words, I want to make 
sure that when the Chairman is defending his portion of this bill, 
that he has every single argument that he can possibly have to say, 
okay, we are not only creating jobs, we are not only dealing with 
infrastructure, but we are also doing some other things, if you 
deem it appropriate, that we are helping to build up consumer con- 
fidence, build up investor confidence, which is very important. And 
what kind of provisions do we need to put in the legislation to as- 
sure that we are getting that word out? Do you follow me? And I 
see. Governor Engler — this is directed at either one of you, or both 
of you. 

Mr. Irons. I very much take your point. And I think the advan- 
tage that this kind of bill has, this kind of spending has is that this 
could actually get things moving — I echo the Governor’s remarks. 
A lot of the bailout package that you have worked on is to stop 
things from getting worse. This is helping things get better. So I 
think that argument can be made very forcefully and I think it 
would help consumer confidence and investor confidence. 

The other piece I would add to that as well is, if this is part of 
a comprehensive package, then I think it helps out consumer con- 
fidence and investor confidence. I think that the trouble we got into 
with the financial bailout package was, for this entire year, from 
AIG to individual investment banks, it was a piecemeal approach, 
we did one bank, we did another bank, and then finally we did a 
big $700 billion bailout package; of course by then things had got- 
ten much worse. So I think this kind of a package, you know, has 
potential — I am not saying it will — ^but it has potential to restore 
some of the confidence on the investor side and the consumer side. 

Exactly how you put in place the mechanisms necessary to create 
trust that this is going to have an impact is a really hard question. 
I don’t think I have a very good answer for you. But I agree that 
whatever we can do to do that, I think it is important to go ahead 
and do that. 

Mr. Cummings. Governor Engler. 

Mr. Engler. I think it is probably more of a political question 
than an economics question because I think you are touching on 
something I think is really important. I think it is the performance 
of elected officials and their institutions, and it is at every level. 
And so this is one that offers an opportunity to engage, as you have 
done today with this panel, a governor, a regional official, a local 
official, and to talk about really a partnership that is being formed. 
That is what you are offering. And the creative way in which you 
are structuring this is to say, look, in the immediate right now, we 
have got projects ready to go, local projects across the country are 
going to get built, local officials are going to defend those, and they 
are going to be on board with this. And I think that is how you 
deal with the idea. 

And I think Mr. Chairman mentioned it and Mr. DeFazio men- 
tioned it, and actually Mr. Mica did as well, the transparency of 
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the letting the people who are going to be getting this money to put 
a list out there within a certain number of days, and be open about 
that. I think all of that shows that you are acting, you are not 
micromanaging, you have set some policy guidelines from Wash- 
ington, you have made some funds that are urgently needed avail- 
able. 

And then the local people engage, and they help sell that story. 
And frankly, that is something they can do on this issue that they 
couldn’t do on the rescue package. I know in your case, your meet- 
ing with Drew Greenblatt, you listened very effectively and commu- 
nicated that. But I think on this one, you get a lot more help be- 
cause people actually understand it and they can explain it right 
alongside you. I have watched some of the Members out on the 
trail try to explain this rescue package, and it is painful. And it 
is not their fault, it is just so big and so globally interconnected it 
is very difficult to say, by voting this way or that way this is what 
changed. 

Mr. Cummings. I see my time is up. Let me just close with say- 
ing this. We really need to emphasize the things that you all have 
said this morning, that if you get one construction job, it then has 
the benefit of having this rippling effective to all of these other 
jobs. And I think that is the kind of thing that we really have to 
get out, too. 

My time is up. Thank you, Mr. Chairman. 

Mr. Oberstar. The technical answer to the gentleman’s question 
is to introduce into this process, which I have directed staff to un- 
dertake, is to have a monitoring mechanism that we will have a re- 
port on the progress of implementing this legislation within 2 
months of enactment, what is happening to these dollars — and 
maybe it is 3 months. And then every month to have a report on 
progress on these projects. It is something that I learned from the 
Local Public Works Act of ‘75, and then of ‘78, that we were weren’t 
able to measure — I held hearings on this subsequently — we weren’t 
able to measure month to month or 2-month or 3-month periods 
the progress being made. Only at the end did we come back and 
evaluate, and then we had reports from the CAO and the inspec- 
tors general and said, oh, well, you should have done these things. 

Well, we have learned some of those lessons. We need to reintro- 
duce them into the process and to have a monitoring. That is some- 
thing we are going to do in the next transportation bill; we are 
going to have to have a periodic progress report on investing of 
those next transportation dollars so that when we come to the end 
of the 6-year period and then scratch our head and say why is this 
transit project still taking 14 years to get off the ground? Why is 
it taking 3 years to do a one-inch overlay on a rural road? Gov- 
ernor, you know from sitting in that Governor’s chair that is not 
a pleasant question to answer. Well, I don’t want to have to have 
us answer to those. 

Ms. Edwards, you have been very patient. 

Ms. Edwards. I just want to point out that, in addition to other 
pointy-head economists, Paul &ugman notes in The New York 
Times on October 17th that this is exactly the environment in 
which we need to engage in deficit spending to support infrastruc- 
ture. And I just want to quote here that he notes, "This is a good 



49 


time to engage in serious infrastructure spending which the coun- 
try badly needs in any case. The usual argument against public 
works as economic stimulus is that they take too long. 

By the time you get around to repairing the bridge and upgrad- 
ing that rail line, the slump is over and the stimulus isn’t needed." 

And he concludes that, "The responsible thing right now is to 
give the economy the help it needs," and he is directing whomever 
the next President is and certainly this Congress now that it is not 
the time to worry with the deficit. 

And so. Dr. Irons, I want to go back to your point on this kind 
of deficit spending and ask you, what is the harm if we sort of over- 
shoot the mark, in terms of spending for transportation infrastruc- 
ture, especially if that is exactly what we need over, you know, a 
course of time? 

Mr. Irons. Well, of course, the harm is you might have safe 
roads, efficient transportation, clean schools. 

[Laughter.] 

I am of the variety that these are investments that need to be 
done, let’s do them sooner later than rather than later, let’s create 
jobs now. And I think a lot of the spending is money that would 
spent anyway. Let’s accelerate it to the current time, where we 
need it the most. 

So, in the long run, I think we should view this as moving money 
from future years to current years. And what we really care about 
is the long-run deficit, not the deficit of this year or next. 

And so I think it is important to have some level of fiscal respon- 
sibility over the long run. But this is exactly the point in time. And 
Paul Krugman, having just won the Nobel Prize, I think maybe we 
should listen to him on this. This is not the time to worry about 
the short-run deficits. We have long-term challenges that every- 
body knows about, but this is not the time to worry about those. 

Ms. Edwards. Thank you. 

I am curious on transportation construction industry jobs. We 
have a set of folks who are, for those 120-day projects, they are 
moving ready to move into those jobs right now because they have 
lost their jobs. And then we have a set of projects that need to be 
invested in that may be 6 months and out for a whole bunch of 
folks who need to be trained up for those jobs. 

And so, wouldn’t you agree that we need the investments in that 
job training at the outset, so that by the time those jobs are created 
6 months down the line we have folks in the workforce trained up 
and ready to go? 

And, again, these are complex jobs. These are not, you know, the 
pitch and shovel jobs of old. Transportation industry jobs now are 
incredibly complicated, and we need to train up a workforce for 
them. 

Mr. Irons. Yeah, I absolutely agree with that. I think it is espe- 
cially true when you look at a lot of the efforts now on green jobs. 
And there is, I think, an aspect of green infrastructure, green 
transportation. And a lot of these jobs are more skilled jobs than 
just working with a shovel. 

So I think you are absolutely right. If we know we are going to 
have to fill some of these jobs because we have the demand for the 
jobs through investments that might get done soon, we should put 
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into the pipeline training so that we can take advantage of those 
opportunities down the road. 

Ms. Edwards. And lastly, I would appreciate a comment from 
any of the other panelists. We had a hearing just a few weeks ago 
on regional planning processes. And I am curious about how one 
could prioritize those kind of projects that have value in a region 
that may cross States, say, the 1-95 corridor in this region. Or we 
talked with a mayor in Denver about their transportation project. 
That we might find a way to privatize those things that have 
broader consensus within a region that have a deeper impact 
across State lines. 

Mr. Gallegos. Maybe I could share at least how in San Diego, 
I think the key to this has been trying to establish, adopt an eval- 
uation criteria before you start politicizing who screams the loudest 
and what gets what project. And so we have been blessed in that 
our elected officials have bought into adopting the evaluation cri- 
teria before we start for the call of projects. 

And, quite frankly, that has allowed us to be disciplined and 
make sure that we are not just spreading the peanut butter 
around, but that we are going doing what I call "wow" projects — 
'Wow, it finally get started," and, "Wow, it is done," and, "Wow, it 
works" — because we are making these corridor investments and we 
are not just sprinkling the resources around the region. 

But I think it starts at the regional level with having really good 
evaluation criteria to help you ground yourself on how you make 
some of the investment decisions you make. 

Mr. Abramson. And I would also say, since the work was done 
by Bruce Katz over at the Brookings Institute, to focus on metro- 
politan economies and to understand that really the economic en- 
gines of this country are no longer just a State or a county or a 
city, but they are metropolitan areas, wherever they may be located 
geographically, to create the jobs, to create the economic growth, 
and it goes on and on. 

So, to me, that is the future. And, to me, that kind of thinking, 
you are hearing it among mayors and county officials more than 
ever before, getting beyond the sort of parochial approach and real- 
izing that we are an economic unit outside my border, across the 
Ohio River into Indiana, into rural counties surrounding me. And 
all of a sudden now, we are in this together. And we begin eco- 
nomic development approaches as a region, we begin investment in 
roads as a region, education as a region. 

That is going to keep the strength of those metropolitan areas to 
help this country move out of the present economic crisis into a 
much brighter day for America. 

Mr. Engel. My comment, just to close the door, goes back to the 
workforce. Just a caution: On workforce training, it is very impor- 
tant to have the long-term funding in place. We have done way too 
much workforce training in this country for jobs that weren’t there. 

And so I see it as not as requisite a part of a short-term stimulus 
package but essential, given the demographics of our workforce, to 
longer-funded — when we get into reauthorization, we start thinking 
of a 10- and 20-year strategy. Then there are all kinds of opportu- 
nities, and we really can talk to people about having a future. 
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But to train them up and know not know there is a long-term 
program at the back end of that training ends up leading to dis- 
appointment. And we have had plenty of that in those kinds of pro- 
grams. 

Ms. Edwards. Thank you. 

I think my time has long expired. 

Mr. Oberstar. Thank you. 

And, on that point, Governor, closing the door, we are going to 
be closing the door on this panel. But Mr. Mica and I have both 
talked about that very point you raised, of training. The building 
trades have a great relationship with the construction industries in 
which jointly they develop training programs. And in the TEA-21, 
Mr. Shuster suggested and I concurred that we establish funding 
for the building trades. We created 3 million jobs in that 6-year pe- 
riod. 

Mr. Mica, our Ranking Member, do you want to close out this 
panel with any observations or questions? 

Mr. Mica. Well, again, I appreciate their coming out. I think we 
all see the need to move forward, move forward in an expedited 
fashion. 

One of my concerns is the thing getting bogged down. In fact, I 
just, while we were talking, I got this picture. This is an 80-foot, 
60-foot, I guess, fiberglass bunny. I guess you could term it an in- 
frastructure project, but I guess it is going to be a nice art addition 
to the Sacramento airport, is it? I have to make sure I get this 
right. They voted 3-2 to put this up. 

But, you know, we don’t want fiberglass bunnies being financed 
by a stimulus package. This may be well-intended. It may be very 
good art. But someone just told me that this is a project being pro- 
moted by an entity. And we have to put protections in that we do 
create jobs and that we do build the infrastructure but not support 
things or, again, pork kind of projects that don’t merit Eederal in- 
vestment of hard-earned taxpayer dollars. 

I can’t submit the red bunny for the record, but I have a story 
about it that we will put in the record. 

And I thank you all for being with us. 

Mr. Engel. We will just hop on out of here. 

Mr. Mica. You are going to hop out of here? 

Mr. Oberstar. I would assume that that bunny is in the ter- 
minal, it is not on the air side of the airport and not eligible for 
AIP financing. 

Mr. Mica. I hope and pray. 

Mr. Oberstar. No, it is not. 

All right, I thank this panel for their splendid contributions. We 
will come back to you at a future time. 

Governor Engler, we look forward to working with you next year 
in the authorization bill on a whole host of ideas that we have dis- 
cussed and that you have expressed here. 

And, at this time, I ask unanimous consent to include in the 
record a statement from the California Association of Sanitation 
Agencies and from the city of Pico Rivera, relevant to the state- 
ment that they submitted by the gentlewoman from California, 
Mrs. Napolitano. 
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Our next panel includes the Honorable John Porcari, Secretary 
of Transportation with the State of Maryland; Dr. Beverly Scott, 
now Chair of the American Public Transportation Association and 
general manager of MARTA and a friend of long standing, a dear 
friend of long standing. 

It is so good to see you, as is Dr. Porcari. 

The Honorable Judith Enck, Deputy Secretary for the Environ- 
ment, State of New York; Mr. William DeCota, director of aviation. 
Port Authority of New York/New Jersey; Mr. William Crosby, chief 
operating officer for AMTRAK; Mr. Andrew Herrmann, senior part- 
ner, Hardesty & Hanover, American Society of Civil Engineers 
Board of Directors; and Mr. Thomas Kiernan, president of the Na- 
tional Parks Conservation Association. 

I am so glad to have all of you here. And thank you for your pa- 
tience. We initially had thought we would have a lunch break, but 
1 hour of statements by Members, 2 hours for the previous panel. 
Happily, we are not interrupted, as we usually are in hearings, 
with votes on the House floor and motions to do this and that, so 
we can continue uninterrupted. And we will just continue without 
a lunch break. Those who are hungry can enrich the Rayburn cafe- 
teria, if you wish. It is right one floor below us. 

And now we will begin with Mr. Porcari. 

Thank you very much for being here. It has been a pleasure 
working with you over the several years that you have served the 
State and served the cause of transportation nationwide. 

TESTIMONY OF HON. JOHN D. PORCARI, SECRETARY OF 
TRANSPORTATION, STATE OF MARYLAND, ON BEHALF OF 
THE AMERICAN ASSOCIATION OF STATE HIGHWAY AND 
TRANSPORTATION OFFICIALS; BEVERLY A. SCOTT, CHAIR, 
AMERICAN PUBLIC TRANSPORTATION ASSOCIATION, GEN- 
ERAL MANAGER, METROPOLITAN ATLANTA RAPID TRANSIT 
AUTHORITY (MARTA); HON. JUDITH ENCK, DEPUTY SEC- 
RETARY FOR THE ENVIRONMENT, STATE OF NEW YORK; 
WILLIAM R. DECOTA, DIRECTOR OF AVIATION, PORT AU- 
THORITY OF NEW YORK AND NEW JERSEY; WILLIAM L. 
CROSBIE, CHIEF OPERATING OFFICER, NATIONAL RAIL- 
ROAD PASSENGER CORPORATION - AMTRAK; ANDREW 
HERRMANN, SENIOR PARTNER, HARDESTY & HANOVER, 
LLP, MEMBER, BOARD OF DIRECTORS, AMERICAN SOCIETY 
FOR CIVIL ENGINEERS; AND THOMAS C. KIERNAN, PRESI- 
DENT, NATIONAL PARKS CONSERVATION ASSOCIATION 

Mr. Porcari. Thank you, Mr. Chairman and Ranking Member 
Mica and Members of the Committee. I am John Porcari, secretary 
of the Maryland Department of Transportation. 

I am here today on behalf of the American Association of State 
Highway and Transportation Officials. We would like to thank the 
House leadership for aggressively moving forward with an eco- 
nomic recovery package and for this hearing today on how infra- 
structure investment can have an immediate and long-lasting im- 
pact on our economy. 

Today I would like to cover three points. First, an immediate and 
long-lasting economic gain can be realized from investing in our 
transportation capital assets across all modes — highway, transit. 
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rail, aviation, ports and waterways. Second, the unprecedented fis- 
cal crisis already facing at least half of the States is taking a toll 
on our ability to preserve, maintain and operate our transportation 
systems. And third. States have highway and transit projects that 
are planned and ready to go, and the construction industry has ma- 
chinery and people ready to go to work. These projects can support 
thousands of good-paying American jobs. Congress can help get 
projects moving. 

I point out that capital investments are fundamentally different 
from other kinds of government spending. Transportation dollars 
are converted to physical assets that will last 50 to 100 years to 
provide future generations with a modern, globally competitive sys- 
tem. Such investments create and maintain well-paying, made-in- 
America jobs. Getting projects under way this winter and spring 
will support much-needed employment and put vital equipment 
back into operation. 

We would respectfully suggest that the economic recovery pack- 
age contain two types of transportation infrastructure projects: 
first, the quick turn-around projects, such as bridge re-decking or 
pavement resurfacing, for which bids could be awarded within 120 
days. With funding, more than half of the States could initiate con- 
struction in late winter or early spring on these projects. States 
with a year-round construction season could work over the next few 
months, as well. 

Second, we need funding for more complex, larger projects that 
are ready to go but may need up to 6 months to award bids and 
begin construction. In Maryland, for example, we could obligate 
within 120 days nearly three dozen highway projects, costing ap- 
proximately $150 million. One, for example, would overlay a three- 
mile section of an urban interstate, which would add 15 years to 
the pavement surface life. We know we need to do this now; we are 
not able to do it now. We have similar projects in our rural areas. 

Today’s economy, coupled with last month’s unprecedented High- 
way Trust Fund cash flow crisis, has resulted in ever-increasing 
numbers of postponed or cancelled projects nationwide. As you 
know, 9 months ago. States identified more than 3,000 projects to- 
taling over $18 billion for which contracts could be awarded within 
90 days. Today, that number in dollar value is considerably great- 
er. 

Due to State budget crises, almost half the States have been 
forced to shelve projects, reduce services and eliminate State agen- 
cy positions. In Maryland, we have deferred $1.1 billion in trans- 
portation capital projects in our 6-year capital program because we 
simply do not have the State revenue to proceed. 

Last month’s cash shortfall in the Highway Trust Fund and cri- 
sis on Wall Street has had a chilling effect on the municipal bond 
market as well, tightening States’ abilities to move forward with 
critical projects. Maryland has postponed $425 million in a 
GARVEE bond issuance. We are hopeful that recent activity in the 
market will allow us to move forward with a bond sale sooner rath- 
er than later. Today, we simply do not have the State revenue to 
proceed. 

While the funding we are discussing today will not alleviate the 
problems in the bond market, this new infusion will dramatically 
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help States address some of the immediate needs in their infra- 
structure programs. 

AASHTO supports emergency funding, as well as the following 
program adjustments to accelerate the transportation investments: 
First, temporarily suspend the 20 percent State matching require- 
ment on Federal funds. Second, apportion the funds to States based 
on their overall levels of apportionments or using the obligation au- 
thority formula. A category-neutral apportionment is needed, as 
well. And third. Congress must eliminate this year’s $8.5 billion 
proposed rescission of contract authority that is required in 
SAFETEA-LU. That looming rescission has caused many States to 
delay project planning and contract awards. 

Beyond highway projects. States have critical needs in transit, 
rail, maritime, aviation infrastructure and the like, such as re- 
sources for the Army Corps of Engineers to maintain the proper 
depth and width of shipping channels, system preservation for 
transit, as well as funds to accelerate safety and operational im- 
provements, and passenger rail projects under the Intercity Pas- 
senger Rail Program. 

Mr. Chairman, these infrastructure investments are literally the 
foundation of America’s future economic growth and prosperity. 

Thank you for listening. The State departments of transportation 
are happy to work with you and your Committee and the Congress 
on this important legislation. I will be happy to answer any ques- 
tions you may have. 

Mr. Oberstar. Thank you very much, Mr. Porcari. And, of 
course, I will have some questions later, but I can’t resist an obser- 
vation. 

You referenced providing sufficient resources for the Corps of En- 
gineers. As Mr. Mica said at the outset, we overrode the President’s 
veto on that water bill, the Water Resources Development Act. But 
then the President didn’t include a single one of those 920 projects 
in his budget for the current fiscal year, not a single one, none. It 
was almost an act of spite: "You override my veto, I won’t fund the 
projects. You figure out a way to do it. Congress." Now, that is not 
acting in the best public interest. 

There was an overwhelming vote by the House, by the Senate, 
to proceed with those investments that are necessary, to restore 
the Everglades in Florida, restore the wetlands in the gulf, protect 
against hurricanes, the levees in Louisiana and all along from east 
Texas through to Florida. 

And as Governor Engler referenced earlier, the locks on the Mis- 
sissippi River; there are five locks that slow down — ^because they 
were built in the 1930s, 600-foot length. Barge tows are 1,200 feet. 
It takes 820 hours round-trip from northeast Iowa to bring grain 
through the export facility in New Orleans. You need a second lock 
at Sault St. Marie in the Great Lakes to facilitate downbound grain 
and coal traffic and downbound iron ore to the steel mills. We need 
to upgrade the St. Lawrence Seaway. We have work on the east 
coast, the ports in your State of Maryland, the port of New York/ 
New Jersey. 

All of these, we would have had people working if the adminis- 
tration had put money into it and respected the will of the Con- 
gress, which is the will of the people. 
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Dr. Scott, thank you very much for being with us. 

Ms. Scott. Thank you, Chairman Oberstar, Ranking Member 
Mica and Members of the Committee. 

I do not have to tell you how much our national public transpor- 
tation industry and American families across our country des- 
perately need your continued leadership as well as your urgent and 
bold action to get America moving. We firmly believe that your 
leadership, combined with plain old American grit, ingenuity and 
tenacity, must combine to turn this economic crisis and set of seri- 
ous global environmental challenges into an opportunity to be bet- 
ter, do more, and hopefully keep the faith by providing for future 
generations what our parents did for us: hope in the future by 
planting the trees whose shade most of us will not live under. 

Today, with the impact of fuel costs and the devastating eco- 
nomic uncertainty from failing banks and falling stock prices, peo- 
ple from all walks of life in communities of all sizes from every- 
where across our country are looking for immediate relief to help 
with basic necessities, like daily transportation needs that can un- 
fortunately consume up to 25 to 30 percent of some household in- 
comes — common-sense solutions and long-term investments that 
significantly move the needle on our economic prosperity, overall 
quality of life andunquestionably restore America’s premiere global 
position. 

Candidly, while I am not much of a betting woman, I often say 
that if I had only one sure bet to make that would appreciably 
move our national needle forward, I would place that bet on a sig- 
nificantly greater investment in national public transportation in- 
frastructure and services and, in so doing, provide much-needed af- 
fordable transportation options to immediately help the household 
budgets for millions of Americans, put Americans to work, improve 
economic competitiveness, help our energy independence and home- 
land security, and positively impact our environmental sustain- 
ability. 

As you prepare for our next Federal transportation authorization, 
your work to make transportation infrastructure a critical element 
of this stimulus package will help to set the stage for that critical 
legislation. 

In my own State of Georgia and across the Nation, transit pro- 
viders are stretching every available dollar to meet the rapidly in- 
creasing demand for transit service. Last year, 10.3 billion trips 
were taken on U.S. public transportation. That is the highest num- 
ber of trips taken in 50 years, and ridership continues to soar. 

Unfortunately, many transit projects on the drawing boards are 
unfunded because of a lack of dollars at the State and local levels. 
So your earlier discussion today about local match relief for these 
critical investments is vitally important. 

APTA has just completed a new survey of transit systems, and 
it identified a minimum of $8 billion in ready-to-go projects that 
could move ahead within 90 days. These projects will create new 
economic activity and put thousands of people to work building 
much-needed infrastructure. 

In the Atlanta region, MARTA carries more than 450,000 pas- 
sengers per day, or the equivalent of moving the population of the 
entire city of Atlanta every day. We provided service for over 14 
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million customers in September of this past year, which was a 13.3 
percent increase over the prior year. And other regional transit 
providers, like the Georgia Regional Transportation Authority, 
Cobb Community Transit, and Gwinnett County Transit, are also 
moving additionally thousands and thousands of more people and 
cars off of our congested freeways every day. 

I want to cite just a few examples of how transit agencies across 
Georgia could make immediate use of an increased Federal invest- 
ment. 

The Columbus transit system, METRA, could immediately use 
$900,000 to acquire three replacement clean fuel buses. And 
Hinesville Liberty County, home of Fort Stewart, could use 200,000 
to purchase smaller passenger buses under an existing contract op- 
tion. 

At MARTA, we could use stimulus funding for several facility 
projects. We have an immediate need for $12.4 million to construct 
a new park-and-ride facility in suburban DeKalb County, which is 
the most densely populated county in the State of Georgia. This 
project’s design is complete. Construction could proceed within 90 
days of our ability to be able to, in fact, have increased funding. 

In Clayton County, the ridership has been absolutely staggering. 
They need to immediately wind up increasing by an additional 12 
buses. 

These projects in Georgia are just the tip of the iceberg. I have 
many projects that we noted in my testimony. Just to highlight 
some from other parts of the country, not surprisingly the Chicago 
Transit Authority’s ridership has also grown exponentially, up 21 
million rides compared to 2007. They could immediately use $166 
billion to replace aging buses with New Flyer diesel-electric hybrid 
buses. With another $18 million, they could quickly begin a much- 
needed track renewal program. And California, the Capitol Inter- 
city Rail Corridor can immediately use $6 million for construction 
at the San Jose rail station. 

But the reality for us is, unfortunately, today, as the demand and 
the desire for public transit is clearly on a significant rise, many 
transit providers are currently being forced to choose between rais- 
ing passenger fares or cutting service to make up for shortfalls in 
local funding and the increased cost of diesel fuel. Thirty-five per- 
cent of transit providers in a recent survey conducted by the Amer- 
ican Public Transportation Association reported that they have cut 
their services or are examining that possibility. And many others 
are having to do the same thing as it relates to fares. 

Here is just one example. Very recently in Eugene, Oregon, Lane 
Transit, they have in fact experienced a 17 percent increase in 
terms of ridership, and at this point in time they are having to look 
at making a 15 percent reduction in service. So there are Lane and 
hundreds of systems like Lane Transit across this country that are 
trying and wanting to do more and are doing more with less but 
they cannot make bricks without hay. And an increased investment 
is urgently needed. 

So we applaud your efforts. Chairman Oberstar, Ranking Mem- 
ber Mica, Mr. DeFazio, and the other sponsors of the Saving En- 
ergy Through Public Transportation Act of 2008. This bill provides 
important relief for transit systems facing severe cuts, and it is es- 
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sential that its provisions be included again in the next stimulus 
bill. 

I am going to go very quickly. 

As you are likely aware, in addition to shrinking local sources of 
transit funding, 31 of the Nation’s largest transit systems in 18 
States, including MARTA, are facing an immediate financial crisis 
as a result of the current trouble in the credit markets that is re- 
sulting from the lease-in/lease-out sale-leaseback transactions that 
were largely conducted in the 1990s through 2003, 2005. These 
transit agencies, through no fault of their own, are being forced 
into technical default on these deals, because AIG and other insur- 
ers who served as guarantors for the leased assets in the deals 
have lost their credit ratings. 

The effect of this spend-down, if you will, wind-down, could in 
fact have as much of an implication as somewhere between $2 bil- 
lion to $4 billion on local transit agencies. We are not the only ones 
who have entered into such transactions. We would suggest that if 
you look at many municipalities across the country, there could be 
unintended consequences as a result of some of these actions. 

So what we are asking is that the U.S. Treasury has the power 
under the recent bailout package to take over the role of AIG and 
other insurers in SILO/LILO transactions. We hope to work with 
this the Committee to contact Treasury and urge them to act on 
our behalf immediately. And if that fails, we will certainly be look- 
ing to work with you to have a specific legislative remedy. 

In spite of all these challenges, as a veteran of more than 30 
years in this industry, I can honestly say that what we are experi- 
encing is a transit renaissance. We have more riders now than any 
time in the last 50 years and increasing numbers of Americans who 
would use transit service if it were reasonably available. 

There is a growing national recognition of the need to preserve 
our environment for future generations and an understanding that 
changes in personal travel behavior and freight movement that re- 
duce carbon dioxide emissions are key. And finally, there is rec- 
ognition that we cannot build our way out of traffic congestion any 
more than we can rely on just gasoline for our future energy needs. 

We urge the Congress to move forward with an economic stim- 
ulus package that recognizes the value of investing in our Nation’s 
public transportation infrastructure. This is the kind of essential 
public investment that provides both a vital and common-sense set 
of real solutions, and, in the final analysis, an investment that 
keeps on giving by making it possible for people and communities 
to help themselves. 

Thank you very much. 

Mr. Oberstar. Thank you. Your complete testimony has a great 
deal more detail that is very, very valuable for our purposes. 

Ms. Enck? 

Ms. Enck. Good afternoon. My name is Judith Enck. I am Dep- 
uty Secretary for the Environment in the office of Governor David 
Paterson. Thank you. Chairman Oberstar and Members of the 
Committee. I really appreciate you shining the spotlight on these 
issues. And I am going to talk about water, where we have severe 
funding needs, specifically wastewater infrastructure. 
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Today in New York, we have 200 municipalities that are under 
consent orders for violations of the Clean Water Act. Typically, 
these communities are discharging inadequately treated raw sew- 
age into our waterways, and they are doing it because they don’t 
have the money to upgrade their sewage treatment plants. 

I believe that this is the environmental sleeper issue of the dec- 
ade. I believe that the public doesn’t know the full scope of this 
problem. If they did, I think they would support investment in 
wastewater infrastructure. 

And, more interestingly, I think they would also support invest- 
ments in green infrastructure. We need to lay the pipes, but we 
also need to take some common-sense, environmentally sustainable 
steps to deal with wastewater and storm water. 

Our wastewater infrastructure is in dire straits. One reason is 
because Federal funding has declined 70 percent — 70 percent — over 
the last two decades. This inadequate investment today is putting 
the environment and public health at risk. Sewage is harmful to 
public health, the environment and the economy. It contains vi- 
ruses, bacteria and toxins. And if people have contact with polluted 
water, they can be exposed to a range of water-borne diseases. 

Today, in New York State, one in seven water bodies do not meet 
water quality standards. Beach closings are a regular event, includ- 
ing in many tourist towns. We have 70 major shellfish beds that 
remain too polluted to use, and that is really hurting our commer- 
cial fishing industry, particularly on Long Island. 

The Governor requested with the legislature, our DEC, to do a 
study of wastewater needs in New York. So we did this study last 
year and found that New York State alone needs $36.2 billion over 
the next 20 years to upgrade our sewage treatment plant and make 
a commitment to green infrastructure. 

New York is not alone. The Association of State and Industrial 
Water Pollution Control Administrators recently surveyed States. 
They found, of the 25 States that responded, there was a $9 billion 
need from these 25 States for projects that are ready to go today. 
So this is not just over long span of time, but projects that could 
move right away. 

When it comes to this water pollution challenge, I am afraid we 
are facing a perfect storm, because States like New York are facing 
unprecedented budget deficits. Governor Paterson testified this 
morning, documenting that our State is facing a $12.5 billion def- 
icit next year alone, and we project a $47 billion deficit over the 
next 3 1/2 years. Our State has never faced a deficit of this level. 
So we very much need Federal funding in this area. 

I want to specifically say that, in New York, we have 412 projects 
ready to go if only we had the funding. And the way we do our 
SRF, we leverage the funding, so we spread the dollars out more. 
We have a number of applications before us and believe that this 
year we can only fund 16 percent of the applications before us. 

Making these commitments will also create scores of new jobs. 
Various analysts say that some 30,000 to 47,000 jobs are created 
for every $1 billion invested in infrastructure. We very much need 
these jobs in New York, particularly in upstate New York. 

One final point: My written testimony has lots of examples of 
projects that are ready to go today. We think that reinvigorating 
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the Clean Water SRF through the legislation that you introduced 
earlier this year would go a long way in addressing the problem. 
And we are particularly interested in the loan forgiveness provision 
for hardship communities. 

We are also very interested in green infrastructure improve- 
ments, whether it is vegetated wetlands, tree plantings, porous 
pavement. These are all strategies that not only reduce runoff and 
save tax dollars in treating the runoff, but they also improve the 
quality of life in our cities. When you think about the majestic 
lakes and rivers and bays in your home State, the public has a real 
affinity for these natural resources. They don’t want them de- 
graded. There is a real aesthetic value to it, along with an eco- 
nomic value. 

New York depends a lot of tourism. We have communities up and 
down the Hudson River where, not long ago, people didn’t want to 
live or play or recreate or work in these communities. And because 
of the investment in improving wastewater infrastructure plans up 
and down the river, these waterfront communities are now 
magnets for economic growth. So not only do these investments 
make environmental sense, they also make economic sense. 

We know the State has a role to play, but getting an infusion of 
cash into the SRF program is absolutely critical. 

Thank you very much. 

Mr. Oberstar. Thank you very much for your testimony and for 
the wealth of detail you provided with it. 

Mr. DeCota? 

Mr. DeCota. Thank you very much, Mr. Chairman. I want to 
thank you, I certainly want to thank Ranking Member Mica and 
other Members of this Committee for holding this hearing. 

You have heard from a lot of different industries. I am rep- 
resenting my own airport system, ostensibly one of the largest air- 
port systems in the world, but also the other 439 airports in this 
country in discussing infrastructure needs. 

I don’t need to tell you about the economic challenges that have 
confronted the airline industry, which, of course, have also im- 
pacted airports themselves — the decrease in air travel, upon which 
we depend for revenues, the slowing economy, the financial market 
crisis. This Committee recognized that early. In fact, the House did 
include $600 million in additional AIP funding in the last economic 
stimulus bill that the House passed in September. We appreciate 
that very much, because you were very early in the process of rec- 
ognizing the need for investment. 

And as Congress considers a second economic stimulus package, 
I really can’t think of any clearer linkage between transportation 
investment and the road to recovery than investment in infrastruc- 
ture. The economic impact that such infrastructure has is abso- 
lutely enormous in terms of, not just the impact of the construction, 
the measurable economic benefit of the operations, but also the 
trade, the travel, the commerce, the tourism, the ripple effect is ab- 
solutely massive. 

In the New York-New Jersey region alone, the aviation industry 
that is anchored around Kennedy, Newark, and La Guardia Air- 
ports serves more than 200 cities, serves 70 different countries. 
And it is all through that investment in infrastructure and it is all 
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through the visitor spending. And it is 500,000 jobs, it is $20 billion 
in wages, it is $60 billion in economic activity. In fact, Newark Air- 
port, Mr. Chairman, I will mention was developed in 1934 under 
a program similar to the WPA, which you discussed. It was built 
under the CWA. And that original terminal is still an active part 
of our airport. So you are absolutely on target. 

On behalf of my colleagues at airports, I would like to encourage 
you to include the $600 million again in this economic stimulus 
bill, and even to consider something higher, perhaps $1 billion. The 
higher funding level would help stimulate the economy and create 
35,000 jobs. It would expedite construction of critical safety, secu- 
rity and capacity projects across the country. And investing in air- 
port infrastructure creates more than just jobs; it creates jobs in 
the community. 

But airports don’t just want funding. It is easy to come here and 
ask for a lot of funding. And we do need it. There is $50 billion 
worth of AlP-eligible projects which are in the pipeline. Many of 
those are ready to go. But we rely upon revenues as a source of — 
for capital development, but the biggest revenue source that we 
have for funds comes from the sale of airport revenue bonds. 

The subprime mortgage meltdown and the credit crisis really has 
caused serious problems for airports. The bond market has basi- 
cally collapsed. It has forced airports to defer bond-funded projects, 
and it has also created a situation where there are higher interest 
rates. 

And, unfortunately, the Federal tax law unfairly classifies the 
vast majority of airport bonds as private activity bonds. As you 
know, interest payments on bonds from private activity bonds are 
subject to the alternative minimum tax. And basically we are ask- 
ing you to consider recommending eliminating the AMT on private 
activity bonds, because that could help airports around the country 
save a lot of resources. It actually would have a much bigger im- 
pact on our ability to raise money with the revenues that we have 
and allow us to move forward with projects that we have postponed 
because of that. 

Also, as a result of current market conditions, airports are facing 
a significant spike in debt service. They have limited refunding 
ability on that debt service and restructuring opportunities. We are 
also asking you to consider that, to mitigate the increase in financ- 
ing costs, airports are urging you to include provisions in the next 
economic stimulus package that would give airports temporary 
flexibility on how they can use PFCs and AIP entitlements for debt 
service. 

Now, being from the New York region, I also need to mention an- 
other potential challenge to airport investment which not only af- 
fects us as well as at least 25 smaller cities. And that really is the 
administration’s highly disruptive proposal to auction off slots at 
airports controlled by the Port Authority. Not only do they not 
achieve the objectives that have been alleged by the administration 
of reducing congestion delays, but they really threaten investments 
carriers have already made, because they are going to lose slots, 
and how do they use the investment. 

And we are very thankful to you. Chairman Oberstar and other 
Members of the Committee, for previous expressions of support. 
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Our big fear is that flying to New York becomes move expensive, 
it is less money available for travel, it is also less revenue coming 
into airports, and therefore an inability to invest. And withdrawal 
of the flnal slot rules is the only way to really help to meet the in- 
frastructure goals of this hearing. 

I regret the need to mention that. Instead, we really should be 
focused on expanding capacity of the system. That, obviously, is 
best done by investments. And another big investment we need to 
highlight is investment in the modernized air traffic control sys- 
tem. 

I want to thank the Members of the Committee for passing a 
multiyear FA reauthorization bill that increases the PFC cap, in- 
creases AIP funding, and that would also help expedite next-gen 
improvements. We need to deploy next-gen technologies as quickly 
as possible, because an expanding aviation system that generates 
high-paying jobs underpins future economic growth and reduces 
congestion flight delays that has plagued the New York region is 
really part of that road to recovery. 

Again, Chairman Oberstar, Ranking Member Mica, Members of 
the House Transportation and Infrastructure Committee, I want to 
thank you for allowing me to participate and represent airports. I 
can assure you that, with Federal support, we will maintain our 
commitment to our travelers, the communities we serve, that we 
will provide infrastructure to maintain regional economic pros- 
perity and to meet current and future demand that will keep us on 
that road. 

Mr. Oberstar. Thank you very much, Mr. DeCota. That was 
splendid testimony. 

I just want to assure you that, while the Senate did not act on 
the aviation bill that we passed in September of 2007, it will be one 
of the first items of business of the new Congress. We will move 
it before the next administration gets its feet in the stirrups and 
can mess things up, whichever administration that happens to be. 

Mr. Crosbie? 

Mr. Crosbie. Good afternoon. My name is William Crosbie. I am 
the chief operating officer for Amtrak. It is a position I have held 
since 2003. I am responsible for daily operations and for the engi- 
neering and maintenance work necessary to keep the fleet of more 
than 300 trains a day on track and on time. 

As the first Amtrak officer to appear before this body since the 
President signed H.R. 2095, the Rail Safety Improvement Act, into 
law, on behalf of our president, Alex Kummant, and the 18,800 
other employees of Amtrak, I would like to thank those Members 
of this Committee who played such pivotal roles in getting it 
passed. To Chairman Oberstar, Mr. Mica, Ms. Brown, Mr. Shuster, 
I would extend our heartfelt appreciation for all your efforts. We 
are confident that this act will do much to strengthen Amtrak and 
encourage more effective intercity passenger rail service in the 
years to come. 

You heard a lot about growing ridership on the transit side in 
earlier testimony. We have a similar experience. You have heard 
a great amount of information in terms of infrastructure needs. 
You will hear in my testimony a lot about our needs. 
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And I heard earlier, too, a fact that there is this issue of timing 
of projects and getting the work done with the funding. Last year, 
for example, in Amtrak, in our engineering department, we spent 
100 percent of our general capital, and we ended up deferring some 
projects because we did not have adequate funding. 

I want to start by mentioning the growth in ridership we have 
experienced. Fiscal year 2007 was a record year for Amtrak rider- 
ship, and we broke that record in fiscal year 2008. Our total rider- 
ship grew more than 11 percent this year. And while some of that 
growth was on our traditional well-patronized Northeast Corridor, 
we have seen growth on corridors in the Midwest, California and 
elsewhere. 

As the economy has softened, we have seen some drop in rider- 
ship on the NEC, and we are keeping a close eye on our other cor- 
ridors. We are a little concerned about the near term, but we recog- 
nize that this is a moment to plan and invest for the future. These 
are long-term capital investments. 

Rising gas prices have contributed significantly to our ridership 
growth. Railroads enjoy some inherent mechanical advantages, and 
those translate into economic advantages, particularly in a time of 
rising fuel prices. We do have some increased costs, but economies 
of scale allow us to move large numbers of riders without a cor- 
responding increase in cost. And our Northeast Corridor services 
are electrified. Electrification allows us to run faster. That is not 
dependent on imported oil. 

But the infrastructure is aging and capital-intensive and requires 
a program of continuing investment to keep lines and equipment 
in operation. 

Amtrak needs five kinds of investment: investment in the North- 
east, where we own the railroad and parts of the electrical infra- 
structure; investment improvements on existing routes; investment 
in our existing fleet; investment in new equipment. And if we are 
to fulfill the vision that is embodied in the recent Amtrak reauthor- 
ization bill, we are going to need money to expand our range of cor- 
ridor offerings. That is the fifth category. 

Our immediate capital needs fall into two categories: infrastruc- 
ture and rolling stock. We have already budgeted for the return of 
12 Amfieet cars to service in fiscal year 2009. And we would like 
to get all 81 Amfieet cars that are currently out of service back into 
service. This will help us deal with growing needs. 

The infrastructure needs of the Northeast Corridor are also 
pressing. Currently, our engineering staff estimates that we could 
get to work relatively quickly on $70 million of projects previously 
submitted to the Committee staff; for example, station and facility 
projects requiring no special scheduling to avoid disruption to 
trains. And some of the work could be done by contracting with 
construction firms. 

In addition to these projects, we have identified $87 million 
worth that could be undertaken if the money was forthcoming. Ap- 
proximately $11 million of the $160 million total will be directed 
toward projects that could improve Amtrak’s compliance with the 
Americans with Disabilities Act. 

One area where we would invest is in our aged and aging me- 
chanical facilities, particularly the Wilmington and Beech Grove 
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shops, which are over a century old. Our mechanical facilities are 
in great need of improvement and rehabilitation, and targeted in- 
vestment would improve working conditions and shop efficiency for 
a relatively small cost. 

Our electrical traction system is one of our great advantages. It 
allows us to move trains up to 150 miles per hour. But much of 
this infrastructure dates from the 1930s. The frequency converters 
shown here on our Harrisburg line were installed in 1938. Failures 
in the electrical system can bring the entire railroad to a halt until 
we can substitute diesels or make repairs. 

As part of the process of returning the Northeast Corridor to a 
state of good repair, we have begun reconstruction of the ventila- 
tion and access systems, and firefighting equipment for the tunnels 
that allow trains to reach Manhattan from north and south. We do 
not currently have enough money to fund the program at the de- 
sired level. But with the addition of around $11 million, it would 
allow us to continue the work of improving those systems that have 
not yet reached the end of their lifecycle and replace those that 
have. 

Here is an example of one of the large station projects we can 
undertake. 30th Street station is the third-busiest station in our 
system. It is a registered historic landmark, but it requires signifi- 
cant exterior work. We estimate that the entire project of replacing 
and sustaining the facade will cost $32 million. The first phase is 
approximately $5 million, which would fix the facades that are sep- 
arating from the exterior. 

We are also preparing plans and specs for the next generation of 
equipment, the AEM-7 electric locomotives are the backbone of our 
Northeast Corridor service. The first one entered service in 1979, 
and they are approaching the end of their useful life. And our Her- 
itage fleet of diners and baggage cars is far older; many of them 
date to the 1940s. We need to get 15 new sleepers for our single- 
level fleet, which generally operates on Chicago and Florida trains 
that terminate in New York City. The total cost for this will be 
around $540 million. 

As you are no doubt aware, H.R. 2095 requires us to work with 
the FRA to implement Positive Train Control, or PTC, systems on 
main lines. I am pleased to be able to say that Amtrak is in the 
forefront of the industry in the introduction and use of PTC. And 
we have two active systems, the Advanced Civil Speed Enforcement 
System, which is used in the Northeast, and the Integrated Train 
Control System, employed on parts of our Michigan line. The cost 
of extending these systems to fully equip Amtrak-owned rolling 
stock and rail lines will be in the vicinity of $120 million. 

However, we are concerned that the Federal Railroad Adminis- 
tration does not have resources to handle nationwide PTC, as re- 
quired under H.R. 2095. As they are under a continuing resolution 
that keeps them at the 2008 level of funding, they won’t have the 
opportunity to add resources until they get a budget. This could po- 
tentially harm our ability to move swiftly on Positive Train Control 
implementation. 

I would like to close with one example that I would like to enter 
into the record, which comes from our partners in California, Cap- 
itol Corridors. They have a situation where they can put in some 
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additional crossovers and upgrade the San Jose terminal, San Jose 
station, which helps with AI3A compliance. And they have match- 
ing funds. And for a $10 million investment, you can turn it into 
a $60 million investment. So I would like to enter that into the 
record, as well. 

I would like to close with Amtrak’s needs in terms of the Ameri- 
cans with Disabilities Act. The total cost we estimate under the 
current guidelines is between $250 million to $500 million. If the 
DOT implements their proposed ruling, that will grow to $1.2 bil- 
lion to $1.6 billion. If the money could be provided, we could prob- 
ably get a fairly quick start on some of these projects, since much 
of the work would be done with outside contractors. 

In closing, I would like to express my appreciation for the oppor- 
tunity to testify. Our capital needs are significant. I think Amtrak 
has shown the ability to get work done on the Northeast and 
throughout the Nation. 

Many of the projects I have discussed would quickly confer a 
range of benefits on the company, the Nation and the traveling 
public, reliability and safety foremost among them. I would urge 
you to consider them as you deliberate in the coming days. 

This concludes my statement. I would be happy to answer any 
questions you might have. 

Mr. Oberstar. Thank you, Mr. Crosbie. You have submitted a 
compelling case for Amtrak. And I would just like to supplement 
what I said earlier in the hearing, that, without Mr. Mica, we 
wouldn’t have had this Amtrak bill. 

And now, Mr. Herrmann. 

Mr. Herrmann. Thank you. Good afternoon, Mr. Chairman and 
Members of the Committee. My name is Andrew Herrmann. I am 
a senior manager at Hardesty & Hanover, which is a transpor- 
tation consulting engineering firm headquartered in New York 
City. I am a registered professional engineer in 26 States and a 
member of the board of the American Society of Civil Engineers. 
I am pleased to appear before you today to testify on behalf of 
ASCE on the issue of infrastructure investment and economic re- 
covery for the Nation. 

This Nation faces a severe economic slump in the coming 
months. Many economists believe we are already in recession. Last 
week the chairman of the Federal Reserve Board told the House 
Budget Committee that further economic recovery legislation prob- 
ably is required. Any economic recovery legislation should contain 
significant new funding for many of the Nation’s aging infrastruc- 
ture systems, which are the indispensable lifelines of our economy. 

Such investments are desperately needed. Three years ago, 
ASCE’s "2005 Report Card for America’s Infrastructure" gave an 
overall grade of D to 15 critical infrastructure systems. We then 
said it would take an estimated $1.6 trillion to upgrade the existing 
infrastructure. 

The state of the Nation’s economy and its aging infrastructure 
have been well-documented from the Committee Members and the 
speakers today and in our written statement. I would like to spend 
the rest of my time discussing our recommendations to restore our 
infrastructure and get the economy moving again. 
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ASCE recommends $38.5 billion in immediate new infrastructure 
spending as part of economic recovery legislation. As part of that 
immediate investment proposals in surface transportation, recovery 
legislation should provide $18 billion for necessary reconstruction 
projects for the Nation’s highway systems. There are more than 

3.000 highway projects that could be implemented 30 to 90 days 
after enactment of your bill. 

Wastewater treatment systems: Congress should authorize $6.5 
billion for the repair and construction of publicly owned sewage 
treatment works. Any new funds should be distributed primarily in 
the form of grants or negative interest loans for ready-to-go 
projects based on the local communities’ economic situation. 

Waterways infrastructure: The Corps of Engineers has an enor- 
mous amount of infrastructure work that is pending. It requires 
approximately $7 billion in new funding. 

Public transit: There are $4.6 billion worth of transit projects 
ready to begin construction today, according to the American Public 
Transit Association. Congress has also authorized another $800 
million in projects to avoid immediate service cuts throughout the 
country. We recommend that Congress provide $5.4 billion for tran- 
sit projects as part of the economic recovery legislation. 

Aviation: There are $600 million worth of capital improvement 
projects ready to begin construction almost immediately, according 
to the Federal Aviation Administration. 

Drinking water: We recommend that Congress provide $1 billion 
in new financial investment to the Nation’s drinking water treat- 
ment systems to begin critically needed upgrades. 

Dams: We recommend that an economic recovery package con- 
tain $50 million for the dams in greatest need of repair. 

In conclusion, Mr. Chairman, our national infrastructure is in 
desperate need of repair and modernization. Our Nation’s economy 
is approaching its steepest decline in 70 years. This Committee 
must reverse years of neglect of our basic public works systems and 
begin the economic recovery we need by approving major new in- 
vestments in our infrastructure. Not only will these proposals begin 
the economic recovery, but they will provide investments that will 
pay economic dividends for many years. Time is short, and the time 
to act is now. 

Mr. Chairman, that completes my statement. I would be pleased 
to answer any questions. 

Mr. Oberstar. Thank you for a splendid, well-detailed presen- 
tation. I greatly appreciate it. I read that with great interest last 
night. 

Mr. Kiernan? 

Mr. Kiernan. Thank you very much. Chairman Oberstar, Rank- 
ing Member Mica, Members of the Committee. Thank you for invit- 
ing me. I am Tom Kiernan, president of the National Parks Con- 
servation Association. 

Since 1919, NPCA has been the leading voice of the American 
public in regard to their national parks. And on behalf of our 

340.000 members throughout the country, we would urge the Com- 
mittee to include national park transportation infrastructure im- 
provement projects within your economic recovery plan. 
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Our national parks are home to our most iconic and sacred land- 
scapes, monuments and historic sites. Some have referred to our 
national parks as "the soul of America." With over 270 million visi- 
tors to our national parks, they are the number-one tourist destina- 
tion for all of our international visitors. 

To be succinct this afternoon, I would like to raise three points 
with the Committee. 

First, the National Park Service has 18 transportation projects 
ready to go now. All they are awaiting is the $270 million dollars 
necessary to fund these projects. These 18 projects have completed 
all of their environmental processing and regulations, and the 
funding could be obligated in less than 180 days. 

This would be continuing a great partnership between the Park 
Service and Federal Highway Administration, where they have a 
first-year obligation rate of 98 percent, which is extraordinary rel- 
ative to the average Federal obligation rate of 25 percent. These 18 
projects would create 7,000 jobs, but perhaps even more impor- 
tantly, they would dramatically enhance and improve the visitor 
experience in the national park for both domestic and international 
travelers to our national parks, thus, over the long run, enhancing 
the tourist economy of our great country. 

I will also mention that these $270 million worth of projects are 
ready to go now but are within a broader set of needs on the road 
and bridge projects for national parks of approximately $825 mil- 
lion a year over the next 5 years, very much needed by the parks. 
But these $270 million worth of projects are ready to go now. 

The second point I would like to make, there have been two other 
times in the history of this country where this Congress has in- 
vested significantly in our national parks. And, Chairman Ober- 
star, you mentioned earlier FDR in 1933. In the first 100 days of 
his administration, he launched the Civilian Conservation Corps 
and WPA that had lasting impact on our nation. Skyline Drive out 
at Shenandoah National Park was built under that program, as 
was Glacier’s Going to the Sun Road. 

The second time that this country invested in a significant way 
in our national parks was Mission 66, a 10-year effort leading up 
to 1966 and the 50th anniversary of our national parks, where we 
invested $7 billion, current dollars, but $7 billion of new funding 
in our national parks to enhance the transportation system. 

The third and final point I would like to make is that the roads, 
transportation systems in our national parks are in very poor, per- 
haps embarrassing condition. We have $5 billion of backlog that 
the Park Service has identified for transportation projects. And, not 
surprisingly, 53 percent of the park roads are in poor condition. 

Two quick examples. First is the Going to the Sun Road, built 
back under FDR. It is one of the 10 most scenic drives in this coun- 
try. It attracts 1.5 million visitors each year and is an economic an- 
chor to that region. But, unfortunately, the 75 years since it was 
built have been tough on it, with the avalanches, rock slides, heavy 
use. 

In 2007, the Park Service began a repair effort, but unfortu- 
nately that effort has been slowed for lack of funding. There is $20 
million of work ready to do on the Going to the Sun Road just wait- 
ing for Congress’s additional funding. 
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The other example I would cite, Chairman Oberstar, is the trip 
that you were able to make a couple of years ago to Yosemite Na- 
tional Park, a spectacular park. But that had, back in 2005, $500 
million of backlogged infrastructure projects in that park. 

So, in summary. Chairman Oberstar, Ranking Member Mica, 
Members of the Committee, we believe you have a tremendous op- 
portunity before you. Americans love their national parks. But, un- 
fortunately, the park roads and transportation systems are in very 
poor shape. 

The Park Service has $270 million worth of projects to go now 
that can jump-start our rural economies throughout the country 
immediately but that can also, over the long term, catalyze the 
much stronger and enhanced tourist economy in this country. In- 
vesting in our national parks is an investment in today and in our 
future. 

Thank you very much. And that concludes my comments. I look 
forward to any questions. 

Mr. Oberstar. I appreciate your splendid testimony. And I am 
impressed that you remember that trip a few years ago in Yosem- 
ite. I will return and invite Members of the Committee to come 
with me, but only if they agree to climb on bicycle from Ahwahnee 
Lodge to Glacier Point, 3,000 feet in three miles, I think it is. 

Mr. Kiernan. That is about right. Impressive, Mr. Chairman. 

Mr. Oberstar. We have Mr. DeFazio on for that one. Yeah, it 
almost killed me. We were in the Oregon mountains, yeah. Well, 
it is not going to work. I have a 45-year hip now and new infra- 
structure internally. 

Mr. Crosbie, if we are successful with this initiative, how would 
Amtrak prioritize the funding that already passed the House, the 
funding that we designated for Amtrak? 'V^at would be your first, 
second, third, fourth, fifth, whatever, priorities? 

Mr. Crosbie. In terms of the priorities, it would be, very clearly, 
obviously, our rolling stock, in the areas where we need more avail- 
ability of that rolling stock; and then our infrastructure. And with- 
in infrastructure, bridges are a good example, our movable bridges 
on the Northeast Corridor; as well as our electrical traction system; 
and then compliance with the ADA requirements as well. 

And that is kind of a broad landscape. We have a very detailed 
5-year capital program that is prioritized by project. We have over 
600 projects annually, and they are rank-ordered. 

And then with the latest one, the last one I would add is, of 
course, completing Positive Train Control throughout our system. 

Mr. Oberstar. I had an experience with Positive Train Control 
in New Jersey on the Hudson line. The train goes around just a 
little bit of a curve and then picks up speed, does it regularly. That 
PTC slowed that train right down, instantly. It was an astonishing 
experience. 

Mr. Crosbie. The technology that we have on the Northeast 
works very well, very well. 

Mr. Oberstar. I withhold at this point and invite Mr. Mica 
to 

Mr. Mica. I won’t take too long. Thank you, Mr. Chairman. 

I am going to ask you all the same question to start out with. 
Give me the total number of dollars that you are ready to go with 
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the projects. I want to know first — I will call off your locality. But 
right now Congress is ready to move forward and assist you. 

Ready-to-go projects, Maryland, how much? 

Mr. PORCARI. $94 million ready to go within the next 120 days. 

Mr. Mica. Okay. 

Atlanta? 

Ms. Scott. MARTA, we would be ready to go with $16 million 
just in MARTA and another $10 million that would be in the 
broader Atlanta region. 

Mr. Mica. Okay. 

We have the Department of Environment for New York. 

Ms. Enck. This is just for wastewater treatment plants. New 
York has lots of other needs. But we have 412 projects ready to go. 
If we were to receive $715 million, which is consistent with $6.5 
billion in Clean Water SRF in a stimulus package, we would re- 
ceive $715 million, create 30,000 prevailing-wage jobs, and then a 
spinoff economic benefit of $1.2 billion. 

Mr. Mica. Bill DeCota? 

That is a — I am sorry; I know him very well. 

The New York/New Jersey Port Authority? 

Mr. DeCota. Yes. Well, I am speaking really on behalf of the air- 
port. 

Mr. Mica. Aviation. 

Mr. DeCota. Yeah. And what I have seen is that the FAA says, 
they have given $600 million, which is where that number came 
from in the economic stimulus bill, as what they believe is ready. 
From what the airport associations AAAE/ACI and the airports be- 
lieve, there is at least a billion dollars, which is why we are urging 
that, if you could, to increase that to a billion dollars. 

Mr. Mica. No red bunnies in that bill either? 

Ms. DeCota. No. Actually, the good news is that red bunnies are 
prohibited under the AIP eligibility. You can’t do artwork, and that 
is artwork. 

Mr. Mica. Very good. 

Okay, Amtrak? 

Mr. Crosbie. $410 million, split $130 million for rolling stock, 
$164 million for infrastructure, and the Positive Train Control at 
$120 million. 

Mr. Mica. Okay. Mr. Crosbie, thank you. 

And we have, let’s see, American Society of Civil Engineers? 

Mr. Herrmann. As we have documented in our written state- 
ment, we have broken down our immediate investment proposals 
to aid the recovery. And the total was $38.5 billion. And that is im- 
mediate. 

Mr. Mica. $38.5 billion would do — well, is that ready to go? 

Mr. Herrmann. Yes. 

Mr. Mica. Okay. 

All right. Then, finally, we have the Park Service. And what was 
your total figure? 

Mr. Kiernan. Our understanding from the Park Service, $270 
million ready to go, could be obligated in less than 180 days. 

Mr. Mica. Good. You have a visitors’ center in St. Augustine. We 
haven’t talked about — you talk about ready to go. In fact, I think 
that is the only piece of legislation in 16 years that I actually have 
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my name on. But I have to get that one done, and I have heen 
working on it for 6 years. They do take a while. 

Back to Amtrak. I understand that there is — that doesn’t include 
money for State projects. There is $93 million needed; is that cor- 
rect? 

Mr. Crosbie. For our State program? That is included. 

Mr. Mica. It is included. 

Mr. Crosbie. It is included. 

Mr. Mica. Is that the $93 million? 

Mr. Crosbie. That is in the $410 million, as I understand it, yes. 

Mr. Mica. Okay. Just clarifying. All right. 

And then, finally, Mr. Chairman, I just signed a letter with you 
to go to the Treasury to try to again free up some of the financing 
for transit projects that has heen caught up in this financial melt- 
down. And I agree with you that we should go to the Treasury, who 
has that authority, I believe now. I do have a letter to — I hope we 
will follow up, if we need to, to put in law what we are trying to 
get this administration to do under the supposed authority they 
have to free up, again, financing and back financing. 

Hell, we are financing everybody else. We are buying bank 
stocks. If we can’t move transit projects forward and they are now 
being denied financing and moving forward with projects, we have 
a problem. 

So with that, I appreciate your leadership on moving that with 
the administration. And this letter will request that we get it into 
law if we have to. 

Thank you. 

Mr. Oberstar. Thank you for your participation. We greatly ap- 
preciate your partnership in all of these matters. 

I am going to now use an ancient rule of the Committee that 
hasn’t been used in a long time. And after the first round of ques- 
tioning, to the second round, we start with more junior members. 
So we will start with Ms. Edwards. 

Ms. Edwards. Well, I like ancient rules. Thank you, Mr. Chair- 
man. 

Eirst, to Secretary Porcari — and thank you all for your testi- 
mony — I am curious as to whether the number you gave — I know 
that was a Maryland amount, for the Ranking Member. Can you 
clarify AASHTO’s recommendation for ready-to-go projects and 
what that would amount to? 

Mr. Porcari. Thank you. The AASHTO number is $17.9 billion 
of projects ready to go. 

Ms. Edwards. And that is across 47 or so States? 

Mr. Porcari. It is across all the States, and it is across modal 
lines as well. 

Ms. Edwards. Great. Thank you very much. 

And I am curious from you, as a Marylander, what happens with 
projects that also have some Eederal support, like the rail purple 
line idea, when you have to cut $1.1 billion of transportation 
projects given the current economic crisis? What happens to those 
longer-term projects that actually could improve a lot of our com- 
petitiveness in the region? 

Mr. Porcari. Congresswoman, it is a great point, and you had 
mentioned this earlier. We are all having to make very difficult 
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choices. And that has meant cancelling the advertisement sched- 
ules for a number of construction projects. 

At the same time, we have tried to keep balance in our transpor- 
tation program and keep some of the longer-term projects moving 
ahead. For our three transit new start projects, for example — the 
red line, the purple line, and the Corridor City Transitway — we 
have fully funded the design activities, at the cost of other projects, 
quite frankly, knowing that, given the lead time of these projects, 
we need to keep them going. We believe that the next generation 
of those kind of projects need to get through the approval process 
now so we are ready. We will continue to do that. 

My colleagues in other States are making similar decisions. I 
would point out, it is a little bit easier in Maryland because every- 
thing is under one roof — transit, port, airport, highway — and we 
can make those kinds of relative decisions a little bit easier. 

Ms. Edwards. Thank you very much. 

And, Dr. Scott, when you raised the question about the default 
situation, especially with respect to metropolitan transit systems. 
Majority Leader Hoyer and I and Congresswoman Norton and all 
of us in the region joined in a letter to Secretary Paulson and 
Chairman Bernanke, really trying to get some relief and response 
from the administration on this problem. It would do us no good 
to make major investments in transit while our systems are de- 
faulting on payments that are really just a technical glitch. 

And so I am curious as to what else we might do here in Con- 
gress in the short term. I mean, I understand that WMATA is po- 
tentially having to face paying out $43 million by Friday. And I 
know that this is a circumstance that impacts transit systems 
across the country. And I want to know what more can be done and 
how else we might prevail on the administration to resolve this sit- 
uation. 

Ms. Scott. Congresswoman and all of the Members of the Com- 
mittee, thank you very much for your real focus on this. 

We believe that Treasuiy actually has the tool that it needs 
under TARP to, in fact, wind up moving forward to provide the 
backstop. Nobody is losing any money. We are making the pay- 
ments. It is just a matter of pure greed, at this point. 

And so we would ask for the focus, the laser focus that you are 
putting on the issue right now, and then very much invite that if 
your actions at this point do not, that you would in fact pursue a 
specific legislative remedy if, in fact, the Treasury does not take ac- 
tion. 

Ms. Edwards. Thank you. And I would appreciate you and oth- 
ers among the associations keeping us informed about what is 
going on with the systems. Because this is something that, in this 
current economy, we absolutely can’t afford. 

And then, lastly, you know, I am a biker, so I am going to take 
the Chairman up on going out and biking in Yosemite, and we will 
get some others to join. And I really strongly support investments 
in our national park systems and the roadways leading into them, 
but also expanding hiking, biking, walking opportunities through- 
out all of our park systems to relieve them of congestion. And, 
again, those are job-creation activities. 

So thank you very much for your testimony. 
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Mr. Kiernan. If I may comment, we look forward to that. And 
there is the Grand Teton National Park, a new pathway system 
going in now, and many other parks where some could be installed 
with the funding from this Congress. 

Ms. Edwards. Great. 

No further questions. Thank you. 

Mr. DeFazio. [Presiding.] Thank you. 

Mr. Cummings? 

Mr. Cummings. Thank you very much, Mr. Chairman. 

Mr. Crosbie, let me ask you this. We recently enacted rail legisla- 
tion that authorized $60 million for the study of a new alignment 
on the Northeast Corridor through Baltimore to replace or bypass 
tunnel infrastructure that is now more than 100 years old. Can you 
comment on the importance of developing this new alignment to 
improving the service and safety on the corridor? 

And I heard you when you talked about your priorities, I think 
you talked about rolling stock, then you said infrastructure. I didn’t 
hear you say tunnel. So I just want to just see where we are on 
that. 

Mr. Crosbie. Sure. Within infrastructure you would include tun- 
nels as well. 

Mr. Cummings. All right, but I wanted to hear the word. All 
right. 

Mr. Crosbie. There we go, "tunnels." 

It would dramatically — when you ride the service and you experi- 
ence the trip through those tunnels, which are over 100 years old, 
and you ride all the way to New York, you get a sense very quickly 
that if you are going to make an impact on capacity trip time, they 
have to be dealt with. 

We have invested in the tunnels in the past, with new lighting 
and new track. But if you straighten the alignment of the track so 
it is not winding its way through, and you can get the speed up 
so the approach to Baltimore station is no different to, say, the ap- 
proach to one of our other stations along the Northeast, like BWI 
or something like that, you can make a significant impact. It is 
probably one of the largest impacts you could make, in terms of the 
capacity and trip time. 

Mr. Cummings. So where do we fall in the priority? You were an- 
swering the question a little bit earlier. I see Mr. Porcari is looking 
at you very — I mean, he is interested in this, too. Where do we fall 
in the priority? 

Mr. Crosbie. It is certainly on the list, but we have — ^you know, 
to be completely forthright, we have so many items that we have 
deferred, state of good repair, that have an impact in other areas. 
Our electrical traction is a good example I talked about earlier. 

I think we need to get the study done, find out what it is going 
to be required to fix those tunnels. We can be doing that simulta- 
neously to our other backlog of state of good repair. In fiscal year 
2008, we estimated $5.2 billion in deferred capital maintenance in 
our system. 

So, in terms of a priority, it is important for capacity, it is impor- 
tant for trip time, but I have to tell you there are some other 
things that we do need to get done. But we can get that study done 
in the interim. 
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Mr. Cummings. You know, as I listen to you all’s testimony with 
regard to a question asked by the Chairman and you were talking 
about the projects that are ready to go, I said to myself, even if we 
cut them in half — and you have only a few, you just represent a 
few jurisdictions. Obviously, in our country, we could have done 
better. It sounds like we are behind and we have a lot of work to 
do on this infrastructure. 

Secretary Porcari, you know, also looking ahead to the next au- 
thorization, can you comment on the types of revenue or innovative 
financing mechanisms you would like to see authorized to supple- 
ment the gas tax revenues coming into the Federal trust fund, par- 
ticularly if the prevailing economic conditions continue to be dif- 
ficult in 2009? 

I think this is the big question, and I was just wondering what 
your perspective might be. 

Mr. Porcari. First, Congressman, at the State level, a year ago 
our legislature made some very tough decisions and significantly 
raised transportation revenues and broadened the base beyond nor- 
mal transportation revenues, to include a portion of our sales tax, 
a larger portion of our corporate income tax and other nontradi- 
tional sources. 

I would point out that, unfortunately, the economic downturn has 
erased most of that. But the point at the State level is what we 
all know we need to do at the Federal level, which is to diversify 
the sources. 

Some kind of vehicle miles of travel, VMT, based revenue source 
is one part of the puzzle, I believe. AASHTO has done a very thor- 
ough job of identifying the long-term needs. There is, I think, a 
very good understanding that the traditional reliance on the gas 
tax and ever-increasing vehicle miles of travel is not a model that 
will carry us into the future. So a VMT-based one is probably part 
of the solution. 

I would also point out that since transportation infrastructure in- 
vestments serve the larger economy and are the enabler of eco- 
nomic development and in that sense a means to an end, it should 
not be out of the question that any general fund revenue source 
should be at least part of the discussion for transportation reve- 
nues. We are clearly going to have to diversify those sources pretty 
substantially to carry us into the future. 

Mr. Cummings. I see my time is up. And thank you, Mr. Porcari, 
for doing a great job for our State. 

Mr. Oberstar. [Presiding.] Ms. Napolitano? 

Mrs. Napolitano. Thank you, Mr. Chairman. 

And listening with great interest to Mr. Crosbie, when you were 
indicating that the cars that you needed to replace would be cost- 
ing us a fair amount of money. But are they made in the U.S.? This 
is 'T)uy American." 

Mr. Crosbie. You are referring to the ones that are in storage 
or new equipment? 

Mrs. Napolitano. New equipment. 

Mr. Crosbie. Well, with new equipment, we would comply with 
all laws. Buy America laws, in the procurement of that equipment. 
We would absolutely do that. 
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Mrs. Napolitano. That should help spur some of the manufac- 
turing jobs in the U.S., which are so sorely, desperately needed. 

And have you considered using any of the photovoltaic solar ap- 
plications for creating some of the electricity that you would uti- 
lize? I am talking about green. 

Mr. Crosbie. In terms of looking at generating electricity, many, 
many years ago Amtrak did that; its predecessor did that. We have 
not considered it yet, but it is certainly something that has recently 
been on our radar screen, a rethinking and relooking at of gener- 
ating our own electricity and then, indeed, selling that along the — 
it would be along the Northeast Corridor. But in terms of recent 
study, there hasn’t been anything done. And I think it would be an 
area that would be worthwhile to look at. 

Mrs. Napolitano. Well, Mr. Chair, I hope this puts more empha- 
sis on looking at photovoltaic, Mr. Chair, simply because that is 
other jobs that could be created right alongside with infusing that 
capital. 

Deputy Secretary Enck, you and I and everybody else knows 
that, for the past 8 years, we have been slowly cutting the budget 
at every single Federal agency. And the request for the Clean 
Water State Revolving Fund has been the lowest in 22 years. I can 
tell you for Title 16 water recycled projects, $7 million for almost 
$400 million backlog. And I am telling you because I am Chair on 
that Subcommittee, so I have great disappointment in investing in 
our infrastructure. 

But I would like to ask if you feel that the Federal crosscutting 
rules which require EPA to consult with the U.S. Fish and Wildlife 
and/or the National Marine Fisheries before funding Clean Water 
SRF projects are overburdensome and significantly delay projects? 
And shouldn’t we and Congress consider allowing States to notify 
Federal agencies, giving them a time limit to comment on the clean 
water packages, or else move forward automatically? 

Ms. Enck. Well, I think getting that kind of input is generally 
good, because these are huge expenditures of tax dollars. I think 
having a time limit makes sense. 

Our biggest problem is not process. It is just the sheer lack of 
resources for these investments. And we believe, if the money is 
not increased, we are going to see a marked decline in water qual- 
ity. 

Mrs. Napolitano. But if you had those resources, do you believe 
that they would be able to move expeditiously? 

Ms. Enck. Yes, absolutely. And, you know, the responsibility for 
many of these projects rests with local governments. They have 
signed legally binding consent orders to be in compliance with the 
Clean Water Act. Many are not. So if money was available, I think 
it would move very, very rapidly. 

Mrs. Napolitano. Well, there has been a suggestion that the two 
agencies are so chronically understaffed that it can be problematic 
to get their concurrence on a timely basis. And that is why I am 
asking that. 

Ms. Enck. That has not been a problem in New York, but it cer- 
tainly may be in other areas. 

Mrs. Napolitano. Well, if we are going to be increasing funding, 
do you think they will be able to handle the workload? 
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Ms. Enck. I can’t speak to that, I am afraid. 

Mrs. Napolitano. Any guesstimate? 

Ms. Enck. We just don’t have that much experience with that 
problem in New York, so I don’t want to guess. I am sorry. 

Mrs. Napolitano. Is it difficult for many small, disadvantaged 
community governments to secure enough of a fee increase from 
the electric to pay the SRF loan? 

Ms. Enck. Absolutely. 

Mrs. Napolitano. Should we consider making funds available 
through grant programs to small, disadvantaged sewerage treat- 
ment plants? 

Ms. Enck. Yes, we would support that. 

Mrs. Napolitano. Anybody else want to answer? No? Any com- 
ment? 

Well, one of the things that I am very concerned about is the eco- 
nomic impact that quagga mussels is having on a lot of our ports 
and water plants, et cetera. Has anybody taken into consideration 
the cost of dealing with that issue and whether or not we should 
spend a little more money on the research at this time to be able 
to cut that cost, so then those funds could be utilized where they 
are supposed to go? 

Ms. Enck. On invasive species, I think we definitely do need 
more research. And we also have opportunities to deal with ballast 
water and other strategies to reduce the introduction of invasive 
species that clog water treatment plants, power plants, not only af- 
fecting water quality but also economic growth. 

Mrs. Napolitano. But is there enough personnel to be able to do 
the examination of the boats coming into the harbor or the boats 
being used in the recreational lakes? 

Ms. Enck. I would say I can’t speak to the Federal level but, at 
the State level, there is clearly not enough money to do this, and 
invasive species is an issue of great concern. We would like to get 
to the source of the problem of how to keep these invasives out of 
our waterways. 

Mrs. Napolitano. Mr. Chair, I thank you for the time. And I 
think that there are some real technical things that involve further 
dialogue and maybe a little more concentration to save some of 
that money for the real projects. 

Mr. Oberstar. I thank the gentlewoman for those thoughts. 
There is a lot we have here to consider, as we evaluate and go on 
further to drafting the language for this stimulus. 

Ms. Norton? 

Ms. Norton. Thank you very much, Mr. Chairman. 

Mr. Crosbie, I am really excited about the high-speed rail, be- 
cause it first is going to go from New York to D.C. and back. But 
we have neglected your infrastructure for so long, you have a lot 
of work to do before we get to high-speed rail. 

So let me go on to Dr. Scott, following up on the question from 
Representative Edwards, with whom I have been working on the 
WMATA matter, and then a short question for Mr. Kiernan. 

These technical defaults — let me just put it this way. We are 
your proxy. There are 31 transit systems. And everybody better un- 
derstand this. These are all metropolitan areas. This would shut 



75 


down the United States of America virtually, because these are all 
big-city transit systems which connect into metropolitan areas. 

Now, you were doing these — and I don’t blame you at all. You 
were getting back some money from the banks for the way in which 
they did these particular transactions. But the IRS has essentially 
moved to shut down this type of transaction. 

Now, WMATA — Ms. Pelosi’s staff went to the Treasury yester- 
day, and I don’t like the kind of questions the Treasury was asking, 
frankly, you know, like, "What does this have to do with the Fed- 
eral Government?", when, of course the Federal Government’s 
backing of AIG ought to make it clear what this has to do. And if 
we are interested in bailing out more than the AIGs of this world 
and in the stability of this region. Treasury better educate itself 
very quickly. 

In our case, this Belgian bank, which was, in fact, like all the 
banks so far as I know, receiving its payment — is that not true? 
Were not all the banks receiving payments as of now? 

Ms. Scott. Yes, yes, they have, in fact. And I want to really com- 
mend John Catoe publicly, because there have been a number of 
us that have been working, really 

Ms. Norton. This is the head of our own WMATA, yes. 

Ms. Scott. — hitting WMATA, that have been working just very 
closely together on this. Because literally, as we sit and speak, var- 
ious systems — I am one of them — are receiving letters from some 
of the investors, from some of the banks that are demanding — we 
have called it tantamount to ransom notes. 

Ms. Norton. Well, they are. They are saying, oh, the Federal 
Government is there, you know, give us our money. And of course 
I don’t blame the Treasury for saying, just a moment, this is a 
stick-up. 

On the other hand, the consequences if Treasury does not act is 
what I want to get into, because the reports back from the meeting 
yesterday were disquieting. Again, this is reporting, so I can’t 
vouch for this, but from trustworthy sources, that Treasury showed 
no great urgency, even asked whether it had the authority. And 
these are people who found the authority to actually invest in 
banks when I don’t think anybody here contemplated that at the 
time of the bailout. You know, they found authority to invest in all 
manner of corporate bailouts. So they are not sure they have the 
authority. 

And if they need some authority, one of the first things I will do, 
and I am sure my colleagues will join me, is to ask in this package 
that they be given the authority. I have no doubt in my mind that 
they have the authority. 

But I would like you to lay on the record, so we know what will 
happen to WMATA. You are getting your letters — ^WMATA’s was 
postponed simply because WMATA threatened the TRO. They were 
going to go to court, and so they said, okay, let us count the days 
and make sure when this really runs out. So they think it is Octo- 
ber the 31st. 

Now, suppose Treasury continues to hang back. All you are ask- 
ing Treasury to do is take AIG’s place as the guarantor. AIG, AAA- 
rated AIG, was the guarantor. So they say, instead of being, as I 



76 


understand it, the guarantor for AIG, you, the Treasury of the 
United States, is the guarantor. 

You are not asking for any money from the Treasury, is that 
right? 

Ms. Scott. No, we are not asking for money from the Treasury. 
In fact, the majority of these are backed up by securities. 

Ms. Norton. So, suppose Treasury doesn’t find its way by the 
31st, D.C. will be the first one to go down, and you all will cascade 
right after it. What will be the effect while we are trying to get 
something through the Congress? 

Ms. Scott. I can’t speak directly for WMATA, but I could tell you 
that, with the hundreds of millions — and I am not trying to make 
this be harum-scarum, but it is so real — there are hundreds of mil- 
lions of dollars. One transaction could wind up being the difference 
of having to make an immediate payout of $100 million, couple 
hundred million 

Ms. Norton. Do you all have $100 million in capital 

Ms. Scott. There is no way that we could wind up 

Ms. Norton. Because the capital markets are frozen. Nobody can 
get any money. 

Ms. Scott. The capital markets are frozen. And the technical de- 
fect is that, at the point in time that these guarantees were being 
made, most of them require — in our case, it is a AA-minus credit 
rating. Some of them were triple. And so clearly AIG, they don’t 
have it. And you can’t hardly — I don’t even know if we can even 
find any other guarantor that, in fact, would have that kind of 
credit rating with the kind of meltdown that we have had. 

Ms. Norton. Even though, of course, you are paying — this is 
why one wonders why Treasury didn’t get it immediately. 

Mr. Kiernan, I searched your testimony for the words "National 
Mall," because this has been a very high-profile issue throughout 
the country. Twenty million people come here every year. It is not 
just my folks who go down there and Representative Edwards’s 
folks. In fact, we are a tiny minority. It is everyone who comes to 
see their Member of Congress. It is everybody who wants to see our 
monuments. 

Interior had$100 million in its appropriation, and its appropria- 
tion never got up because of dig, dig, dig. I mean, they were insist- 
ing that for them to get out. Congress had to approve this digging 
stuff. 

Now, the reason I ask you about the National Mall and was sur- 
prised to find it not in your testimony is, in the case of the Na- 
tional Mall, which is our front yard for the Nation, it has a private 
sector — one of our developers, he has already raised a million dol- 
lars; he just got started a few months ago. It is a centennial chal- 
lenge project. So here you have some money coming in, the need 
for the private sector ready for matching funds. 

Don’t you think the National Mall would be — I know for a fact, 
just happen to know for a fact, that they have many ready-to-go 
projects. Don’t you think that the National Mall, of all places, 
would be a worthy place to put Eederal funds in this package at 
a time when Americans will be looking for some evidence that this 
package accomplished something? Would the rundown National 
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Mall, not worthy of the name any longer, be a suitable place for 
some of these national park funds to go? 

Mr. Kiernan. I absolutely agree with your point. The Mall has 
very significant, profound needs. It is within the $5 billion of total 
backlog needs in the national parks. The projects, the needs there 
may be ready to go. In putting together our testimony for this hear- 
ing, we didn’t see it on that list, but it may be ready to go, or might 
very soon be ready to go. 

But I absolutely agree, the Mall is one of many places in our na- 
tional park system that we as a country should be investing in. 
Has economic benefits but, more importantly, benefits for the 
United States as a society and as a culture. 

Ms. Norton. Well, Mr. Kiernan, thank you. I will check on that, 
but I can tell you, the place is so decrepit that the Park Service 
is kept from doing the necessary things, like keeping the benches 
and the rest up, simply because it doesn’t have the funds to do it. 
But I will check on that. 

Thank you very much for this testimony. 

Mr. Oberstar. I thank the gentlelady for raising that issue. It 
is a very important one, not only for the District but for all of 
America who come here. 

Mr. Boswell? 

Mr. Boswell. Thank you, Mr. Chairman. 

Mr. DeCota, I am curious, you made a comment about the global 
financial crisis had an impact on the airport industry to raise cap- 
ital to fund projects. Would you elaborate on that a little bit? 

Mr. DeCota. Yeah. As in almost any industry, even though air- 
ports are financially secure, well-run enterprises, it starts with the 
weakness in the airline industry and the decline in traffic. And so, 
many of the major bond-rating agencies have come out and said 
that airport financial health has been threatened. And you start 
there. 

And then you start with the fact that it has been very difficult 
for airports to get in the market for what are called private activity 
bonds. Private activity bonds were bonds that were intended, you 
know, to be sold for infrastructure that is used by private compa- 
nies. In our case, private activity bonds were things like runways 
and taxiways that are clearly public common infrastructure. 

And if they are marketable — and it is very difficult to market 
them. For instance. Metropolitan Washington Airports 
Authorityhas $250 million of them, that they are sitting on a shelf, 
they would like to issue to sell in order to be able to do investment 
of the kind that would create economic recovery, and they really 
can’t get to market. And if they do get to market, it is probably 150 
basis points, 1.5 percent more than what they were just a short 
time ago. 

Which is why we were calling for this limited fix, which was to 
reclassify these from private activity bonds subject to the alter- 
native minimum tax and call them, really, public activity bonds, 
which they are. And the House did agree to that; there was a hous- 
ing stimulus bill that was passed which allowed that to be done for 
housing. 

Mr. Boswell. Thank you. 
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Also, in your airport operation, would you comment on the im- 
pact of not having a multiyear FAA reauthorization? We worked 
very hard on that in the House, but we haven’t gotten if through 
the whole system yet. And I assume that has some impact on how 
you can make your plans. 

Mr. DeCota. It has an enormous impact. And we do want to 
thank the House, because the House not only passed it, the House 
passed the $7 PFC increase. That represents $100 million a month 
that is not coming into airports right now for airport infrastruc- 
ture. Almost $1.2 billion a year if that had happened. It also in- 
cluded far higher levels of PFC funding. I believe it was $3.8 billion 
in 2008, $3.9 billion in 2009. If you look at what the interim appro- 
priations have been, they are below that level. Basically, we have 
lost another billion dollars. 

So when you have airports with capital needs that are dem- 
onstrated, just ones that would be Airport Improvement Program- 
eligible, of $50 billion, and then you take the total capital needs of 
airports, you know, that little bit that I talked about that would 
be ready to be funded out of the AIP just pales by comparison of 
the size. 

And all airports really want to do is be able to get into the bond 
markets, use local user fees in order to be able to fund capital in- 
vestment, and then supplement that with some Federal funding 
under the AIP program, similar to the kinds of numbers that were 
approved by the House in the last economic stimulus bill. 

Mr. Boswell. We will hope we get that done this coming session. 

And lastly — I have a little bit of time. I make no apology that I 
advocate for general aviation. I am curious, with what you have 
told us about your operation, what impact has that had on your 
customers. Have you been able to grow, or have you been able to 
keep? What is your situation? 

Mr. DeCota. Well, New York, in our case, you know, we handled 
110 million passengers last year. We thought we would handle 
111.5 million this year. Plus, there is a lot of 

Mr. Boswell. I wanted you to address more toward the general 
aviation. 

Mr. DeCota. Okay. Well, in the case of general aviation, we have 
about 200,000 aircraft movements every year out of 1.4 million 
plane movements all within 25 miles of the Statute of Liberty. 

I am being told by the local fixed-base operators who handle that 
activity that that activity is down severely. I was told by one yes- 
terday at Teterboro Airport that the activity September versus Sep- 
tember — 

Mr. Boswell. Well, if that is down, that has economic impact on 
you too. 

Mr. DeCota. Huge economic impact. The business and private 
leisure aircraft — we have done some economic analysis studies, and 
it has enormous impact in terms of not only the jobs it creates, but 
also the businesses that were using that land of activity and their 
ability to conduct travel in order to be able to conduct that busi- 
ness. 

Mr. Boswell. Thank you. Thank you very much. 

I yield back, Mr. Chairman. 

Mr. Oberstar. Thank you. 
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Before proceeding with Mr. DeFazio, I just wanted to ask him if 
he has any specific question for Ms. Enck, who has a travel com- 
mitment and has to make it to the airport. If you do, you could ask 
that first, and then we can excuse her. 

I only have an observation, Ms. Enck, that your stout defense of 
State Revolving Loan Fund and your advocacy of what is needed 
in New York and elsewhere around the country — we passed that 
legislation in the House; it did not pass the Senate. We had to cut 
that back $6 billion because of a requirement by the Office of Man- 
agement and Budget that we offset the increase in investment for 
projects that would be subject to some supposititious future loss of 
revenue to the Treasury, because there would be tax-exempt bonds 
issued by municipalities. You know, that is similar to the issue 
with Mr. DeCota and the airport AMT minimum tax on private ac- 
tivity bonds. 

But this administration has really let us down. The President op- 
posed the State Revolving Loan Fund. The Republicans in the Sen- 
ate refused to act on it. They held it up so it could not come for- 
ward. And that is why we are in the fix that we are with the needs. 

Ms. Enck. We very much are, and we appreciate the House’s 
leadership, your leadership. We just absolutely have to get back to 
this next session or the end of this year. The State of New York 
and, I am sure, other States are willing to roll up our sleeves and 
help in any way we can. 

Mr. Oberstar. Thank you. We hold you excused. 

Ms. Enck. Thank you. 

Mr. Oberstar. And now, Mr. DeFazio, such time as you may 
consume. 

Mr. DeFazio. Thank you, Mr. Chairman. 

Dr. Scott, well, first, I think we have pretty well explored the 
issue of these lender predators attempting to take advantage of our 
transit districts. I only hope that we can begin to, sort of, publicly 
either solve this problem very quickly or hold them up to public 
ridicule and perhaps expose them to hordes of angry commuters 
being deprived of their transit because these people think they 
have a right to claim a technical default. I think a lot of people 
don’t know how serious this is, potentially, particularly the Bush 
administration. 

Somehow we own AIG, and AIG was the guarantor, but AIG 
doesn’t have good enough credit to just pass through the money, 
and there is a technical default. It doesn’t seem to me that Henry 
Paulson, Hank, as some people around here like to call him, would 
have to do too much to resolve this issue, like maybe pick up the 
phone. 

But, in any case, hopefully we can get their attention. If you are 
listening. Hank. 

So, on the other issue that you said is kind of counterintuitive, 
and I just want — again, this is not fully understood, I believe, by 
many. Transit usage is up pretty dramatically, in good part be- 
cause of high gas prices and people’s personal circumstances. It is 
a desirable thing. And, unfortunately, that has led to a decrease in 
service. 
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Now, could you explain? I mean, this seems like very 
counterintuitive to most people; “Wait a minute, if more people are 
riding it, why do they have to cut service?” 

Ms. Scott. Well, I have often, after 30 years in this industry, I 
often smile and say very few people really understand that the bet- 
ter we do, it means that there is going to wind end up being a pay- 
ment. But for the most part — in fact, there isn’t any system totally 
any place in North America where the users are paying for all of 
the service. So there is always 

Mr. DeFazio. I don’t even think in Europe. I don’t know of any 
transit system anywhere. 

Ms. Scott. Just limited. I mean, just a limited something here 
or there. But there is always investment that is required. 

So whether or not we call it farebox recovery, cost recovery, there 
is no right or wrong around it. But you can look somewhere about 
30 percent, on average, is what the cost recovery is for a typical 
trip by the individuals who are actually using the trip. 

So true, to the extent that a transit system does not put any ad- 
ditional service out and is only utilizing its existing capacity, surely 
having additional rider ship is bringing in additional revenue. But 
the problem is always that that is not fully paying for itself Plus, 
we have people that are literally coming out of the doors and a 
need to add significantly increased service. And that increased 
service comes at a cost. 

Mr. DeFazio. Thank you. The Chairman and I and others made 
that point on the floor when we passed an authorization to increase 
funding on an emergency basis for transit. I had hoped to fund that 
by moving forward some money in the Transit account of one trust 
fund, which is in better shape than the Highway account. We 
weren’t able to do that. 

But hopefully now we will be able to do it in a stimulus package 
to see that we don’t get this perverse effect that people are hurting, 
therefore they want to use transit, save money, and that is causing 
the transit agencies to have to cut back on routes. It just doesn’t 
make sense. 

Ms. Scott. I tell you, it is the biggest oxymoron for us to be in 
at the very time when people are really — and what we are finding 
with some of the market research that we are doing is that there 
is no question that there are many, many people who are making 
the rush to transit because of the fuel prices. 

But there are almost just as many who are making the rush to 
transit and have been because people are really connecting these 
dots in terms of environmental sustainability, changes in terms of 
personal travel behavior. And more and more what we are finding 
is that more people would, but they say one of their biggest issues 
is the lack of availability of reasonable convenient travel options. 

Mr. DeFazio. Great. Thank you. 

Thank you, Mr. Chairman. 

Mr. Oberstar. Thank you. 

Ms. Richardson? 

Ms. Richardson. Yes, thank you, Mr. Chairman. 

I was looking at your testimony, Mr. DeCota, and as I was look- 
ing at the investment that you were asking, from an aviation per- 
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spective, what would you describe would be the most critical 
projects that would need to be done of airports across the country? 

And I saw your reference to, for example, modernizing the air 
traffic control system. But I am looking for specific infrastructure 
benefits that you would say would help t^his country? 

Mr. DeCota. There are two major needs that I foresee in this 
country. One is aeronautical improvements. There simply isn’t 
enough runway pavement. Runways are in states where they need 
to be rehabilitated at a regular pace. At our own airports, we have 
one runway rehabilitation project. 

And safety and security projects continue to loom large at every 
airport in the country since September 11th. The level of expendi- 
ture on safety and security projects has become enormous, to re- 
spond to things like putting bollards on the frontage of airport ter- 
minals, to put sophisticated perimeter-intrusion-detection devices 
around terminals, baggage screening improvements at airports to 
make sure they have the latest state-of-the-art equipment. 

I mean, the list of airport infrastructure improvements goes be- 
yond just the traditional capacity ones that you think of, in getting 
people and cargo out of land vehicles and into air vehicles, like the 
runways. And it goes to much more sophisticated things like that. 

But the list is fairly enormous, as I said. The FAA estimates 
there is about $50 billion between the years 2009 and 2013 that 
are just projects that are eligible for Federal aid. And there is a 
huge category of projects that are not eligible for Federal aid that 
have to be improved: cargo buildings, parking lots, terminal build- 
ings that are exclusive-use facilities and things like that. 

Ms. Richardson. I recently flew from Washington, D.C., to 
LaGuardia. And once they got everyone on the plane, we kind of 
pulled out and they told us — they kind of pulled us off to the side, 
and we sat there for probably at least an hour and a half. And 
what I was surprised at is that most of the people who were flying 
there said that that is a regular occurrence. 

Mr. DeCota. Yeah, the problem in New York is airspace. It is 
the failure of the FAA to keep pace with the air traffic control im- 
provements. It is the failure to implement the acronyms, things 
like RNAV, RNP, ADSB, et cetera, the technologies that evolve you 
from land-based radar to satellite-based communication. 

And, unfortunately, this administration has followed this wrong- 
headed view in New York that the way that you solve the problem 
is you reduce your flight choice. So you either have a choice now 
to put up with the inefficiency of the air traffic control system or 
you have a choice they are going to take away slots in New York 
and auction them off. 

And one of the points we made in our testimony was that the 
economic stimulus package really is the last opportunity for Con- 
gress to make it very clear that auctions of flights are illegal and 
that what we should be doing is expanding capacity, because you 
should not be suffering and enduring that. 

I, unfortunately, have the three most delayed airports in the 
country, and it all traces back to the FAA’s inability to handle the 
air traffic. 

Ms. Richardson. Mr. Chairman, much of the discussion and the 
information we received talked a lot about funding for ready-to-go 
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projects. But this particular example, I am hoping, as we roll out 
whatever conditions are going to he included in the stimulus, that 
there also is some sort of check-off that needs to be that these 
projects, in addition to being ready to go, they also should meet a 
need of our constituency as well. 

Meaning, there are more projects than we could ever imagine 
that we would want to do at this point, and we are not going to 
be able to do. So if we are going to fund, for example, funding for 
airports, we need to make sure that, if they get funding, it is some- 
thing that is going to translate back to the end users and how they 
will benefit, and not just another project that needs to get done. 

So I don’t know if we are going to have various factors or a cer- 
tain amount of points for each area, but I would hope that there 
would be some indicators to really push that the results will benefit 
the end users. 

Mr. Oberstar. If the Senate had acted on our aviation bill that 
was passed a year ago, the airports of this country would be a good 
deal further along than they are today in responding to the air-side 
infrastructure needs, the hard side, as I call it, of aviation. 

Secondly, the air traffic control modernization really would not 
fit into this economic recovery proposal that we are discussing 
today and that we will be submitting to the House in November. 
The modernization program is covered, I think quite substantially, 
in our aviation authorization bill. 

But there are air-side improvements, such as the realignment of 
runways at O’Hare, the first of which is to be completed within a 
month, I think it is. And they will have a dedication ceremony. And 
when the other two are completed, O’Hare will have the capacity 
for 1.4 million, maybe 1.5 million operations a year. That is sub- 
stantially above their 900,000-plus operations a year today. 

As Mr. DeCota said, in the New York airspace, that, along with 
the Southern California TRACON, are the two busiest facilities in 
the world. They handle more operations than all of Europe com- 
bined. And yet, as Mr. DeCota said, the administration proposes to 
deal with the problem by congestion pricing, by making it more ex- 
pensive to use the existing limited airspace, use the existing under- 
capacity air traffic control system. 

That defies any kind of sense of understanding of what aviation 
is all about and how it works. I am exasperated with them. I can’t 
wait for them to leave town. 

[Laughter.] 

So we will deal with this in due course. 

Ms. Richardson. Thank you, sir. I yield back. 

Mr. Oberstar. Let’s see, I think I have a few questions, very 
few, briefly. 

Ms. Scott, where will the clean fuel buses be built for Clayton 
County that you referenced? 

Ms. Scott. The clean fuel buses would be New Flyer — likely 
would be New Flyer vehicles. 

Mr. Oberstar. In America? 

Ms. Scott. Yes. 

Mr. Oberstar. In Minnesota? 

Ms. Scott. Yes, in Minnesota. 
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Mr. Oberstar. Where will the express coaches he huilt for the 
Georgia Regional Transportation Authority? 

Ms. Scott. I am not sure of which piggyback they have. They 
will either be New Flyer or NABI out of Alabama. 

Mr. Oberstar. Alabama. And in Eugene, Oregon, the hybrid 
electric bus? 

Ms. Scott. I think that is the Gillig, and that is California. That 
is Hayward, California. 

Mr. Oberstar. Gillig. So there we are. When we invest in one 
part of the country, another part of the country benefits. 

Ms. Scott. Absolutely. Absolutely. 

Mr. Oberstar. That is the 

Ms. Scott. And the other thing that happens with buses, be- 
cause, you know, folks will say, well, my goodness, you have buses 
and you have all the other smaller transit vehicles and all that can 
come off of a production line within 4 to 6 months. But it is a sup- 
ply chain. And so we have subsystems and components and HVAC 
systems and seating systems and aluminum, steel. So there is all 
of this that is taking place that is the supply chain that ultimately 
results in that big vehicle, if you will, that winds up coming off 
final assembly from someplace. 

Mr. Oberstar. And, on average, transit busses are about 14 
years of age. They are well over their use of life. They are running 
over a million and a half miles apiece. And they need to be re- 
placed, don’t they? 

Ms. Scott. Absolutely. And if we don’t replace them on time, 
then that leads to unreliability and certainly safety. And no one 
will run something that is unsafe. But it certainly leads to a deg- 
radation, in terms of reliability of service. 

Mr. Oberstar. And, Secretary Porcari, you referenced several 
dozen Maryland projects that could start now. You also referenced 
the deferral of investment due to a condition in the bond market. 

How does the bond market affect the ability of State departments 
of transportation to use GARVEE bonds or other instruments? And 
what is the adverse effect, and how does that tie in to what we are 
proposing here? 

Mr. Porcari. It is a very good question, Mr. Chairman, because 
all States, to varying extent, use debt as part of their capital pro- 
gram. Using Maryland as an example, it is only 7 percent of our 
total capital program, so we are primarily on a PAYGO basis. But 
that 7 percent is a very important part of our program. 

The inability to take either our consolidated transportation bonds 
or, this specific example, one proposed debt issuance of $425 mil- 
lion in GARVEE bonds to the market has a direct impact on spe- 
cific projects. 

The GARVEE bond issuance is for a single largest highway 
project that we have under way in the State right now. It will be 
a toll facility that is congestion priced by time of day. So revenue 
bonds are a part of the financing strategy. We simply couldn’t build 
these projects without them. 

The inability to go to the bond market for these projects has ex- 
acerbated the downturn in revenues that we have for the PAYGO 
part of the program and for other States as well. That is why we 
all have so many projects on the shelf. That is why the January 
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2008 number, which undoubtedly is higher now nationwide, for 
AASHTO is 3,071 projects at almost $18 billion. 

Mr. Oberstar. State Departments of Transportation are victims 
in a way, also, of the financial meltdown in the marketplace that 
Congress attempted to address, is that. 

Mr. PoRCARi. Yes, we very clearly are. We hope to be back in 
that market when it stabilizes. We don’t know when that will be. 

Mr. Oberstar. Which is why it is important for us to have 100 
percent Federal funding in a rescue recovery proposal here for 
these highway and transit projects. 

Mr. PORCARI. That is right, Mr. Chairman. Many States simply 
don’t have the ability to make the 20 percent match in the short 
term. What we are promising in return is, if it turns out to be that 
the projects have to be obligated within the 120 days, for example, 
we will live within that or we will turn the funds back. 

Mr. Oberstar. Mr. DeCota, the Airports Council International 
has produced an issue paper on the alternative minimum tax on 
airport bonds saying that the majority of bonds are classified as 
private activity bonds, interest payments on which are subject to 
the AMT. And that means investors are asking for an interest rate 
premium to compensate for the additional tax liability. But then 
the paper goes on to say, well, we don’t have an estimated budget 
cost, it will be minimal. If we were to attempt to address this, and 
I don’t think we can do it in this legislation, but we could next year 
when we take up the already passed aviation bill, you would have 
to get your associates at the Airports Council International to 
sharpen their pencil and give us some very specific numbers about 
the loss of revenue that you have already heard me describe Office 
of Management and Budget, that they will come up with. And 
those gnomes over there will find a way to make that number very 
high. So if you want us to help you, you have to help us by sharp- 
ening your pencil and give us specific dollar amounts of interest on 
bonds subject to taxation on bond holders. 

Mr. PoRCARi. We will absolutely do that. Obviously, the cost is 
differential. And when this was originally an issue before the credit 
crisis, the differential for AMT versus non-AMT, so maybe 10 to 30 
basis points, it was very small. So if you eliminated it, it would 
save airports money, it wouldn’t have cost the Treasury much. 
With the differential now so high, we are talking about over a $500 
million bond over the life of a bond, you are talking about an inter- 
est rate savings that could be $125 million. That, again, would be 
$125 million invested back into an airport and create the kind of 
stimulus you talked about. But we would absolutely, because we 
would appreciate all the support we can get. 

Mr. Oberstar. And remember, even if Treasury is not getting 
that revenue now, the Office of Management and Budget will say, 
oh, but they would lose this if we had it in effect. But take that 
seriously. 

Mr. Kiernan, in the current SAFETEA legislation, over the 5 
years we authorized $1,050,000,000 for national parks roads and 
$930,600,000 for forest roads, U.S. Forest Service roads. I wanted 
to substantially increase that, and I ran into opposition in the 
course of that legislation. But I know, from having traveled several 
park facilities and our forests, national forests, that those roads are 
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in terrible shape. If we expect our fellow citizens to come enjoy the 
national parks of this country, then we need to upgrade those fa- 
cilities. 

Do you have a list from the National Park Service of what they 
would be able to put under construction within 120 days? 

Mr. Kiernan. We do have the list that they would be able to put 
under construction within 180 days, and that was the $270 million 
worth of projects. But they do also have an assessment released in 
December of 2007 that lays out the full needs for the parks for road 
building; it is a total of $644 million each year for each of the next 
5 years. So you have both what is the large ongoing need and what 
could be obligated right quick, the $270 million. 

Mr. Oberstar. And the National Park Service could prioritize 
that list for funding should we get this package enacted? 

Mr. Kiernan. I believe so. And we can provide to you and the 
Committee, for the record, that list right quick. 

Mr. Oberstar. That would be very beneficial, very useful. 

Mr. Herrmann, thank you, as always, for the Society for Civil 
Engineers, for your work on the major construction needs of this 
country and your report cards that have been issued from time to 
time, and for specifically your reference to the inland waterways of 
this country. Again, I said it earlier, but I was dismayed not only 
that the President vetoed the bill that Mr. Mica and I had agreed 
upon, that was a total bipartisan bill that was 6 years delayed, 
that after he overrode the veto, didn’t put a single one of those 
projects in his budget for the current fiscal year. It is appalling to 
me. And the needs are there, and those projects are already, 6 
years in some cases, designed, engineered and ready to go to con- 
struction. We should fund those, and I appreciate your reference. 

Ms. Napolitano. 

Mrs. Napolitano. Mr. Chairman, just one last question that I 
know is of great interest to you. And I believe it was Mr. Crosbie 
that brought up the issue of possitive train control, big issue since 
we had that derailment that caused the loss of 25 lives in southern 
California. 

And I know that I have been talking to some of the SAFETEA 
people in California, Public Utility — the PUC, and also some of the 
train people, and to me there is a foot dragging because the system 
is already available, and yet we are going to wait until 2012? And 
I just don’t understand, Mr. Chair, what is it that is going to have 
to happen for not only the railroads, are they waiting for a bailout 
from the Federal Government to give them the money to imple- 
ment it? 

I am concerned because this is not just California, but anywhere 
where you have a lot of train traffic. In my area, as you well know, 
I have just in one area 40 trains a day, and to increase tenfold 
within a few years because of the increase in goods trafficked from 
both ports. So I have a grave concern, and I just want to bring it 
up. If anybody has any idea of any answers to this issue. 

Mr. Oberstar. The answer is that we passed the Amtrak bill in 
the context of and in partnership with the Rail Safety bill that our 
Committee also reported — and you helped us move that legislation 
along, and Ms. Norton did. The Amtrak bill passed the House 311- 
104. And then eventually the conference report we passed by voice 
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vote. But we wrapped around it, in concert with the Senate, the 
Rail Safety hill that our Committee did. And it is the Rail Safety 
bill that mandates the implementation of positive train control in 
the most critical corridors where there is passenger rail service. 

And funding under this economic recovery plan could also be 
used to install PTC in those critical corridors. That is something 
we can follow up on, once we get this enacted, we can follow up 
on. 

Mrs. Napolitano. Well, I understand Mr. Crosbie is concerned 
that the administration doesn’t have the resources to handle the 
implementation as required by our bill. 

Mr. Oberstar. Thank you. 

Again, I thank this panel for your contributions, patience, being 
here for a very long time. And it is always good to see many friends 
of long standing here. 

Our next panel consists of Mr. Terrence O’Sullivan, Laborers’ 
International Union of North America. Doug Black, Chief Execu- 
tive Officer of Oldcastle Materials. Dr. William Buechner, Vice 
President of Economics and Research at the ARTBA. Mr. Brian 
Burgett, President and CEO of Kokosing Construction Company, 
Fredericktown, Ohio, or AGC. Mr. Terry Dillon, President of Na- 
tional Utility Contractors Association. Peter Drakos, President of 
Coastal Connect, Stanford, Connecticut. Thomas Leyden, managing 
director SunPower Corporation Systems for the Solar Energy In- 
dustries Association. A very distinguished panel indeed, and we’re 
grateful to have you here. 

TESTIMONY OF TERRENCE O’SULLIVAN, GENERAL PRESI- 
DENT, LABORERS’ INTERNATIONAL UNION OF NORTH AMER- 
ICA; DOUG BLACK, CHIEF EXECUTIVE OFFICER, OLDCASTLE 
MATERIALS; DR. WILLIAM BUECHNER, VICE PRESIDENT OF 
ECONOMICS AND RESEARCH AT THE AMERICAN ROAD AND 
TRANSPORTATION BUILDERS ASSOCIATION; BRIAN 
BURGETT, PRESIDENT AND CEO, KOKOSING CONSTRUCTION 
COMPANY, ON BEHALF OF THE ASSOCIATED GENERAL CON- 
TRACTORS OF AMERICA; TERRY DILLON, PRESIDENT, NA- 
TIONAL UTILITY CONTRACTORS ASSOCIATION, CHIEF OPER- 
ATIONS OFFICER, ATLAS EXCAVATING, INC.; PETER DRAKOS, 
PRESIDENT, COASTAL CONNECT, STANFORD, CONNECTICUT; 
AND THOMAS LEYDEN, MANAGING DIRECTOR, SUNPOWER 
CORPORATION SYSTEMS ON BEHALF OF THE SOLAR EN- 
ERGY INDUSTRIES ASSOCIATION 

Mr. Oberstar. Mr. O’Sullivan, thank you for being here. Thank 
you for your contribution, for your union’s constant presence on the 
Hill with the very distinguished legislative representative who sits 
right behind you, and for helping us at every stage of the way. For 
ISTEA, for TEA-21, for SAFETEA, you have been there strident, 
straightforward, helping us get the votes in the House and the Sen- 
ate to pass those bills, and you are here again to help us pass this 
one. Thank you. 

Mr. O’Sullivan. Thank you, Mr. Chairman. And thank you for 
all that you do for working men and women in this country and 
for all Americans. 
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Thank you, Chairman Oberstar, Ranking Member Mica, and dis- 
tinguished Members of the Committee. On behalf of the Laborers’ 
Union of North America and the proud men and women who dedi- 
cate their lives to building America, I want to express out gratitude 
for the opportunity to be here today. 

As I speak to you today, the construction industry is in the midst 
of the worst, most sustained downturn in 40 years. Unemployment 
for construction workers has nearly doubled since last year to 9.9 
percent. We are just shy of one million construction workers out of 
work, the highest level in recent memory. This industry, a key 
driver of our economy, is in crisis. 

This year, our Nation has put in place two economic stimulus 
plans to get the economy moving again. Each of those plans spend 
hundreds of billions of dollars as a shot in the arm for consumers 
or for Wall Street in the hopes of a needed kickstart. But these ef- 
forts were like using a can of Red Bull and a candy bar to fix this 
problem. They provided no lasting impact, left no sustainable jobs 
behind, and did not provide tangible assets to taxpayers. These 
measures alone fail to recognize that America’s most important 
asset, with all due respect, is not Wall Street, it is Main Street and 
working people. From the bailout of Wall Street to tax rebate 
checks, each emphasized consumer spending or credit availability, 
not stimulus based on creating jobs or sparking sustainable eco- 
nomic growth. 

Building our economy by building America, the basics we all de- 
pend on every day, offers an historic opportunity to address urgent 
economic issues, to take care of America for a change, and invest 
in lasting stimulus. I congratulate this Committee on its continual 
bipartisan focus on this issue, and in particular, for moving for- 
ward at this point in time. 

Mr. Chairman, it is time to put some meat on the bones of eco- 
nomic stimulus by increasing income security, not just credit avail- 
ability, and leaving behind real and lasting capital assets for our 
Nation and the future generations who will pay for fixing our econ- 
omy. More than ever, workers need paychecks, not stimulus checks. 

Just this year, nearly half of our 684,000 net job loss has been 
in the construction industry. In September of 2007, the unemploy- 
ment rate for construction workers was at 5.8 percent; in Sep- 
tember of this year it was 9.9 percent. Joblessness for construction 
workers is now higher than in any other industry sector. 

Construction jobs are too good to keep losing. They keep provide 
family supporting pay, averaging more than $40,000 a year, a third 
more than average earnings. They benefit working class people, 
who are the hardest hit by the current economic crisis, those strug- 
gling with job losses, with foreclosures, with devastated retirement 
savings, and with the very ability to simply make ends meet. 

The work these men and women could be doing is critical to our 
country, making our transportation systems, our energy systems, 
and education systems more productive and more competitive in 
the global economy. There are numerous Build America projects 
which are ready to go today and could create good jobs right now. 
For example, in the public sector alone, we can start tomorrow with 
the green initiative, retrofitting public buildings to increase energy 
efficiency, providing a shield against future oil costs and supply in- 
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stabilities, and in so doing, would put 800,000 construction workers 
back to work. 

In States coast to coast, ready-to-go transportation projects rang- 
ing from routine maintenance to badly needed capacity upgrades 
have been put on hold due to a lack of resources. In fact, there are 
ready-to-go transportation projects in every State in America which 
we estimate, based on available data, would support hundreds of 
thousands of good jobs within 90 days. Getting these projects going 
will do more than address immediate pain. It will help to build 
America so America works again in every sense of the word. 

Today, 26 percent of our Nation’s bridges are in need of repair 
or replacement. Roadways in poor conditions or overcapacity cost a 
typical motorist $1,000 a year in wasted gas, not to mention our 
dependence on foreign oil. And across America, our children are 
crowded into 220 temporary classrooms while modernization and 
upgrades of permanent structures could quickly begin. 

There are ready-to-go water resource projects under the jurisdic- 
tion of the U.S. Army Corps of Engineers, ranging from flood con- 
trol to water supply projects, which would create thousands of jobs 
and begin to address the 3,650 dams and levees that, 3 years after 
Hurricane Katrina, remain unsafe. 

Mr. Chairman, Members of the Committee, America’s workforce 
wants to build America now more than ever. We must help them 
to do it. LiUNA members and millions of working Americans alike 
are asking, if we can spend trillions to bail out Wall Street and 
give tax breaks to the wealthy, can we seize this moment and fi- 
nally tackle these enormous issues and take care of America and 
its Main Streets for a change? This is a no-brainer. We can help 
rescue our economy, rescue working America, and leave behind real 
assets that will benefit our entire Nation for decades to come. 

As a first step, we urge Congress to enact stimulus with signifi- 
cant investment in building America in the area of $100 billion, or 
a third of the $300 billion total effort. With the leadership this 
Committee is demonstrating, we can turn lemons into lemonade, 
and from this wrenching economic crisis, create jobs and a lasting 
legacy that benefits every American every day. 

Mr. Chairman, and Members of this Committee, thank you for 
the opportunity to offer this testimony. We are eager to continue 
to work with you in the future to build America so America works 
again. 

Mr. Oberstar. That is music to my ears. Thank you. 

And I see Mr. Kaniewski smiling, so you obviously delivered the 
testimony according to his approval. 

Mr. Black, thank you for being here with us, and for your splen- 
did work and your company and your association. And I also want 
to say that your representative on the Hill, John Hay, does a splen- 
did job representing the industry. 

Mr. Black. Thank you very much. 

Chairman Oberstar, Congressman Mica, and Members of the 
Committee, thank you for holding this important hearing to ad- 
dress investing in our Nation’s infrastructure as a way of stimu- 
lating our economy. 

My name is Doug Black, and I am Chief Executive Officer of 
Oldcastle Materials, Inc. Oldcastle is the leading, vertically inte- 
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grated supplier of asphalt, aggregates, ready-mix concrete and pav- 
ing services in the United States. We are the largest asphalt pro- 
vider, we are the third largest aggregate producer, and we are the 
fifth largest ready-mix concrete producer in this country. Our fed- 
eration of companies across the country employs 20,000 people in 
1,300 locations, and we do business in 44 States. 

As the Committee knows well, Americans rely overwhelmingly on 
the Nation’s roadways for mobility in the movement of goods and 
services. Despite their importance, however, our roads and high- 
ways are deteriorating at an alarming rate, and have been doing 
so for several years. The system is aging, and large portions of it 
are in poor condition. 

Against this backdrop, we face three significant challenges in the 
near term that cause significant continued decline in road construc- 
tion and highway maintenance. First, the uncertainty of our Fed- 
eral funding availability is causing many of our State and local 
government customers, as you have heard today, to suspend, post- 
pone or cancel construction or maintenance projects. 

Second, the highway revenue streams at State, local and Federal 
level that are based on largely fixed user fees simply cannot sup- 
port the growing need for highway construction and maintenance 
in the country. 

And third, over the past 5 years particularly, the cost of highway 
construction and materials has gone up at over twice the rate of 
growth of the funding that support this. 

Simply put, the funding program that paved one mile 2 years ago 
will only pave three-quarters of a mile today. 

All three of these factors have combined and have led to a con- 
sistent and dangerous decline in highway paving and maintenance. 
The tonnage of hot mix asphalt produced in the United States has 
declined from a high in 2004 of 550 million tons to 470 million tons 
in 2007. That decline has continued in 2008, and under the current 
programs will decline further in 2009. 

Let me give you a specific example of what is happening in the 
field. One of our companies in Pennsylvania was recently awarded 
a $1.2 million highway resurfacing project. PennDOT subsequently 
cancelled the project this past June, stating, "The termination of 
this contract is based on future funding projections indicating that 
sufficient funds will not be available to complete this contract." We 
have seen many jobs such as these being postponed or canceled 
right across the country. 

During 2007, we employed 22,500 employees. This year, our em- 
ployment is down 10 percent to 20,000 employees. In 2007, our as- 
phalt production declined by 13 percent, our aggregate production 
declined by 7 percent, and our ready-mix concrete production de- 
clined by 13 percent. These declines in both production and employ- 
ment continue in 2008, and we project them to continue into 2009. 

We have seen an increase of over $500 million in our liquid as- 
phalt, fuel, and energy related costs; this is a 40 percent increase 
over 2007. Subsequently, we have been forced to raise prices, and 
this has resulted in our State and local government customers 
doing less work against their relatively fixed budgets. 

As the customers complete fewer and fewer jobs, we are forced 
to lay off our employees, sell our equipment, cancel or defer our in- 
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vestments in new plant and equipment, and close our production 
facilities. In essence, critical road maintenance is put off until the 
next year, our employees lose their jobs, and we cut back our 
spending significantly in the local economies in which we do busi- 
ness. The bottom line is that our industry is shrinking at a time 
when our Nation’s infrastructure needs are growing. 

I can’t think of a better, more robust way to add jobs, good, high- 
paying American jobs, than to invest in infrastructure, particularly 
in road and highway construction and maintenance. The most ef- 
fective investment would be 100 percent Federal funds without re- 
quiring a State match. Many of the States where we operate today 
have significant budget issues, as we have heard today, and this 
could make it very difficult for them to match funds. 

Now, some have suggested that investment in infrastructure can- 
not be used as a short-term stimulus because it takes too long to 
get started and to complete jobs. I strongly and respectfully dis- 
agree with this assessment. Let me give you an example. Last year, 
our company in Utah completed a highway resurfacing project. 
This was a $3.5 million job, which included milling the old pave- 
ment, recycling this pavement, and putting down a new paved 
roadway on 4.4 miles of roadway in Utah. This job was completed, 
from the advertising of the job to the completion, in 75 days. Iron- 
ically, this was less time than it took to mail out the economic 
stimulus tax rebate checks and get them in people’s mailboxes. And 
as a result, we now have 4.4 miles of highway in Utah that has 
a smooth, durable, and safer surface. These aren’t long-term 
projects, these are short-term projects that produce long-term, real 
value in our economy. 

Oldcastle Materials is prepared to put people to work and help 
generate economic activity in those places where the money is 
spent. We have significant capacity available for more work. Our 
work supports American jobs, the people we employ are local, they 
live and do their work locally. The companies that we do business 
with — our customers, vendors, suppliers and service providers — are 
local businesses hired by our local companies. The economic impact 
of infrastructure investment is significant, it is local, and it can be 
achieved short term. 

In summary, our surface transportation system is in dire need of 
significant investment. The decline in road and highway invest- 
ment has created, as you have heard, an $18 billion backlog of 
work, much of which is already identified and can be completed 
very quickly, efficiently and effectively. Oldcastle Materials and our 
industry peers have significant capacity, and we can gear up and 
get this work done very quickly. 

Infrastructure investment will support local jobs, good-paying 
American local jobs, and stimulate local economies while pre- 
serving our infrastructure and strengthening our country for the 
long term. 

Thank you for allowing me to present Oldcastle Materials’ view 
on the importance of investment in transportation infrastructure, 
and I welcome any questions that you might have. 

Mr. Oberstar. Thank you very much for your testimony, for the 
substantial detail which accompanies it. 



91 


Dr. Buechner, acknowledge your long service on the Joint Eco- 
nomic Committee. 

Mr. Buechner. I will mention that, but thank you very much. 

Mr. Chairman, and Members of the Committee, thank you very 
much on behalf of ARTBA, the American Road and Transportation 
Builders Association, for inviting us to testify. 

I am ARTBA’s chief economist. I have a Ph.D in economics like 
Dr. Irons this morning. I hope I learned how not to be a pointy- 
head economist from my 21 years of service on the Congressional 
Joint Economic Committee’s core economic staff, and certainly dur- 
ing my 12 years at ARTBA, where, as you know, Mr. Chairman, 
we have our feet firmly planted in the ground. 

We have submitted a prepared statement, but what I want to do 
now is summarize some of the major reasons why transportation 
infrastructure investment should be included in any economic re- 
covery and job creation legislation being considered by Congress. 

As Mr. O’Sullivan testified, the U.S. construction industry and 
construction workers are the Main Street sector of the U.S. econ- 
omy that have so far borne the worst impact of the current eco- 
nomic crisis. The unemployment rate among construction workers 
is 9.9 percent. There are almost one million unemployed construc- 
tion workers. 

Eor our branch of the industry, transportation construction, 
ARTBA conducts a survey of transportation construction contrac- 
tors every quarter. In the survey we just completed for the third 
quarter, we found that 60 percent of our members reported they 
had fewer employees on their payrolls than they did in the same 
quarter of 2007; only 12 percent reported higher employment. And 
that is the largest gap for this measure in the history of our indus- 
try condition survey. In September, which is the peak construction 
month for highway projects, there were 30,000 fewer workers on 
highway contractor payrolls this year than there were 3 years ago. 

Our industry has the capacity to take on additional work imme- 
diately, as Mr. Black testified. Our market conditions survey found 
that only 3 percent of our contractors are operating at full capacity, 
while 36 percent are operating at 75 percent of capacity or less. 
This is up from 27 percent in the second quarter, and is the highest 
in the history of our survey. 

Thousands of appropriate transportation construction projects 
are ready to go. Our industry calls them "no plan projects." They 
include highway projects like milling, resurfacing, and overlays, 
safety striping, guard rail installation, sound wall installation, it 
goes on and on. 

Bridge investments can play a big role. The backlog of needed 
work is enormous. Bridge deck repairs, sealing, resurfacing, preser- 
vation work can all be put into motion quickly. So could accelerated 
bridge inspection and scraping and painting projects. 

AASHTO has identified 3,000 projects ready to go — the other wit- 
nesses have testified about a lot more. We just came back from our 
annual convention in Chicago where our local county engineers 
said that they also have lots of projects that they could get under- 
way. So there are thousands of projects out there; I mean, it is 
quite doable. 
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The U.S. Department of Transportation calculates that every bil- 
lion dollars of Federal investment in highways generates almost 
35,000 new jobs. The good news is that many of these jobs come 
online even before onsite construction starts. There are two trig- 
gers. One is when you pass the legislation, and at that point, mate- 
rial and equipment suppliers start building inventory and hiring 
workers to meet the demand. Then, when the contracts are award- 
ed, weeks before construction begins contractors begin staffing up, 
conducting training, purchasing and leasing equipment, reacti- 
vating and expanding quarries and asphalt and cement plants. And 
all of these activities create up-front jobs. 

To get the maximum quick-start job creation, H.R. 7110 does a 
couple of things that are helpful, including 100 percent Federal 
funding and a time certain for using the money. We recommend 
that there also be some kind of maintenance of effort provision so 
that there is no substitution of Federal funds for local funds. We 
think investment should be allowed on off-system projects. Also, 
there should be some requirement that the funds be used on new 
projects, on actual new construction, not to pay off Garvey bonds 
or accelerated construction, which does not create new jobs. 

And finally, it is also critically important that Congress enact 
long-term legislation reauthorizing the Federal Surface Transpor- 
tation and Airport programs as soon as possible next year. 

The economic recovery legislation can create jobs in 2009, but 
without increasing the revenue stream to the Highway Trust Fund 
after 2009, the maximum highway funding for 2010 would be about 
$22.7 billion, which would be a disastrous 45 percent year-on-year 
cut in Federal highway funding. That would threaten some 700,000 
jobs supported by highway construction activity in 2010. 

So in conclusion, Mr. Chairman, we urge Congress to include sig- 
nificant transportation investment in the economic recovery and job 
creation legislation. Similarly, we urge Congress to enact new 
multi-year surface transportation authorization legislation in a 
timely manner next year to prevent a disastrous downturn in 
transportation construction employment in 2010. 

Thank you very much. 

Mr. Oberstar. Thank you very much. Dr. Buechner. That and 
the other documentation in your written testimony is very, very 
compelling and informative. 

Now, on behalf of ACC, Association of General Contractors, 
Brian Burgett, thank you very much. 

Mr. Burgett. Thank you, Mr. Chairman, Ranking Member Mica, 
and distinguished Committee Members for holding today’s impor- 
tant hearing. 

My name is Brian Burgett. I am President and CEO of Kokosing 
Construction Company located in Fredericktown, Ohio. And I am 
here today representing the Associated General Contractors of 
America, ACC. 

While Kokosing Construction Company and ACC’s 33,000 mem- 
bers are engaged in all aspects of public infrastructure construc- 
tion, I will focus my remarks on the economic opportunities derived 
from water resources investment. I encourage the Committee, how- 
ever, to give all due consideration to including the broad-based in- 
frastructure component in an economic recovery package. 
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My company has already seen a significant downturn in the var- 
ious construction markets in which we operate. The sharpest de- 
cline has been in the commercial and retail sector, where five 
major projects valued at over $50 million were recently canceled. 
There has also been a major decline in highway construction, util- 
ity and sewer line work, as well as water treatment plants. Our ag- 
gregates business has declined by 30 percent over the past year. 

Kokosing’s experience appears to refiect what economists are tell- 
ing us about construction markets in general. AGC’s chief econo- 
mist is projecting a decline of as much as 9 percent in nonresiden- 
tial construction activity in 2009, which is in line with the 10 per- 
cent decline projected by McGraw-Hill Construction economists. 

Kokosing employs approximately 3,000 workers, and the con- 
sequence of this construction decline is an anticipated reduction of 
our workforce by 15 to 20 percent in the coming year. Again, my 
company’s experience reflects what AGC is seeing in the overall 
market. Heavy and civil engineering construction employment 
peaked in June 2007, and has steadily decreased over the past 16 
months. There was more than a 5 percent decrease in employment 
over that period. This decline has also forced our company to shelve 
plans for expansion at two of our aggregate facilities. 

Kokosing is also reducing our annual investment in equipment. 
Each year, we typically replace 10 percent of our equipment fleet, 
and in a growing market, we would also be purchasing additional 
equipment. The cost of this investment over the past few years has 
averaged $35 million per year. We have already canceled some 
planned purchases for next year and are putting many others on 
hold until we see what funding is going to be available for new 
work. I have no doubt that other contractors are making similar 
decisions. 

Both the U.S. Army Corps of Engineers and Bureau of Reclama- 
tion have construction backlogs for which additional funding would 
create immediate construction employment opportunities. Our com- 
pany has worked extensively on Corps of Engineers civil works 
projects in the Great Lakes and Ohio River division. We under- 
stand that there are several projects in this division ready to go to 
bid within 30 days if funding were provided. Other larger projects 
would be ready to go to construction within 6 to 8 months. 

Overall, the Corps tells us that there is a backlog of 360 mul- 
tiple-purpose flood control, hydropower, recreation, water supply 
and navigation projects ready to go. These include high-risk dam 
safety projects, upgrading and rehabilitating hydroelectric plants, 
inland waterway system improvements, dredging the Nation’s deep 
draft commercial ports, and upgrading critical coastal protection 
projects. Additional funds to accelerate project execution under con- 
tinuing contracts should also be considered. 

Contractors are already mobilized and performing work on these 
projects, but the amount of money is limited to allow these to go 
at the pace that they could. With additional funding, contractors 
could hire more workers immediately and complete these projects 
more quickly. 

AGC estimates that $5 billion invested in water resource projects 
will create over 140,000 new jobs. Of this total, almost 40,000 
would be new construction jobs, and over 100,000 additional new 
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jobs in industry supplying construction materials as well as goods 
and services needed by construction workers and their families. 

Additional public infrastructure projects will allow our industry 
to maintain our workforce and necessitate hiring more workers. It 
will allow us to purchase equipment and preserve manufacturing 
jobs. If manufacturing is going well, this stimulates more construc- 
tion in the industrial sector, and the ripple through the economic 
goes on. 

Other economic benefits will come from this investment as well. 
The Nation’s Marine Transportation System contributes to 30 per- 
cent of the Nation’s gross domestic product. Failure to maintain 
channels creates a drag on the economy and may slow economic 
growth. The stimulus funds would be used to improve our coastal 
ports and our inland waterways, helping them to operate more effi- 
ciently. 

Mr. Chairman, construction has always been an engine of eco- 
nomic stimulus and can play that role once again. Increases in in- 
frastructure investment can be quickly put to work and will have 
a direct, immediate and dramatic impact on the economy. In addi- 
tion, the projects that are being built will have a long-term eco- 
nomic benefit. 

Thank you for this opportunity to comment. And I look forward 
to your questions. 

Mr. Oberstar. And I thank you for your wide-ranging observa- 
tions and comments. The one that strikes me is the next to last 
item of inland waterway channel and harbor dredging. It does have 
a direct effect on the cost of materials and the cost of projects in 
the Great Lakes. The lower lake harbors have been down as much 
as 48 inches in Cleveland, 44 inches in Ashtabula, 46 inches at 
Burns Harbor, and that means that the iron ore carrying vessels 
that leave from northeastern Minnesota and upper peninsula of 
Michigan are going out 7,500 tons light. 

Instead of 60,000 tons that they could be carrying, they are car- 
rying in the range of 50,000 or 47,000 tons. That means they’re 
making three extra voyages per shipping season per vessel. That 
raises the transportation cost of delivering pellets to Lower Lakes 
steelman’s rails, that raises the cost of steel, raises the cost of ag- 
gregates for the same purpose, raises the cost of coal from Powder 
River Basin by rail to the lake head in Duluth, Superior, and to 
lower lake power plants. That means that we are working extra 
vessels every season, extra transportation costs. It has a direct re- 
lationship. 

Corps of Engineers for 15 years hasn’t dredged the channels on 
the Great Lakes. We move the water resources bill, the emergency 
dredging provision in there that I included, and that would mean 
the Laborers Union would be working, it means that the Dredging 
Contractors Association would be working, it means that materials 
come at lower cost to lower lake ports. And the administration said 
I don’t think so; we are not going to fund any one of those. 

Mr. Burgett. You hit a good point there. The Sault Ste. Marie 
locks, which is directly impacted by the area you are talking about, 
they have got work ready to go, cofferdam work. They need a new 
lock there, and that directly impacts those shipping costs you are 
talking about. They are ready to go, they just need money. 
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Mr. Oberstar. Well, we have it in the appropriation bill. We 
have got $19 million to start construction on that second lock at 
Sault Ste. Marie, which I have advocated for 20 years. And one 
after another, the administration came along and said, oh, no, all 
you States on the Great Lakes, you pay for iL Now, wait a minute, 
we built the Tennessee Tom-Bigby Waterway, a billion dollars, no 
cost sharing; 1,200 miles Gulf Intercoastal Waterway, no cost shar- 
ing, from Texas, Louisiana, Mississippi, Alabama, Florida. We are 
not a third world country on the Great Lakes. We are not going to 
have — that was a way to kill it, and it did for 20 years. 

From now on. I’m Chairman, we are not going to do that. 

Mr. Dillon — excuse me for the obiter dictum here, but I couldn’t 
resist. 

Mr. Dillon. Maybe you should run for President. That’s what I 
think. 

Chairman Oberstar, all Members of the Committee, my name is 
Terry Dillon. I am the owner of Atlas Excavating in West Lafay- 
ette, Indiana. We have 150 employees who work on sewer and 
water construction projects throughout the region. 

I appreciate the opportunity to participate in this hearing on be- 
half of the National Utility Contractors Association, NUCA. NUCA 
commends your past efforts to make infrastructure part of eco- 
nomic stimulus legislation, and we encourage you to include $10 
billion for environmental infrastructure projects as part of the 
Committee’s economic recovery proposal. 

We have heard a lot today about transportation needs, but let’s 
not forget about what is under ground and out of sight. Under- 
ground contractors across America are drastically reducing the size 
of their companies, selling off heavy equipment, assets, and laying 
off a great workforce. Contractors in Florida have cut 50 to 70 per- 
cent of their employees. Last year’s NUCA President, James IGng 
of Atlanta, who testified before this very Committee, had 120 em- 
ployees this time last year, and he is now down to 40. A contractor 
friend of mine in Las Vegas had 500 employees last year and is 
now down to 160. And my own company has gone from 320 employ- 
ees down to 150. It is bad out there, and it is very real. 

Fewer contracts are going out for bid, which only increases the 
number of bidders competing for limited projects. Consider the fol- 
lowing example in your own State of Minnesota. Just recently, a 
publicly financed project drew over 50 contractors to bid on a 
project that was worth approximately $150,000. In the end, it went 
for approximately $80,000. That’s not even enough money to cover 
the hard construction costs. The bottom line is is that right now 
contractors are virtually bidding on any job in any State in any 
amount just to stay alive. In Indiana, what was once an average 
of three to 10 bidders per job has grown to 15 to 25, with many 
new bidders coming from out of State. 

Investing in water infrastructure as part of the economic recov- 
ery legislation would assist this struggling market, put people to 
work almost immediately, and enhance local economies all at the 
same time. And here’s why: Clean water infrastructure projects 
create quality, high-paying jobs in both the short and long term. 
And remember, these are jobs that are provided right here in 
America. These are not jobs that can be shipped overseas. 
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So what kind of jobs are we talking about? Well, when a bid on 
a project is awarded, people are hired, materials and equipment 
are bought. We buy pipe, pumps and supplies from Michigan, Ohio, 
Texas, California, they are shipped by truck or rail to our projects. 
They run powerlines and telephone lines to pump stations. We buy 
automobiles, trucks, engines, and other equipment are manufac- 
tured and purchased for our work. 

Water infrastructure projects provide employment opportunities 
for contractors, subcontractors, engineers, suppliers and manufac- 
turers, as well as countless construction laborers. But the economic 
benefits that come from these projects don’t stop with the construc- 
tion industry, especially in times of economic difficulty. Increased 
economic activity ripples through local communities in housing, 
dining, entertainment, clothes, food for the kids, they all benefit at 
the local level. 

Whenever legislation intended to stimulate the economy is de- 
bated, it is regularly said that the infrastructure projects included 
must be targeted, timely, and temporary. Although the average in- 
frastructure project takes years to complete, currently, there are 
scores of water infrastructure projects that are ready to go. Surveys 
conducted by the National Association of Clean Water Agencies, 
Council of Infrastructure Financing Authorities and the Association 
of State and Interstate Water Pollution Control Administrators 
have indicated there are billions of dollars in clean water projects 
around this country that can put shovels to dirt within a few 
months. Details of these surveys are included in my written state- 
ment, Mr. Oberstar. 

My State of Indiana alone has close to $1 billion of ready- to-go 
projects. In Indianapolis, they have an $800 million septic tank 
elimination program going on, $100 million in the city of Colum- 
bus, $15 million in Fort Wayne, $15 million in South Bend, $20 
million in Evansville, and $30 million in my own city of Lafayette. 
These are ready-to-go projects. 

And let’s look again in your State, Mr. Chairman. The Minnesota 
Utility Contractors Association indicates that the State of Min- 
nesota alone has $406 million in clean water projects that, if fund- 
ed, could move to construction within 4 months. 

Clearly, investing in our underground infrastructure can provide 
a sharp economic kick start. We can put people to work right now 
and begin the road to recovery if Congress steps up to the plate. 

Tax incentives have their place in the road to economic recovery, 
but they are no silver bullet. NUCA and our friends at the Associ- 
ated Equipment Distributors recently conducted a survey to gauge 
whether capital investment provisions in earlier stimulus legisla- 
tion were persuading utility contractors to buy new equipment. 
Overwhelmingly, responses indicated that contractors are not buy- 
ing new equipment because the lack of work could not justify new 
purchases. However, a large majority, 70 plus percent, indicated 
that they would be more likely to hire additional employees, add 
positions and buy new equipment if Congress enacted legislation 
that would increase Eederal investment in water infrastructure. 
Eor your reference, Mr. Chairman, a copy of the full survey report 
is attached to my written statement. 
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The message here is simple, it is one that NUCA has advocated 
for years: Tax incentives only work when there is enough work out 
there to provide an incentive to buy. A truly effective economic re- 
covery proposal must couple significant investment in infrastruc- 
ture with tax incentives to encourage equipment purchases needed 
to do the work. 

In conclusion, Mr. Chairman, a $10 billion clean water infra- 
structure provision would go a long way to put people to work in 
the short term while investing in the infrastructure that will en- 
hance economic recovery efforts and address what is becoming an 
environmental crisis all at the same time. 

Mr. Chairman, I truly believe that we are the gatekeepers of our 
Nation’s greatest asset, and that is its infrastructure. It is what 
sets our country apart from all of the other countries in the world. 
We need to maintain it, we need to repair it, and we need to re- 
place it. It is our duty. And the stimulus package would certainly 
begin the road to recovery. 

Mr. Oberstar. Thank you very much, Mr. Dillon. And I certainly 
concur with those concluding remarks, although I must observe 
that we are no longer the leader in the world in infrastructure in- 
vestment. I have spoken many times about China, about India, 
about Japan, and now the European Union. I have participated in 
the meeting of the 27 transportation ministers; I actually delivered 
the keynote address for their meeting in May. They have a $1.3 
trillion infrastructure investment program to build the high-speed 
railways, 14,000 miles in addition to what they already have to 
deepen their harbors, and to build a canal all the way across Eu- 
rope to link the north Atlantic to the Black Sea. It is a third com- 
pleted already. They’re not waiting for us; we have to catch up with 
them. 

Mr. Drakos. 

Mr. Drakos. Thank you, Mr. Chairman, Ranking Member Mica, 
Subcommittee Chair Cummings, and Members of the Committee. 

I am Peter Drakos, President of Coastal Connect, a company 
which I will mention in a moment. 

I am pleased to be here to offer a domestic maritime perspective 
on behalf of the Coastwise Coalition. In my formal statement, I ad- 
dress more fully the following key points: 

First, the Coalition’s strong support for prompt enactment of an 
exemption from the Harbor Maintenance Tax that we hope will be 
included in the next recovery or stimulus legislation. 

Second, the importance of a strong and steadily funded Title XI 
program. 

And third, the value of integrating some domestic maritime 
transportation activities with surface transportation policy and 
funding. 

America’s marine highway is an area of infrastructure invest- 
ment that can stimulate economic activity and job creation. It can 
help develop energy efficient, environmentally friendly, and sus- 
tainable new capacity for the national transportation system and 
the economy it supports. 

We are grateful for the strong support that Chairman Oberstar, 
Ranking Member Mica, and Subcommittee Chair Cummings have 
shown in short sea shipping. 
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The Coalition is in the process of reviewing various policy ideas. 
In advance of concluding on an agenda, I have been asked to men- 
tion a few of those. We hope to return next year with detailed rec- 
ommendations. 

Today, container vessels, as well as trailer, truck and ferry rail 
services, are operating on noncontiguous andcontiguous trade 
routes. Given all growth projections, those companies, and new 
ones like Coastal Connect, will be called upon to carry more freight 
and serve new markets in the coming years. Here are a few exam- 
ples of new services that are planned. 

My company. Coastal Connect, will carry domestic trailers be- 
tween New Jersey and Rhode Island. We will mitigate the chronic 
congestion on the 1-95 corridor, and thereby hopefully improve the 
safety conditions of our highways. 

The ships will be the first of its kind to be built in the United 
States to run on compressed natural gas. By year end, we will so- 
licit bids to construct four ships, with an option to build four more. 
If we can obtain the financing, our contract will mean hundreds of 
shipyard and related jobs, and with delivery of our ships, we will 
expand opportunities for U.S. seafarers and portside workers. 

In California, the Eco Transport Company plans an environ- 
mentally beneficial tug and barge service between Oakland, Stock- 
ton and Sacramento. At full operation, they will remove over one 
million truck trips from the road annually. If they can obtain the 
financing, the company next year will spend nearly $50 million on 
vessel and port infrastructure and equipment to develop its service. 

On the Great Lakes, three new freight ferry services are under 
development to link Cleveland, Erie and Oswego to ports in On- 
tario. The Federal Government can stimulate and help sustain new 
marine surface transportation services and jobs by encouraging in- 
vestment in vessel and terminal construction and eliminating dis- 
incentives. 

First, if there is one thing that Congress can do, it is to exempt 
not-bulk domestic and Great Lakes cargo from the Harbor Mainte- 
nance Tax. U.S. Flag operator. Horizon Lines, has testified to this 
Committee that the tax is a major obstacle to the success of new, 
short sea services such as they are planning. 

We appreciate that you. Ranking Member Mica and Sub- 
committee Chair Cummings, have sponsored legislation and will 
urge the Ways and Means Committee to act on an exemption, and 
strongly support the exemption as shown by the opening comments 
this morning of Ranking Member Mica and Subcommittee Chair 
Cummings. 

My full statement describes how the HMT is a disincentive. Said 
simply, when you are trying to provide customers with a solution 
to an existing problem, it doesn’t help to have a tax and other re- 
quirements burden the new approach. 

Second, Congress can stimulate investments in vessels and port 
facilities that are the infrastructure for marine highways. It is im- 
portant that Title XI funding be provided on a regular and substan- 
tial basis to enable carriers and shipyards to make effective plans. 
Each Federal dollar appropriated for the Loan Guarantee Program 
supports 20 times as much in construction. Sixty million dollars 
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leverages $1.2 million. A recent order for 13 new tugboats was ex- 
pected to stimulate over 200 jobs in the Seattle area. 

Consider this if you will: Since World War II, 41 of the 43 con- 
tainer ships and 29 of the 33 Ro-Ro vessels built in U.S. shipyards 
for private sector purchasers relied on the Title XI program in 
order to obtain financing. The importance of a Federal loan guar- 
antee pro^am cannot be overstated. 

In addition to the HMT relief and Title XI funding, and increased 
funding for the maintenance and improvement of the Federal navi- 
gation system, the Committee could consider a range of ap- 
proaches; those could include incentives for users of marine high- 
ways because of the environmental and energy benefits and adjust- 
ments to surface transportation policy that enables greater integra- 
tion of the modes. 

To conclude, surface transportation development would create 
new jobs and enable the maritime sector to develop new capabili- 
ties that will serve this country well. 

I thank you for the opportunity to be here today. 

Mr. Oberstar. Thank you very much. I was delighted with your 
testimony about short sea shipping, not only because Mr. 
Cummings and I authored it and created it, crafted it and put it 
into the energy conservation bill, but because it is a very good com- 
monsense answer to our congestion problems. 

Now, Mr. Leyden. 

Mr. Leyden. Thank you, Mr. Chairman. I know you saved the 
best for last, right? 

Mr. Oberstar. There is no last here. 

Mr. Leyden. And I have mostly good news, so this should be fun. 

I am Tom Leyden. I am the managing director of SunPower Cor- 
poration. SunPower is a manufacturer of high-efficiency products 
and systems. We are the leading company in the U.S. in all four 
sectors of the solar industry. And I have a power point that I would 
like to share with you. 

SunPower was incorporated in 1985. And I don’t know if you re- 
memher, Mr. Chairman, hut I testified before you about 6 years 
ago. At that point, we had about 35 employees and $30 million in 
sales. Well, today, this year, we expect to have $1.4 billion in sales, 
and over 4,000 employees. 

Mr. Oberstar. That is impressive. My heavens. 

Mr. Leyden. We have a global footprint. I run the east coast of- 
fice out of New Jersey. 

These are the four sectors of the photovoltaic industry that we 
are involved in, as are other companies in the business. But I 
wanted to start the slide slow with this graph, which very dramati- 
cally shows what is happening in the solar industry. And it is real- 
ly all about price. So that blue line is the declining price of photo- 
voltaic module over time. And the yellow line is the growth of the 
solar industry. 

So you see, as prices decline, the markets got bigger and bigger, 
and around 2000 the industry took off. And that is because at that 
price point, we started competing with grid-connected power. 

And, frankly, we aren’t quite there yet. What happened was 
there are governments around the world that have provided incen- 
tives that bridge the gap between our cost and what utility power 
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was. But there were enough programs around — Japan, Germany 
and the U.S. — that the industry took off and is growing still at a 
rate of about 35, 45 percent per year. 

And this illustrates exactly that point, which is prices of elec- 
tricity continue to go up through conventional fuels, and the prices 
of solar continue to come down. And at some point the lines are 
going to meet, and that is what we call grid parity. That is within 
sight, at this point. 

And so what has happened is that incentive programs have been 
put in place to bridge that gap, and so we actually sell energy for 
less than the utility does. That is how we build our business. 

And I just wanted to throw this slide in. There is kind of a new 
paradigm developing, which is solar at today’s price and solar at 
projected cost of production over the next 15, 20 years can build 
new capacity cheaper than building new power plants through con- 
ventional means. And that is nuclear, coal, gas, any means of cre- 
ating electricity. And hazard has done a study to kind of identify 
that. 

So the good news of late is the investment tax credit that we 
struggled to get extended for so many times was extended in the 
bailout bill. That was an incredible event for the solar industry. It 
provides an 8-year extension of the ITC. That 8 years will basically 
get us to grid parity. And that 8 years of building capacity will cre- 
ate about 440,000 new jobs in the U.S. and investment of about 
$168 billion. 

Mr. Oberstar. And that picture is of the DOE headquarters roof, 
isn’t it? 

Mr. Leyden. It is. I know you worked on that for a couple of 
years, and there it is. 

Mr. Oberstar. Thirty years. 

Mr. Leyden. Okay, 30 years. 

Mr. Oberstar. We got it passed — well, before there was a De- 
partment of Energy building, that is, and got the legislation en- 
acted to convert Federal civilian office space to solar roof, signed 
by President Carter, funded by President Carter, de-funded by 
President Reagan. Thirty years later, I am Chairman. We are going 
to do this. 

Mr. Leyden. Thank you for your perseverance. We installed that. 
My company installed that last summer. Hopefully future projects 
will not take that much time. 

So I am going to run through a series of slides that just illus- 
trates the kind of projects that we have done on Federal facilities. 
Postal Service facilities in Sacramento and Oakland. And these are 
roof-top-mounted, these are ground-mounted systems, they are 
parking lot systems. There are a lot of ways to deploy solar. 

Just keep flipping through these slides, just so you have an idea: 
a Marine base; a GSA in Boston; Coast Guard in Boston; Postal 
Service in San Francisco; GSA in Los Angeles; Fort Dix in New 
Jersey; Navy base in Coronado; and a postal facility in San Fran- 
cisco; and then, finally, a very dramatic photo of the 14-megawatt 
project we built at Nellis Air Force Base last year. 

Now, we built this system, which is the largest in U.S. — it was 
largest in the world at one point — in 6 months from contract time. 
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So it just shows you how quickly you can deliver solar power once 
we have a contract. 

So what can the Federal Government do? Generally speaking, we 
have lots of assets in the Federal Government that we can put to 
use creating clean energy. Roof tops — there are 170 million square 
feet of Federal building roof tops that we have identified that we 
could put solar on. And if you did, that is about 1,000 megawatts 
of power, which is about enough power for 250,000 homes, just to 
give you some sense of how much power that is. 

BLM lands, just taking 1 percent of the land that is available 
could build 70,000 megawatts of solar power. It is huge. 
Brownfields and greenfields, roadways and train stations — there 
are lots of Federal facilities that could be generating solar power. 

And what does solar do for the Government? It creates jobs, 
green-collar jobs. Everyone has been talking about that of late. 
Again, the ITC created 440,000 jobs on its own. An aggressive Fed- 
eral action can create many thousands more. It is the kind of jobs 
that help Main Street. It puts plumbers to work, electricians, roof- 
ers, steelworkers, engineers, architects, and so forth back to work. 
It revitalizes the manufacturing and high-tech sectors. 

And it saves taxpayer money. These investments actually will 
save the Government money and pay for themselves over time. The 
Government spends $5.8 billion annually on electricity costs. And 
what I am going to propose is that we unleash the private sector 
to save billions of dollars of energy for the Government. 

It also has the benefit of creating security. It displaces natural 
gas electricity production. We need to conserve the gas that we 
have in the U.S. It is a hedge against future price spikes. That is 
a very powerful factor in developing these systems. 

Carbon displacement — obviously climate crisis is the largest 
threat facing our Nation and the world. Solar can play a big role 
in reducing that. It is a carbon-free source. 

So what can the Federal Government do? The first thing, the 
easiest thing is give Federal agencies the authority to enter into 
25-year power purchase agreements. Right now they are limited to 
10 years. And by doing that, we could bring in private capital that 
would contract with those agencies to provide solar electricity for 
less than they are paying now for their energy. That is big. 

Direct appropriations, of course you could also use building 
projects on brownfields in Federal buildings, installing on roadways 
and so forth. And then create what is called — ^you are familiar with 
the energy saving performance contracts. I would suggest you set 
a specific type of mechanism called solar savings performance con- 
tracts, similar to the PPA but a little bit different. 

What are other things? You could work with State and local 
agencies to create solar jobs and solar installation programs; loan 
guarantees for local government, you know, for libraries, ports and 
other civic buildings. And then there is a fund. Green Schools Pro- 
gram. Apparently, it has been authorized but not appropriated. It 
is about a $3 billion program. 

So those are the easy things. I think we have made a lot of 
progress in the industry. I think we could do a lot in the Federal 
sector, given some support. And the industry is open to some very 
creative ideas on how to do that the best way we can. 
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So thank you, Mr. Chairman and Members of the Committee. 

Mr. Oberstar. Thank you very much. 

And thanks to all of the members of the panel. 

Now we will revert to seniority questioning, and we will start 
with Ms. Norton. 

Ms. Norton. Thank you very much, Mr. Chairman. 

All of you I think have been entirely convincing that this is the 
time to do desperately needed work. Unfortunately I can’t question 
all of you. I have questions for Mr. O’Sullivan on Mr. Leyden, in 
particular. 

Mr. O’Sullivan, in this region, I have worked very closely with 
the laborers. Indeed, in this region, we put points in the requests 
for proposals — this was long before this crisis — for certified appren- 
ticeship programs, so that you not only have to tell us how many 
projects you have done, da da da da, but, as you know, apprentice- 
ship programs, certified programs. And, increasingly, the programs 
that we are finding are important, the pre-apprenticeship pro- 
grams, save employers or contractors money, because they are peo- 
ple who know how to do the work. 

To hear the testimony of all of you is to wonder how anything 
gets built today, given the sustained losses you have received. 

I would like to ask — one of you talked about how contractors take 
just any work they can get now. I would like to ask you about peo- 
ple to do the work. 

Now, we know that this work is not as attractive as it was, say, 
a generation ago and certainly in the heyday, post-World War II, 
let’s say, when we were rebuilding America. Because a lot of these 
young guys would go off into some dot-com something, so they are 
not with their fathers were. And this is still very high-paying work. 

In fact, we have seen in this region — and I really commend the 
laborers, in particular, because the laborers have been instru- 
mental in helping to train people who really are desperate for work 
like ex-offenders who wouldn’t have been trained, let’s say, a gen- 
eration ago. But this is heavy work. This is work that has people 
getting up in the morning early and being out there in the cold, 
much colder than it is today in Washington. 

The last stimulus, which is the way we have been doing them 
since 1990, was not my favorite, and I hope we don’t do it in this 
one, you know, this give people some money. That doesn’t make 
any jobs for anybody. In fact, the Saudis are spending that last 
stimulus as I speak, because the gas prices were going up and peo- 
ple put it right there or they paid down their credit cards. That is 
why we didn’t get anything from it. 

But I want to talk about shortages of personnel in construction. 
Is the industry ready, if there is a stimulus of some kind that af- 
fects the industry that all of you have testified about, willing and 
able to train people sufficiently so that we can get we could get 
workers in this country who would do the work, laborers and oth- 
ers? 

I would like to hear your discussion of the construction personnel 
shortage in the United States and how we were dealing with that 
even in the heyday that has passed us by now. 

Mr. O’Sullivan. Well, representative, from the laborers’ perspec- 
tive, when we have almost a million construction workers out of 
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work, I think we all in the industry face — we are facing workforce 
shortages. Now there is a shortage of work, with construction work- 
ers across this country looking for opportunities. 

With the residential market being decimated, and it has been re- 
ported here the commercial and light commercial sector being af- 
fected, and now even the heavy and highway sector being affected 
because of the lack of funding at the State level, there is right now 
in our organization more workers than there is work. So I am con- 
fident that we could 

Ms. Norton. And you think this is in the other trades, as well? 

Mr. O’Sullivan. I believe — I don’t speak for them — I believe they 
are experiencing the same thing. Because the industry as a 
whole — again, 2 years ago, 3 years ago, we were looking for more 
members, more workers. And now our members are come back 
looking for job opportunities that unfortunately aren’t there today. 

On the subject of training, I know in the building trades and 
within our organization, we have training facilities across this 
country. We pride ourselves on providing a skilled and capable and 
safe workforce. And I think we have work, the laborers have 
worked unbelievably with you. Representative Norton, and appre- 
ciate your efforts on our apprenticeship programs and our appren- 
ticeship efforts in creating job opportunities with local projects, 
with the local workforce. 

So I think the challenges are there. The challenges for us today 
are putting people to work. And, as I said, we have more members 
and more workers than we have work opportunities. And this eco- 
nomic stimulus bill with infrastructure spending is a jobs bill, as 
you said. 

I know the people that I represent and I believe construction 
workers throughout this country aren’t looking for a stimulus 
check; they are looking for a paycheck. And that is what this Com- 
mittee stands for, and that is what this economic stimulus bill 
needs to make sure that it happens, that we put people to work, 
that we take the million that are out of work today and put them 
back to work tomorrow. 

Ms. Norton. I saw some heads bobbing. Does that mean all of 
you believe you can meet the labor force demands of a stimulus 
package of maybe close to $100 million with workers in this coun- 
try? 

Mr. Dillon. Sure. I mean, I think at this time you need to be 
a lot more worried about the jobs we are losing. There are a lot of 
people out of work. And the construction industry, everything is 
tailing off across the Nation. And I will bet, when we get through 
this winter, you are going to go to see some devastating numbers 
in unemployment if you don’t do anything. 

However, I will say that the construction industry has be^n to 
enhance its image in the educated world. So, particularly in the 
State of Indiana, between Purdue University, Indiana State, 
lUPUI, we are starting to attract highly educated managers out of 
school who actually want to put shovels to dirt. They don’t want 
to be office guys. They want to actually build things. And I think 
that is encouraging, as an owner of a company, to see that we have 
had a mindset change. And part of that is that they have found out 
that we pay very well. 
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Ms. Norton. Yeah, I got news, people. 

Mr. Leyden, I have a question for you about the workforce, 
whether the workforce would use the same workforce that we have 
been using in other highway and construction. But I am a big solar 
proponent right here in sunny, windy D.C. I recognize we use solar 
throughout the United States and that the technology allows that. 
I even want solar in my hybrid. The sooner you can get to that, 
the better. 

But I was heartened to hear your testimony, because, frankly, I 
have been disheartened by the comparison between the almost self- 
starting innovation that occurred in technology — where these guys 
funded themselves, and, whoops, you know, they finally had a bub- 
ble — and alternative energy, which is even more desperately need- 
ed, in my view, seemed to start up with the venture capitalists, for 
example, much more slowly. And today we read that the venture 
capitalists are looking for safe bets. You know, whatever happened 
to their entrepreneurial spirit? 

I was heartened about what you said had been the growth in the 
last few years. But I am wondering whether this industry — solar, 
wind and the like — need a big actor like the Federal Government 
in order to really take off. Is that what it would take to make wind 
and solar, which a lot of people pooh-pooh now because they don’t 
see it coming online fast enough, really viable as an industry, a big 
industry in our country? Does the Federal Government need to get 
in there big-time and then others will follow in reduction of costs, 
et cetera? 

I wish you would talk about that, because I am very concerned 
about what seems to me to be a fairly slow start, especially if you 
compare it to places like Europe. 

Mr. Leyden. It is a slow start. We have grown in the U.S. 
through the leadership of just a few States, California being the 
primary State; New Jersey, believe it or not, the second largest 
market in the country. A few other States have had programs. It 
has really been on the State level that we have had leadership. We 
have had virtually no leadership on the Federal level. 

We produce less than 1 percent of the electricity in the U.S., so 
we have a long, long way to go. And it is really exciting to a lot 
of people right now that we are getting close to grid parity, at 
which point the industry takes off. 

So my viewpoint is, why are we going to wait that 5, 7, 8 years? 
Why not be supporting that now and gaining the momentum and 
being a leader in the world in this technology? 

Ms. Norton. Will the Federal Government in this stimulus pack- 
age help bring down the cost? 

Mr. Leyden. Absolutely. Through Federal leadership, we can re- 
duce costs, we can build infrastructure. I am talking about industry 
infrastructure — sales jobs, installation jobs, service jobs, manufac- 
turing jobs. 

Ms. Norton. Would you use the same workforce that your col- 
leagues on the panel speak of using in their own work? 

Mr. Leyden. Yeah. We typically have people that are roofer 
types and electrician types. 

Ms. Norton. How much training does it need to convert from 
that to solar, for example? 
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Mr. Leyden. Training that we can handle. I mean, our belief is, 
if the markets are there, we will create the workforce and train the 
workforce. 

Mr. Oberstar. I have to interrupt at this point. Mrs. Napolitano 
has a flight to catch. And Mr. Cummings has graciously conceded 
his time for Mrs. Napolitano to question. And we will come back 
to the gentlewoman from the District in a moment. 

Mrs. Napolitano. It is very much appreciated, and thank you for 
allowing me to jump in. 

A couple of things. 

And, Mr. Leyden, I am very, very, very, very interested in green- 
ing, because IBEW and NEC, national electric contractors, are 
starting to green business. That is jobs. That is good-paying labor 
jobs. 

Mr. Leyden. Yes. 

Mrs. Napolitano. And I would suggest, Mr. Chair, that maybe 
we need to start looking at promoting and assisting business or 
hospitals, schools, all those entities that pay a lot in electricity, to 
be able to cut that and help them establish, whether through a 
zero interest loan program or something, to be able to help them 
address their current costs, which are high. 

But given that we have drought, global warming, less precipita- 
tion, climate change, there is not enough water in the rivers and 
dams to create the electricity. So it behooves us to start looking at 
being able to promote that, to then move on and be able to help 
business and nonprofits, I would say. 

Mr. Leyden. That is a very good point. All public service entities 
could use mechanisms in order to adopt this technology, which ulti- 
mately saves them. We have schools in New Jersey that are saving 
over $500,000 a year in their energy costs because they put solar 
in. And that money goes right back into the school system. So, you 
know, why ship it out? Use it internally. 

Mrs. Napolitano. I am very interested in your 25 - versus 10- 
year purchase agreement. That is something that possibly we may 
be able to tweak a little bit and see how that would work out. 

And I really thank you. I would love to have your card, because 
I would love to continue picking your brain. 

There is a physicist that has managed to put a Prius hybrid, his 
wife’s, to produce 125 miles per gallon. Now, at the Denver Re- 
search Center, they already have it at 100. He has gone to 125. 
And he is also with NEC and IBEW. 

Mr. Leyden. Great. 

Mrs. Napolitano. So I am very, very happy. 

And I am very happy to see NUCA here, one of my contractors, 
Chaze Haba. Joe Valverde, out in our area, is a long-time NUCA 
person that has done a lot of work in construction for our high- 
ways. 

So we want to continue producing jobs that are going to put peo- 
ple back to work. 

But, Mr. O’Sullivan, I realize that laborers — and I would be re- 
miss if I didn’t mention my neighbor, that has always talked to me 
about international labor. And I understand you do have a clip. 
And with your indulgence, Mr. Chair, it is a very short clip. And 
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if we could turn the lights down, would you mind telling us about 
buy/build America? 

Mr. O’Sullivan. Sure, Representative. 

"Build America So America Works," I like to think of it as an ex- 
tension of the Chairman’s great work and this Committee’s great 
work on priorities and the necessity for transportation infrastruc- 
ture. We are doing television ads, ads in newspapers, bus wraps, 
billboards all around the country in an effort to raise the profile 
and the need for transportation infrastructure spending in this 
country. 

We are trying to get a million signatures, we are well on our way 
to that, a petition to build America that we want to certainly de- 
liver to this Committee — this is preaching to the choir — but to the 
next President and the next Congress about, as we prioritize the 
needs of this country, transportation infrastructure needs to be 
near the top. And the Chairman and this Committee are doing just 
that, so it is an extension of the great work that this Committee 
is doing. 

You know, right now, transportation infrastructure gets notoriety 
when a bridge collapses, unfortunately. And people complain about 
sitting in traffic every day, and crumbling roads and potholes and 
the rest. We need to heighten that and make sure that the general 
public and elected officials at the local. State and at the national 
level understand the priorities and the needs for transportation in- 
frastructure in this country and the fact that the money that we 
spend will put people to work, so we get a double bang for our 
buck. We upgrade and improve our infrastructure and we put peo- 
ple to work in good-paying jobs in the construction industry. 

Mrs. Napolitano. We have a clip. Thank you. 

[Video shown.] 

Mrs. Napolitano. Thank you so very much. That was great. And 
I have to tell you, I was on city council in 1986, and I passed a 
resolution to 'Touy America." So, with that, I thank you. 

And thank you for your indulgence, Mr. Cummings and Mr. 
Chair. 

Mr. Oberstar. Thank you. 

Now the Chair will recognize Mr. Cummings. 

Mr. Cummings. Thank you very much, Mr. Chairman. 

Gentlemen, first of all, I want to thank you for your testimony. 
Our Chairman is always looking for practical solutions that make 
sense. And you all have come up with some good solutions to the 
problems that we face, not only in our economy but in dealing with 
the problems that we have here in our country with regard to 
structure and infrastructure. 

But on the sun power, Mr. Leyden, I was very impressed with 
what you had to say. Are there a lot of other companies doing the 
same thing that you are doing? 

Mr. Leyden. There are, yes. The industry has been growing very 
rapidly. We are a leader, but there are others, yes. 

Mr. Cummings. And did you say that you had, how many em- 
ployees 6 years ago? 

Mr. Leyden. Thirty-five. 

Mr. Cummings. And you have how many today? 

Mr. Leyden. Four thousand. 
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Mr. Cummings. That is amazing. That is amazing. 

Mr. Leyden. And we are growing. 

Mr. Cummings. And as I listened to Ms. Norton’s questions, I 
couldn’t help but think about — I was telling my staff that I really 
would love to see some folks from companies like yours to visit 
some of our historically black colleges and universities 

Mr. Leyden. Would love to. 

Mr. Cummings. — that have engineering schools. Because what 
happens so often is that historically black colleges and universities 
are behind the curve sometimes. And I want to be in front of the 
curve. And green is very, very important today. And then when I 
hear those kind of statistics, Mr. Chairman, that is just very en- 
couraging, when you can go from 35 employees to 4,000 in 6 years. 
I don’t know how many folks can say that. 

And I guess my question goes to, with the economy being what 
it is right now, how do you see that affecting you? Do you see it 
as your company being able to sustain itself? And I am not trying 
to get you to talk against yourself, but are you in a better, do you 
think, in a better position to sustain yourself because of what you 
do with regard to green? Or do you think you still have problems 
up the way? 

Mr. Leyden. We have high demand for our product, but this cri- 
sis has definitely created problems for us. I mean, we finance our 
projects, so where our investors would need 7 percent return be- 
fore, they now need 8.5, 9 percent return in order to justify their 
investment under these conditions. So that makes it very hard for 
us to produce low-cost electricity if we are paying more for the fi- 
nancing component. 

So we will face that. I mean, my company is a publicly traded 
company, and we have a large cash reserve, so that is going to help 
us. We may have to do some creative things to, kind of^ get us 
through this financial crisis until the markets loosen up a little bit. 

Mr. Cummings. Now, Mr. Drakos, I want to thank you. I had an 
opportunity to read your testimony, excellent testimony. I really 
appreciate it. 

Mr. Drakos. Thank you. 

Mr. Cummings. And I also appreciate what you all have done in 
the area of short sea shipping. 

And I thank the Chairman for your leadership. 

I am trying to figure out, I mean, this thing seems so practical 
and it makes so much sense, and I don’t know of anybody who has 
seems to be against it. I don’t know of anybody. Am I missing 
something? 

Mr. Drakos. I don’t believe so. And thank you for that comment, 
Mr. Cummings. We have run into no opposition concerning short 
sea shipping. 

One hurdle that has to be overcome is we need to build ships to 
handle and get this industry further off the ground than it is. So, 
you know, we do, as I mentioned in my testimony, we did need 
Title XI financing, because it is a rather high barrier to get in. So 
to build the ships and to get the industry moving. Title XI is a very 
important component. 

But to answer your question in the short run, no, I am not aware 
of anybody that is opposing it. As someone used the comment ear- 
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Her, it is a no-brainer. So what we need to do — it adds capacity to 
our transportation system. Bottom line, that is what it does. And 
I think when it is fully integrated with rail and truck, we will have 
an effective national transportation system. 

Mr. Cummings. Let me ask you this. I know you can’t necessarily 
do a crystal ball act, but if we were to pass this, say, within the 
next month or 2, what do you see happening over, say, the next 2 
or 3 years? 

Mr. Drakos. On the specific items that I put in my paper, and 
that is the exemption from HMT and additional Title XI financing, 
I think what you will see is more of the freight user, of the people 
who are looking to move freight, they will understand and be 
drawn to the option of a short sea shipping venture. At the mo- 
ment, it is not there. The HMT is a disincentive. And as of right 
now, we need to get the industry fully integrated into the transpor- 
tation system. 

So, in terms of a crystal ball, I think what you are going to see 
is cargo moving toward it, and I also think that you will see more 
operators, such as Coastal Connect, that are going out and going 
to build ships or reposition existing tonnage into a short sea ship- 
ping service. So, in 2 or 3 years, Mr. Cummings, I believe hopefully 
by then we will have seen the mental shift to America’s marine 
highway as a viable option. 

Mr. Cummings. Mr. Chairman, again, I thank you for this hear- 
ing. I see my time is up. 

Thank you all very much. 

Mr. Oberstar. I appreciate your questions and your support, 
which culminated in our legislation as part of the energy bill. 
Chairman Cummings, on short sea shipping, something I have 
been working on for a good many years. 

But a further answer to the very pointed question you raised, 
who is in opposition? No one is in opposition. There has just been 
no willingness to provide the financing over the last 12 years. 

Previous 12 years to this Congress, the Title XI loan guarantee 
program was allowed to deteriorate. The Title XI construction dif- 
ferential subsidy program was allowed to deteriorate to a point of 
zero availability of funds. And, to be sure, these two initiatives, the 
Title XI loan guaranty, construction differential subsidy, and oper- 
ating differential subsidies, were for another era of maritime ship- 
ping in America when we had 5,500 U.S. flag vessels at the end 
of World War II. By the time I came to Congress in 1975, we were 
down to 800 such vessels. Today we have 37. Because other coun- 
tries have subsidized their shipbuilding, the operation, the mainte- 
nance of their maritime fleet, and this country abandoned it, the 
U.S. flag fleet. 

The short sea shipping initiative is an opportunity for us to re- 
gain an American flag presence in our territorial waters, in the 
Great Lakes international waters, and in the Gulf of Mexico. And, 
certainly, the port of Baltimore would be a great beneficiary from 
this initiative, not only for RORO, for truck, trailer roll-on/roll-off, 
but also vessel. A vessel has already been built to accommodate 
110 rail cars, freight rail cars. They have three levels in the vessel 
of track where the train just pushes the rolling stock on to the ves- 
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sel in three layers, in three decks. And then the ship leaves from 
the Yucatan Peninsula and goes to Mobile, Alabama. 

Now, we can do that in the Great Lakes. We can do that port 
to port in the United States, in the coast waters trade, and avoid 
the congestion on land that rail and truck traffic encounters. That 
is the great promise. 

But we need to invest money through the Title XI Loan Guar- 
antee Program. What will that do? You remember very well, Mr. 
Chairman, the great Baltimore shipyard construction that had 
25,000 workers at its peak, along with the Bethlehem Steel Plant. 
There isn’t a single ship construction worker operating now. But 
that industry could come back if we reinvest through the Title XI 
Loan Guarantee Program. 

And so you have steel for shipbuilding, shipyard workers, a serv- 
ice to transportation in this country, reducing air pollution, reduc- 
ing energy inputs, and creating enormous economic productivity. 
That is how our infrastructure intermodally works. So we are going 
to move ahead about this. 

Ms. Norton? 

Ms. Norton. Mr. Chairman, I have one more question; it is real- 
ly for the entire panel. I am looking to make sure, just as I did in 
my earlier question about the workforce, I am looking to make sure 
that there are not obstacles that somebody is going to jump up and 
cite as we move forward. 

So this is for any and all of you. And it is really based on what 
I have seen in my own work with GSA and economic development. 
And I must say, I saw a reference to it in Dr. Buechner’s testimony 
about the really enormous rise in construction costs over the last 
4 or 5 or so years, with what I believe is material price escalation 
that we see in this town, in the transportation budgets, for exam- 
ple, in particular. 

Now, if we do a package, a substantial package, will the cost go 
down in the same way that you speak of people looking for jobs in 
construction industry? Will the costs that we have seen over the 
last 4 or 5 years stand in the way of quickly getting the materials 
to, in fact, go in the ground? 

What is your view of the escalation in material price costs on an 
economic rescue package for the real economy? 

Mr. Buechner. Since 2003, cost of highway construction has 
gone up by almost 65 to 70 percent. So the dollar just does not buy 
as much construction today as it did. But the need for the money 
is there. 

Ms. Norton. Would a lot of it be eaten up in these costs, rather 
than in labor, you know, and putting people to work? 

Well, somebody else may want to answer that that would have 
to deal with it. 

Mr. Burgett. I think a significant portion of the cost inflation 
that we have seen has been due to the cost of crude oil. Everything 
gets moved with diesel fuel and trucks and stuff like this. Fuel is 
used in our asphalt plants. Every ton of asphalt takes two gallons 
of fuel. Our prices of asphalt have gone up. 

All those things, in the last few months, we have seen drastic de- 
creases. Prices of liquid AC bought in bulk have dropped from $700 
to $425 a ton. Of course, diesel fuel has dropped out on the high- 



110 


way from a little over $4.50 to almost $3. And the prices of steel 
have dropped at least 15 percent. So we are seeing drastic drops. 
I mean, they affect PVC pipes and sewer projects. That is all made 
with your petroleum. 

So, basically, I think the biggest culprit that we have seen in the 
inflation costs have been the cost of oil. And we all know — I don’t 
know what it did today, but last I looked it was about $64 a barrel. 
That is a huge drop from that $144. That has, right now, been the 
dog wagging the tail. 

So those are down. If you can tell us what the price of oil is going 
to do, we can give you a good indicator of what your buying power 
will be. 

Mr. Dillon. In the sewer industry, I would agree with what Mr. 
Burgett has said. I mean, a lot of the product is shipped over the 
road. It is all based off of fuel. Pipe is made from oil. And that is 
pretty much what the cost for our industry — it is coming down also. 

But I will say one thing to the Chairman’s little off-point, is that 
a lot of this stuff is pretty sexy, all these things you are talking 
about, between wind and solar and all that stuff. You still have to 
drink clean water, and it is really nice to use a bathroom and take 
a shower in the morning. So let’s not forget about the underground. 

Ms. Norton. Well, we want those to run on solar too. 

Mr. Black. I would concur with Mr. Burgett and Mr. Dillon. You 
know, we are seeing dramatic drops in fuel and energy. And that 
will make the dollar go further next year, in terms of construction 
cost. 

You also have to remember that our plants on average are run- 
ning at about 50 percent of capacity. So we have immense capacity 
to do more work. But as you ramp that up, that also lowers cost. 

So, the stimulus package I think would do us very well from a 
lot of standpoints. And I think the dollars are well-timed, actually, 
with the drop in energy, to buy a lot more paving next year and 
in the next 6 months or 3 months than it did in the last 6 months. 

Mr. Dillon. I would like to put on the table how devastating 
that fuel is. My company this winter was doing a large sewer 
project out through the middle of farm fields where we had to run 
generators to keep the job dewatered. And by the time I got the job 
completed, my fuel to run the generators ran $600,000 over-budget. 
And that comes right off my bottom line. That is a lot of money. 

Mr. Leyden. The solar industry has suffered from a shortage of 
solar modules over the last few years because the demand has been 
so great. So demand is great; that is good. And the industry now 
is catching up to that with more production. And so we feel we can 
absorb — any stimulus that you create can be absorbed by the in- 
dustry. 

We are affected by copper, steel and glass prices, as well, but it 
is a less important component of our costs. 

Ms. Norton. Well, I hate to see that we had to get into a reces- 
sion in order to reduce the cost of oil. But I think I can say with 
some confidence, given the testimony we have heard from econo- 
mists and those before you, that we haven’t even begun to hit bot- 
tom yet. 

And as a result of what we have seen, Mr. Chairman, with the 
crowding of Amtrak, buses and trains, maybe the American people 
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have learned their lesson and won’t quickly go back to raise the 
cost of oil by hopping back into their SUVs any longer. 

In any case, thank you very much for, really, a very important 
hearing, Mr. Chairman, which I think sends a message in and of 
itself: Whatever we do, that we are looking at the real economy 
where the average American spends money, is out of a job, and 
now perhaps sees that we were as concerned with them as we were 
with the top of the economy. It is one economy; you either rescue 
it all, or it doesn’t get rescued. 

Thank you again, Mr. Chairman. 

Mr. Oberstar. Well, thank you, Ms. Norton, for your contribu- 
tions and for your engagement, as always, your intensity to the 
subject matter at hand in true professorial fashion. We are grateful 
for your Chairmanship of the very important Economic Develop- 
ment, Public Buildings and FEMA Subcommittee. You do a superb 
job. 

Mr. Dillon, we haven’t forgotten about underground utility con- 
tractors, by no means. My predecessor in this Committee and in 
my district, John Blatnik, who was Chair for 4 years of the then- 
Public Works Committee, humorously one time suggested that we 
require all sewer and water pipes to be built two feet above ground 
so people would bump into them and notice them. 

Mr. Dillon. I agree, I concur. 

Mr. Oberstar. Because he said, when we get these projects built, 
they are buried in the ground and people forget about them, and 
they come and say, well, John, what have you done for us lately? 
They don’t remember the water and sewer and the other things 
that are below the ground. 

Well, that was tongue-in-cheek, of course, on his part, but our 
water and sewer and sewage treatment facilities are aging. We 
have water systems in the Northeast and New England that are 
100, 150 years old. Some are still wooden water pipes that are de- 
teriorating. 

In the IJistrict of Columbia, in Ms. Norton’s district, almost every 
week there is a report of a water main burst someplace that stops 
traffic and causes delays. And that is because cities don’t have the 
money to go in and repair and replace, as they need to do, as they 
know they must do. 

When we do the I&I, the in-sewer review by television cameras 
of the quality of the piping, cities know where they have to replace, 
where they have to fix, where they have to build new, completely 
take it out and totally replace it, but they don’t have the money 
to do it. 

And for 12 years, the State Revolving Loan fund has been ex- 
pired. And it has been funded year to year by an ever-decreasing 
appropriation. That means fewer laborer jobs. That means less ag- 
gregate. That means less construction, less pipe, less steel. Every- 
thing is hurt when there is a failure to invest. 

And we moved that bill, as I said at the outset, we moved it $14 
billion. But we started with $20 billion. But we had to scale it back 
because of the objections from the Office of Management and Budg- 
et. Well, the Senate hasn’t acted on it. The bill passed this Com- 
mittee, it passed the House overwhelmingly; the Senate hasn’t 
acted. 
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Next year we are going to come back, we are going to come back 
with a bigger bill. We will have a new Office of Management and 
Budget, or at least a new director. I don’t care about the minions 
over there; we will just roll over them. Whatever we have to do, 
we are going to pass something big. We need to do it. The country 
is desperate. 

President O’Sullivan, I like your "paychecks, not stimulus 
checks." I remember in 1975 when President Ford proposed a tax 
credit to stimulate the economy. And the day after he made the 
proposal, I got a call from — it was a $50 tax credit — from a gen- 
tleman who lives in my hometown, not far from our house actually. 
He said, Jim, I went down to Lamport Lumber Yard to ask what 
I could get for 50 bucks, and they said, well, we could sell you a 
screen window. He said, I don’t need a screen window. Why don’t 
you take that money and put it into roads? Well, that is not what 
they wanted to do at that time, and the money went out in those 
little $50 checks. 

A few years passed, and we had the Carter administration. They, 
too, wanted to do a stimulus package with a tax credit. And that 
was $100. Same fellow called. He said, Jim, Lampert Lumber Yard 
is gone because you didn’t buy anything from them, so now it is 
down to only one lumber yard in Chisholm, it is King Lumber. And 
I asked them, what could I do with 100 bucks? And they said, well, 
it could buy you a little screen door or maybe some two-by-fours. 
He said, I don’t need the two-by-fours and I don’t need the screen 
door. Why don’t you go and fix those potholes in our road? 

Well, we are at the same place. And I don’t know what has hap- 
pened to those stimulus checks. Maybe they paid down some credit 
card debt. Maybe they did some other good in some way. Only 
three or four people that I know of have come to me and said, gee, 
that was nice, I put it in the bank, but you should have invested 
in our roadways, you should have invested in our bridges, you 
should have helped us build water and sewer lines. 

And your members are on the bench now. After TEA-21 we had 
3 million new construction jobs in 2 years. And we had funding in 
that legislation for training, Mr. Kaniefski will well recall, for 
training of construction workers. And Mr. Mica and I were talking, 
just before he had to leave and go back to Florida, about providing 
similar language in the upcoming transportation bill to train per- 
haps new workers. Although right now, with 850,000, nearly 
900,000 out of work, we don’t have to do an immediate training 
program. But we might if we are going to expand that workforce. 

Mr. Black, I have heard from your representative in Washington, 
Mr. Hay, about members of your association closing and those who 
are on the edge. How many sand and gravel aggregate producers 
have closed in this last, say, 6 months, and how many are on the 
bubble right now? 

Mr. Black. Mr. Chairman, I don’t have any specific data on that. 
Perhaps Dr. Buechner has some data on this specifically. But I can 
tell you, our own plants, I can tell you we have closed about 10 per- 
cent of our plants. And we are pretty representative of the indus- 
try, and so I would say that is probably the amount that has closed 
across the industry. And so that adds up to quite a few small, sin- 
gle-plant players. 
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Mr. Oberstar. Is the existing capacity capable of responding to 
a stimulus initiative of the kind we are talking about here? 

Mr. Black. Absolutely, sir. The capacity of our plants — again, we 
have closed 10 percent, but the remaining plants are running at a 
fraction of their capability. So, I think industry wide, the industry 
is probably at 60, 70 percent capacity. We are at 50 percent capac- 
ity. And like Mr. O’Sullivan said, there are plenty of workers to 
hire. 

Mr. Oberstar. And if you ramp up, will you hire new people, or 
will you produce with existing workforce? 

Mr. Black. No, we would ramp up. We lost 2,500 employees this 
year. We will probably lose another 2,500 next year. These are all 
employees we would love to hire back. And we will call them back, 
and we will put them to work, and hire new ones. 

Mr. Oberstar. Dr. Buechner, I remember so well my predecessor 
telling me about the early days of the Federal Highway Trust Fund 
and the interstate highway program and how five men, some of 
whose portraits are in the next room, sat around the table to plot 
this out. 

And they rejected the proposal by Eisenhower’s Secretary of 
Treasury to finance the interstate highway system with a bonding 
proposal. They said that we would not only have to pay back the 
capital, the principal of the bonds, we have to pay interest on the 
bonds, and we have to pay fees to bond traders. And instead, they 
proposed the highway trust fund, the three cents. 

And I had asked our Committee staff to get for me the price of 
gasoline in 1956. You had already researched it. That three cents 
represented 10 percent of the cost of fuel. But they didn’t turn 
around and say, "Oh, my God, we can’t tax anything." Like Russell 
Long said, "Don’t tax you, don’t tax me, tax that fellow behind the 
tree." They didn’t run. They said, "This is an investment in Amer- 
ica. This is an investment in the future of this country. It is for 
the good of all of our fellow citizens, for our economy." 

And they found, by February the following year — Eisenhower 
signed the bill in June of 1956, construction started on the inter- 
state in September. By Eebruary of 1957, they needed another 
penny. That additional cent passed the House on a voice vote. You 
can’t pass the prayer on a voice vote today. But there was a con- 
sensus then, and we need that spirit today, of looking over the ho- 
rizon and seeing what is good for America. 

And I am going to travel this country. We are going to drive that 
issue home. We are going to need all the help of all of you at this 
table and all of the others who have testified today to drive that 
message home to America, that we have to reinvest in this country. 
As the commission said, the Transportation Policy Study Commis- 
sion, there is no free lunch. The last time manna came down from 
heaven was 3,500 years ago, and God isn’t doing it anymore. We 
have to provide the funding. 

And our gross domestic product in 1956 was $345 billion. Today 
it is $13 trillion. We had one car per household in 1956. Today we 
have a little over two cars per household. Per household income 
was $4,800. It is $48,000 today. We drive two to three times farther 
in our vehicles today than we did in 1956. We will have to move 
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to a vehicle-mile-traveled-plus-weight formula to finance the future 
in addition to the Highway Trust Fund gas tax user fee system. 

We will find the revenues for it. I am going to move us in that 
direction. This Committee will move together. We will do these 
things. But we have to start right now. And you have laid out the 
ideas for it. 

Now, AGC has suggested a maintenance of effort, which in prin- 
ciple I like the idea. The Senate, in their version of the rescue plan 
or job stimulus program, did have a supplement-not-supplant pro- 
vision. But that raised some questions legally as to what DOT 
would do and what States would do. And then operationally it 
raised some questions that, in fact, we are already finding that 
U.S. DOT is telling States, "Look, if this issue resurfaces, then we 
are going to have to pull back on funding. You may not be able to 
finance projects out of your TIP," your transportation investment 
plan. 

And while we want, in fact, the concept of supplement, not re- 
place, State funding, we are going to have to word that in such a 
way that the DOT can’t mess it up and use it as a drag on the 
economy or drag on the program rather than a stimulus to the pro- 
gram. So if your staff have some ideas about how we can fashion 
that language, we would welcome your input. 

And I have already talked about the underground utilities. In 
fact, my predecessor, John Blatnik, spoke at the very first meeting 
of your organization in 1972 in New Jersey. 

Mr. Dillon. That is great. He liked drinking water too, espe- 
cially clean. 

Mr. Oberstar. And you have already very aptly cited the dete- 
rioration of the Nation’s waters. Mr. Drakos already talked about 
loan guarantees for short sea shipping. 

Mr. Leyden, we have under the jurisdiction of this Committee 
367 million square feet of Federal civilian office space. The elec- 
tricity bill is $500 million a year. We could cut that 40, 50 percent, 
maybe more, with photovoltaics alone. We have directed, in the en- 
ergy bill legislation from this Committee, the GSA to survey every 
Federal civilian office building in this country for its photovoltaic 
capacity, whether roof or wall or in other fashion, compact fluores- 
cent substitute for incandescent lights, and other energy-saving ini- 
tiatives that we spelled out, and I will not go into detail, in that 
legislation. And those surveys are under way. 

Mr. Leyden. Good. 

Mr. Oberstar. But in 1977, I was my second term. I had, just 
quite by accident, an opportunity to chair a hearing of the Public 
Building Subcommittee on a study by the sheet metal workers’ 
union and a group of economists to convert Federal civilian office 
space to a photovoltaic uses and source of energy. And the price of 
electricity from photovoltaics was $1.25 per kilowatt hour and 
seven cents on the investor-owns. They estimated that with a $175- 
million-a-year investment over 3 years, convert the buildings, you 
create a market for the private sector to produce. Government to 
consume, and it would create 130,000 sheet metal worker laborer 
and electrical worker jobs. 

I thought it was a good idea, so I had the staff draft the bill, and 
I testified at our own Committee hearings on behalf of it. Senator 
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Humphrey picked it up over there, he got it passed. Carter signed 
it, put the $175 million in his last budget, lost the election, and 
Reagan abolished the alternative energy program. It set us back 30 
years. 

Mr. Leyden. That is when I started my solar business. 

Mr. Oberstar. But then, in the private sector, you and others 
continue to produce quality — look, if it is good enough for the space 
program, it is good enough for us on Earth. If it is good enough for 
the Forest Service to use in remote sensing stations, or the Park 
Service, it ought to be good enough for our Federal office buildings. 

And we can do these things, and we are going to make a dif- 
ference in America. We started with the Department of Energy, 
and we are going to continue and save taxpayer dollars and save 
adverse inputs into the environment. 

Well, thank you for your patience in listening to my soliloquy. 
But I love what you are doing. You have made a great contribution 
to our hearings. 

We are going to now fashion these recommendations into a larger 
legislative initiative. We will have it ready for the House to con- 
sider on November 17, when we reconvene after the election. 

Now, call your Members of Congress, Senators, tell them to sup- 
port us. I know we will have good bipartisan support for this legis- 
lation. 

Thank you very much. Thanks to all of our witnesses today. 

The Committee is adjourned. 

[Whereupon, at 4:25 p.m., the Committee was adjourned.] 
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U.S. Representative Michael A. Arcuri 
Committee on Transportation and Infrastructure 
Opening Statement for Full Committee Hearing 
October 29, 2008 

1 would like to thank Chairman Oberstar for holding this important hearing. 
Americans are in the midst of an economic crisis. The turmoil on the financial markets has 
left all Americans wondering what has or will become of their life savings or their 
retirement or pension. These are uncertain economic times - companies are scaling back 
production and laying off workers. Each day brings renewed fears of what lies ahead. 
People are looking to their government for the leadership and resolve to steady this 
economy and guide the way safely through these economic times. You have shown that 
leadership, Mr. Chairman, on this committee and set the example for all of us in Congress. 

1 applaud the immediate action that you have taken to explore the opportunities 
that this committee has to address the needs of our nation’s economy. Every member of 
this committee is aware that the current administration has consistently underfunded or 
cut funding for our nation's critical infrastructure needs over the last eight years. It is 
something that we have heard at numerous hearings. The Army Corps of Engineers has 
such a backlog of existing projects that they are unable to address new needs that arise. 
Mother Nature has turned a blind eye to our budgeting constraints and many areas have 
suffered from flooding or hurricanes that desperately require Federal support. 

In fact, one such recent disaster - flooding during the summer of 2006 - caused 
damage that local communities in my Upstate New York district are still working to repair. 
One of the projects aimed at correcting this damage and protecting one of the communities 
I represent from future damage is what prevents me from attending this hearing today. 

The City of Oneonta, New York, which 1 represent, lies at the headwaters of the mighty 
Susquehanna River. Of course, the Susquehanna is not usually anywhere near as mighty in 
my district as it is where it enters the Chesapeake Bay. But for two days in July 2006, heavy 
rains caused severe flooding that flooded towns and cities, washed out roads and sections 
of the Interstate and even, sadly, claimed lives. 
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Funding shortages have slowed efforts to restore local flood control infrastructure 
in many of these communities, but the City of Oneonta is today at a critical juncture in its 
efforts to reconstruct its raceway that diverts stormwater and overflow from the City’s 
reservoirs away from residents and businesses. This morning, 1 am meeting with local 
officials in an attempt to help forge a consensus between them and the concerned state and 
federal agencies, so that construction can finally begin on this important project. 

While this matter prevents me from attending today's hearing, 1 understand the 
business before the committee is of great importance as we investigate the ways in which 
an immediate investment in infrastructure might generate the sort of long-term economic 
stability that our economy needs. Infrastructure and transportation projects that sit ready 
to be constructed, but for a lack of funding, have the potential to create thousands of jobs 
and get unemployed Americans back to work. At the same time, completing these projects 
will strengthen the public infrastructure that drives the engine of local economic 
development initiatives across the country. 

1 anticipate that many of our witnesses will speak to the importance of providing 
immediate funding for water infrastructure, highway and bridge projects. In addition, 1 
hope that some consideration will be given to addressing the challenge of expanding our 
broadband infrastructure, particularly in the more rural areas of our country. Funding 
from the Public Works and Economic Development Program of the Economic Development 
Administration can be utilized by state and local governments and non-profit organizations 
to make critical improvements to telecommunications and broadband infrastructure. 
Projects carried out under this program are designed to enhance public infrastructure in 
rural, economically stressed areas in order to facilitate business creation, expansion or 
retention. 

Expanding rural broadband access can help attract new businesses to these areas. 
Allowing states and local governments access to funds through the Public Works Program 
to expand broadband access may be necessary to overcome barriers and disincentives that 
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may prevent private entities from investing in broadband expansion in these areas. A new 
study released this week has found that telecom companies may be discouraged from 
expanding broadband access because they receive greater fees for carrying traditional, 
hard-line phone calls than they do cellular or VOIP (voice over internet protocol] calls. If 
this is in fact the case, it is imperative funds for broadband be available to local 
governments and non-profits so that economic development efforts in these areas are not 
stymied. This is a topic of great interest to me and I hope that we on the committee will 
give it increased attention in the coming months, and consider funding broadband 
expansion into rural unserviced areas as part of the infrastructure developments necessary 
to move our country forward. 

Though 1 am unable to be here today, 1 look forward to reading the testimony of the 
witnesses as to the number of projects awaiting funding, of the jobs they will create and the 
extent to which their completion will address our critical infrastructure needs. Thank you, 

### 
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OPENING STATEMENT OF 
THE HONORABLE RUSS CARNAHAN (MO-3) 

HOUSE TRANSPORTATION AND INFRASRUCTURE COMMITTEE 

Hearing On 

Investing in Infrastructure: The Road to Recovery 

Thursday, October 28, 2008 

##### 

Chairman Oberstar and Ranking Member Mica, thank you for holding this important 
hearing to examine how investment in infrastructure will lead to economic recovery and 
job creation. 

Last month eighty percent of states reported jobs disappearing, almost doubling from the 
number of states in August. Just recently Federal Reserve Chairman Ben Bemanke along 
with a majority of surveyed economists voiced support for Congress to pass a second 
economic stimulus package that would include funds for roads and bridges. By providing 
funds to America we can mend a two-fold problem that involves a deteriorating 
infrastructure and increased domestic job loss. 

While certain infrastructure projects may require lengthy processes there is a subset of 
projects that can have an immediate effect. For example in my home state of Missouri, 
the seventy year old Brownville Bridge is structurally deficient; it has a rating of 3, which 
is lower than the rating of the 1-35W bridge that collapsed in Minnesota. The Brownville 
Bridge rating shows a serious condition that if dropped to 2 would cause the bridge to 
close and would force fellow Missourians to make a 123-mile detour. However, this can 
be avoided by adding meaningful jobs to the American workforce. 

By including infrastructure into the economic stimulus package it will ensure that the 
effects from these investments will be experienced in the United States. Not only would 
the construction work be done here, but most transportation construction materials and 
equipment are manufactured here in the United States. 

We can rebuild our roads and American's wallets by taking action now. 

In closing, I want to thank our witnesses for joining us today to share their prospective on 
what can be done to get on the road to recovery by investing in infrastructure. 


##### 
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Statement by Congressman Jerry F. Costello 
Committee on Transportation and Infrastructure 
Investing in Infrastructure: The Road to Recovery 
October 29, 2008 

Thank you, Mr. Chairman. I am pleased to be here today as 
we examine how infrastructure investment contributes to job 
creation and economic recovery. I would like to welcome today’s 
witnesses. 

The United States has an extensive system of highways, 
ports, locks and dams, and airports. Yet, we have neglected our 
infrastructure over the years and as a result, it needs major 
improvements and modernization. According to the Department of 
Transportation’s Conditions and Performance Report, 57.8 percent 
of travel occurs on roads with less than “good” ride quality; 13.1 
percent of highway bridges are strueturally deficient; and 13.6 
percent of highway bridges are functionally obsolete; and over one 
half of all urban rail transit stations are substandard. 


These statistics, coupled with our failing economy and a 
skyrocketing national unemployment rate - which is particularly 
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high in the construction industry, reaching 9.9 percent in 
September 2008 - demonstrate that we must make the necessary 
investments in our transportation and other public infrastructure. It 
is critical to our nation’s economic growth, our competitiveness, 
and the quality of life in our communities. That is why I have 
consistently said that any economic stimulus legislation we 
consider must contain an infrastructure component because of the 
job creation perspectives. 

According to the Transportation for Tomorrow report, a 
significant surface transportation investment gap exists that can 
only be filled by an annual investment level of between $225 
billion and $340 billion by all levels of government and the private 
sector. If we look at our current capital investment from all 
sources in all modes of transportation, it is $85 billion, well below 


the recommended level. 
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I am Chairman of the Aviation Subcommittee and we 
continue to struggle with congestion and delays and modernizing 
our air traffic control system. According to the FAA’s Operational 
Evolution Plan (OEP), new runways and runway extensions 
provide the most significant capacity increases. The FAA’s 2009- 
2013 National Plan of Integrated Airport Systems (NPIAS) states 
that during the next five years, there will be $47.9 billion of AIP- 
eligible infrastructure development, an increase of 21 percent 
compared to the last NPIAS. And, the FAA and other airport 
groups have stated that the current NPIAS report may understate 
the true cost of needed capital investment. 

As you can see, aviation infrastructure is much-needed and 
that is why in HR 2881, the FAA Reauthorization Act of 2007, we 
increased the PFC and also increased the authorization for AIP by 
$4 billion over the Administration’s proposal. Further, I am 
supportive of HR 7110, the Job Creation and Unemployment 
Relief Act of 2008, which provides $600 million for aviation and 
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$30 billion total for transportation programs that could create or 
sustain more than 834,000 jobs. 

By investing in our infrastructure, we accomplish many very 
important goals - we can reduce congestion and delays in our 
skies, on our roads, in our ports and on our waterways which is 
costing us excessive amounts of money, we increase safety and 
improve efficiency, we put people to work and we strengthen our 
economy. HR 7110 can ensure we make the necessary 
improvements to our entire transportation system and that the US 
economy remains strong. I am interested in hearing more from our 
witnesses on these issues. 


With that, I look forward to today’s hearing as we discuss 
infrastructure investment and economic recovery. 
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COMMITTEE ON TRANSPORTATION & INFRASTRUCTURE 



Thank you for convening this critical hearing to 
give us the opportunity to examine how 
investments in needed infrastructure 
improvements can help support our nation’s 
economic recovery while contributing to our 
renewed economic growth over the longer term. 
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Our nation confronts a staggering economic 
crisis that reaches now to every industry, every 
community, and essentially every family. 

In response, the Congress has already approved 
a massive expenditure of taxpayers’ money to 
bring stability to the financial system, including 
by providing a direct infusion of cash into U.S. 
banks. 


2 



However, to the dismay of many of us in the 
Congress, this money may not yield the benefits 
to average Americans that it was intended to 
provide because it appears that many banks are 
reluctant to lend the aid they are receiving to the 
businesses and borrowers that so urgently need 
credit. 

Thus, despite unprecedented interventions - 
interventions which I believe should come with 
strict conditions - the U.S. economy appears 
headed toward a recession. Our nation has 
already lost 760,000 jobs so far this year. 
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including 340,000 jobs lost in the construction 
industry alone. 

Too often in the past, Congress has failed to take 
action to support economic recovery until after 
the worst of an economic crisis has passed. 

To ensure that we don’t make the same mistake 
again, the Congress should enact legislation now 
that will support both our immediate economic 
recovery and our long-term growth. 
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Though it is not the purview of this Committee, 
I believe that such legislation must include the 
extension of unemployment benefits and the 
expansion of food stamp benefits. 

This legislation must also provide funding for 
infrastructure projects that can be initiated 
during the coming months. 


Declining revenues into both the federal and 
state transportation trust funds are destroying 
jobs, leaving states struggling to keep up with 
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maintenance needs, and causing states to delay 
planned projects. 

My own state of Maryland recently announced 
more than $1 billion in cuts to its multi-year 
transportation program - as Maryland 
Transportation Secretary John Porcari will 
discuss during his testimony. 

In this economic environment, investments in 
infrastructure - unlike, apparently, bailouts to 
banks - can effectively create good-paying jobs 
while supporting the repair and expansion of the 
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infrastructure that will carry a recovering 
economy forward. 

Importantly, as Chairman of the Subcommittee 
on Coast Guard and Maritime Transportation, I 
believe it imperative that federal infrastructure 
investments target water-borne transportation as 
well as the other surface modes. 

For example, under the Truman-Hobbs program, 
the Coast Guard is currently altering several 
bridges around the country to ensure they are not 
obstructions to navigation. Accelerating these 
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bridge modifications will provide additional jobs 
while improving navigation. 

Additionally, I note that the second hearing I 
convened in the Coast Guard Subcommittee 
during this 1 10‘*^ Congress examined short sea 
shipping, which is the movement of goods by 
water from one U.S. port to another or between a 
U.S. port and a port in Canada. 
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During that hearing, the Subcommittee received 
testimony from experts in the maritime industry 
indicating that one of the biggest impediments to 
the expansion of short sea shipping is the Harbor 
Maintenance Tax. 

The Harbor Maintenance Tax adds costs to 
waterborne transportation that are not applied to 
landside transportation. Additionally, because 
the tax must be paid by each shipper with a 
piece of cargo on a ship - rather than by the 
owner of the ship - and because cargo can even 
be double-taxed under certain circumstances, the 


9 



133 


Harbor Maintenance Tax has the perverse effect 
of encouraging transportation by modes other 
than water, which only adds to congestion on 
those modes. 

I introduced legislation - H.R. 1499 - to exempt 
short-sea shipping from the Harbor Maintenance 
Tax. The CBO has prepared a preliminary 
estimate indicating that this measure would cost 
only $12 million in total forgone revenue to the 
Harbor Maintenance Trust Fund over 10 years. 
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Given the Harbor Maintenance Trust Fund’s 
multi-billion dollar balance, this is an affordable 
investment to expand the environmentally 
friendly movement of freight by water and I 
urge that it be considered for inclusion in any 
new legislation enacted by Congress to support 
economic recovery. 

I again thank Chairman Oberstar for convening 
this hearing and for continually pushing our 
nation to invest in our own future by investing in 
infrastructure. I also applaud Ranking Member 
Mica for his leadership - and I yield back. 
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Full Committee Hearing on Investing in Infrastructure: The Road to Recovery 

October 29, 2008 

Statement for the Hearing Record 

Rep. Thelma Drake (V A-02): 

Our nation is facing many diverse transportation challenges. Our nation’s infrastructure has 
begun to show its age and congestion across alt modes of transportation has become a major 
concern not only in our day to day quality of life but also economically in the movement of goods 
and services. 

I believe that investment in infrastructure is a fundamental federal responsibility and should be a 
top priority f or federal f unding. O ur nation ne eds a 21 st Centur y infra st ructure t o meet the needs 
of a 2 1st Century economy. 

Recently, tliene has been much discussion both on Capitol Hill and in the news media about the 
possibility of a second economic stimulus package. Should a stimulus bill be determined 
necessary, I believe it must be well targeted so that its impact would be felt soon, get maximum 
benefit in terms of economic impact, and not increase the long-term deficit. Above all, I hope 
that bipartisan cooperation will prevail at a time when the American people need it most. 

Since Joining the Committee at the beginning of this Congress, we have operated in this way. We 
have worked together to address shortfalls in our nation’s Highway Trust Fund to maintain, build 
and repair our nation’s roads and bridges; improve our nation’s water infrastructure, support 
additional funding for bridge repairs, reconstruction or replacement; and support new efforts in 
Passenger Rail improvement and High Speed Rail development among others. We must continue 
to reach across the aisle to work together for the best interest of our nation and its people. 

Building our nation’s infrastructure and creating jobs should be considered as a goal of any 
economic stimulus measure. This should not be an opportunity to weigh down legislation with 
pork barrel spending and new programs. We should move forward with projects critical to 
improving our deteriorating infrastructure and providing out-of-work Americans with jobs. 

! have been working to advance the Heartland Corridor project as well as the use of our maritime 
highway system through Short Sea Shipping. The Heartland Corridor project will provide port, 
rail and infrastructure improvements to increase intermodal freight capacity on rail lines that run 
from the port of Hampton Roads, Virginia through to the Midwest. This effort will expedite the 
delivery of cargo shipments to the Midwest from the East Coast and will reduce highway 
congestion by diverting truck traffic. Short Sea Shipping can help maximize the use of our 
underutilized waterways to relieve congestion in Hampton Roads and to move freight in a more 
efficient and environmentally friendly manner. 

Both of these projects are examples of what could be considered as part of a transportation 
package in any stimulus measure. These projects and others like them, will create jobs, relieve 
congestion, and provide needed efficiencies in our transportation infrastructure, which is the 
backbone of our nation’s economy. 
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Statement for the record by Rep. John Hall 
Transportation and Infrastructure Committee 
Investment in Infrastructure; The Road to Recovery 
October 29, 2008 

Mr. Chairman, I would like to begin by thanking you for calling this important 
hearing today. I don’t need to tell you that we are in the midst of a period of economic 
turmoil that may be the greatest threat to our prosperity since the Great Depression. 
Americans from all walks of life are nervous about their savings, their homes, and their 
futures. While the troubles on Wall Street seem to get the majority of the press coverage, 
Main Street has not been immune irom trouble. The national economy has lost almost 
600,000 jobs since January. And in the last year, the national unemployment rate has 
risen almost 45%, increasing from 4.3 percent to 6.1 percent. It has become abundantly 
clear that we need a new Economic Recovery package to stimulate the economy and get 
people back to work. 

At the same time, the infrastructure that America depends on to function, our 
roads and bridges, our water and sewer treatment plants, our rail system and our airports 
and our rivers, dams and locks are aging rapidly and not being given the upkeep they 
need to continue functioning as they must. It is a tragic fact that infrastructure is taken 
for granted until it fails, and in some cases, our infrastructure is getting far too close to 
failing. In ray district alone there are 13 bridges that are considered structurally deficient 
by the Department of Transportation. Yet we are not putting the investment in place to 
make the repairs that are necessary to fix those structures and make up for years of 
neglect. As a result, deficient structures are not being repaired, and pose ever greater 
danger to our safety, and more and more structures are becoming structurally outdated 
and worn down, substantially increasing the risks we face. 

As I believe this hearing will demonstrate, by increasing our investment in 
American infrastructure we can help solve both of these problems at once. Any 
infrastructure investments we fund will make a long lasting and tangible, positive impact 
on the assets of this country, and at the same time create jobs in industries that have 
struggled the most in recent years. 

We have a tremendous backlog of urgent highway and bridge investment needs 
that we could implement quickly if the funds are made available. Higher gas prices have 
pushed more riders onto railroads and other public transportation which continue to 
provide service despite increased costs and budget costs. Investment in public 
transportation, including increased parking capacity at existing train stations, is a sure 
way to improve service, increase ridership, save energy and complete long overdue 
maintenance and repair. We also need to invest in water and sewer inlfastructure to 
protect our water resources and implement an increased amount of federal support for the 
construction and repair of our waterways. Vital projects that deal with flood control, 
navigation, ecosystem restoration, and water supply must receive increased funding to 
provide full protection to our lives and our natural resources. 
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In addition, this investment will be an important stimulus for economic growth. 
From our country’s earliest days, investment in infrastructure has been accompanied by 
increased growth and enhanced prosperity. To give a real life example, the construction 
industry is suffering among the highest unemployment rates of any industrial sector, with 
more than 800,000 construction workers out of work. Increasing infrastructure 
investment will be the shot in the arm the construction industry needs, from which the 
ripple effects will go a long way towards improving the economy as a whole. 

We have an opportunity to produce a trifecta of benefit to our country through 
increased investment in renewable energy infrastructure, weatherization, and high 
efficiency buildings. I have personally helped install solar photovoltaic systems in both 
commercial and residential buildings in my district and help West Point begin to plan 
wind, solar, geothermal and E-85 projects on the base. However, the demand in New 
York's Hudson Valley for green buildings and energy systems far exceeds the financing 
currently available. Investment made on this front will not only increase employment, 
putting money into the local economy, but they will also reduce our dependence on 
foreign oil and our pollution and emissions including greenhouse gases. And there 
positives go well beyond that. The new vertical-axis wind turbine which was just 
installed on the roof of an office building in Poughkeepsie, NY, is as beautiful as a 
sculpture, does not have to rotate to face the wind, is self regulating in a high wind event, 
and cannot throw a blade. The success of this turbine opens the possibility that every tall 
building in America could generate at least some of its own power. Mayor Bloomberg of 
New York has proposed a similar if more expansive program for a "Sustainable New 
York," a plan that includes creative uses of renewable energy, and would lead to a 
significant number of new jobs in the area. 

It’s clear that investing in our infrastructure to meet demand while creating jobs 
and spurring economic recovery is a win-win scenario, but we can do even better with the 
above win-win-win approach. This Committee has already been highly aggressive in 
promoting mass transit programs, the expansion of freight rail services, and other 
methods to break our dependence on foreign oil. This Committee lies at the nexus of the 
efforts to revitalize our economy, modernize our transportation infrastructure, and 
achieve energy independence. We have an opportunity to pursue transformational 
solutions that will address all of these needs and ensure a prosperous nation for future 
generations. I thank the Chairman for holding this hearing. 
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Rep. Insiee Statement for the Record 
Committee on Transportation and Infrastructure 
Hearing on Investing in Infrastructure: The Road to Recovery 
October 29, 2008 


Mr. Chairman: I sincerely appreciate you holding this timely hearing to address strategies to 
invest in our nation’s infrastructure. 

As you and the members on your Committee know, our nation is in a critical situation. Gas 
prices are in flux, food prices arc rising and the unemployment rate is at a staggering 6.1%, the 
highest level in five years. Additionally, our nation’s transportation sector produces one-third of 
all carbon dioxide (C02) emissions in the U.S. and is the fastest growing source of domestic 
greenhouse gas emissions. More than ever, our nation is in need of an investment In green 
transportation infrastructure, and a substantial federal investment in this area would provide 
financial relief to families facing high fuel prices and increase our nation’s investment in a clean 
energy economy. 

I strongly believe that investing in green transportation infrastructure will not only create jobs 
but will create an affordable, reliable alternative for people’s transportation needs while 
combating climate change. Studies have shown that for every billion dollars of federal 
investment in public transportation infrastructure 35,000 new Jobs are created. Additionally, $10 
million in capital investment in public transportation systems equals $30 billion in increased 
business sales. 

There are a number of green transportation infrastructure provisions that fall within the 
Jurisdiction of this committee that will put people to work and create alternative, cost effective 
solutions for our nation’s transportation needs. Those provisions include bus, rapid transit and 
light rail infrastructure as well as freight rail infrastructure and rural economic development. 
Additionally, the outcomes of these jobs address the long term threat of global warming. 
Therefore, in the context of the forthcoming stimulus package, I urge the members of this 
committee to request that a significant portion of funds get dedicated to provisions that will 
create transit and infrastructure projects that help to reduce our country’s fuel consumption. 

nONTEO ON RECmEO PAPER 
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The Monorabie James Oberstar 
Chairman 

Committee on Transportation 
and Infrastrucutrc 


I'he Honorable John Mica 
Ranking Member 
Committee on Transportation 
and Infrastructure 
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2165 Rayburn House Office Building 2163 Rayburn House Office Building 
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Dear Cltairman Obcrsiar and Ranking Member Mica; 

{ want to thank you for convening yesterday’s hearing on the importance of including 
funding for infrastructure projects upconring economic stimulus legislation. The hearing 
showed the bnxKi consensus that investment in our nation’s infrastructure will go a long 
way toward putting Americans back to work. 

As YOU Avill recall, one of my main ]X)ints at yesterday’s hearing was the fact that in order 
to be iruiy simuhuive to our economy we must target stimulus dollars to states that are 
experiencing the worst effects of the economic downturn. We need to put people back to 
work ail across America, but it is particularly important that we do so in the stales that are 
experiencing the highest unemployment. It simply makes no sense to try and pul more 
people to work in areas that do not have as serious economic challenges. 

< jovernor Cor/ine provided an interesting parallel to this concept during the hearing. 
When the fedenti gcnemmeni distributes homeland security dollars to stales, they do so 
based on where the throat is the greatest. While every stale gels something, the majority 
of the funding is direcled to places where the threats mid fallout of a terrorist attack are 
most serious, Likewise, efforts to stimulate the economy should be directed to the areas 
tluU arc experiencing the greatest economic challenges. 

t he stimulus legislation that passed the Hou.se in late September provided signilicanl 
I’unding for infrtistrucuirc improvements across the country, and I was proud to support it. 
! lowevcr. the transponaiion dollars were slated to be distributed based on the formula 
u.sed for existing higinvas di.stribulions. This formula is inadequate as it has no regard for 
unemployment in cadi slate, but rewards stales under the same donor/donee status. My 
home state oiM ichig.in i.s a donor stale and has the dubious distinction of having the 
i'.ighe.si unemnk'N ment rate in the nation. If we are to continue following the existing 
formula, the hard pressed taxpayers of Michigan would actually be subsidizing efforts in 
otlicr states ihat are not experiencing near our level of economic difficulty. That i.s 
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simply wrong and goes against the goal of providing a needed stimulus. Combine this 
with the fact thttt the dollars we are to be appropriating will come from the general fund 
and not the transportation fund and there is simply to no reason why the current highway 
funding formula tiiust be followed. If we are serious about infrastructure funding as a 
stimulus, then how wc distribute these dollars must take into account current economic 
realties. 

1 would like to work vviih you as you craft the provisions for a new stimulus package to 
incorporate a new formula. Per the testimony of Dr. .lohn Irons, this formula should take 
into account unemployment rates in each stale. Through a new formula, we can ensure 
that siiimiki.s dollars ilow lo the places where they can provide the most benefit and put 
tiie most people back to work. 

f hank you for your attention to this letter and your cooperation on this issue. 

Sincerely, 

Candice S. Miller 
Member of Congress 


Cc; Michigan Congre.ssional Delegation 



141 


Statement of Representative Harry Mitchell 
House Transportation and Infrastructure Committee 
"Investing in Infrastructure: the Road to Recovery" 

October 29, 2008 

Thank you, Mr. Chairman for holding today's hearing, through which we will examine 
how investing in infrastructure contributes to job creation and economic growth. 

In Arizona, we've already seen how investing in transportation projects stimulates local 
economic development. 

For example, consider the Phoenix area's new light rail system. The system isn't 
scheduled to open until December of this year, but it is already having a major positive 
impact on our economy. As of Spring 2007, the City of Phoenix Downtown 
Development Office estimated that the light rail project has already encouraged more 
than 3.5 billion dollars in development, including 8.25 million square feet of commercial 
space and over 6,000 residential units. 

However, due to a struggling U.S. economy and serious budget deficits in states like 
Arizona, thousands of planned highway and transportation projects have been stalled. 
Recently, I voted for and the House passed legislation to invest in $30 billion in ready to 
go transportation and public infrastructure projects, the Job Creation and Unemployment 
ReliefAct, H.R. 7110. 

In addition to local commercial development, this investment would stimulate the U.S. 
economy by creating approximately 834,000 jobs and utilizing American manufactured 
construction materials and equipment. 

This investment would be critical for Arizona where the Arizona Department of 
Transportation (ADOT) has estimated that there are approximately 72 highway projects 
and 6 transit projects that are ready to go within three months. 

The committee has brought together a distinguished group of witnesses today, and I look 
forward to their testimony. 
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Statement of 

The Honorable James L. Oberstar 
Committee on Transportation and Infrastructure 
Hearing on “Investing in Infrastructure: The Road to Recovery” 
October 29, 2008 

Today’s hearing will highlight the role of infrastructure investment as a critical 
factor in restoring the nation’s economic health by creating jobs - real jobs. Nearly a 
million construction workers are on the bench; the construction industry is suffering 
the highest unemployment rate (9.9 percent) of any industrial sector; and construction 
firms are operating on the margin or worse. Three stark, compelling reasons for 
decisive action: to invest in America, rebuild our economy, and put Americans back 
to work. 

From the Works Progress Administration of the Great Depression, to the 
Accelerated Public Works Act of 1962 and the Local Public Works Capital 
Development and Investment Act of 1976, investment in public infrastmcture has 
created and sustained jobs in difficult economic times, and it can do so again today. 

In September, the House of Representatives overwhelmingly passed H.R 7110, 
the “Job Creation and Unemployment Relief Act of 2008”. The biU provided $61 
billion to help restore the economy, including $30 billion for highway, bridge, public 
transit, Amtrak, airport, wastewater, and Coips of Engineers infrastmcture investment 
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within the jurisdiction of the Committee on Transportation and Infrastructure. These 
funds were to be distributed by existing statutory formulas or administrative 
competitive selection processes; the bill included no earmarks . Regrettably, the White 
House threatened to veto the bill and Senate Republicans killed it prior to the 
September adjournment. Had the White House not opposed that biU, construction 
workers would have been looking forward to jobs in December. 

The need for REAL jobs has grown more acute. This Congress will not lament 
from the sidelines; the House and Senate will consider a new economic recovery and 
job creation initiative two weeks after the November 4 election. We in this 
Committee know that infrastructure investment creates family-wage construction 
jobs, and spin-off benefits that ripple throughout the economy. 

These construction jobs will not be outsourced to another country; the work 
will be done in the United States because roads, bridges, transit and rail systems, 
airports, waterways, and wastewater treatment facilities are here, in our towns and 
cities. In addition to the on-site construction jobs, other construction and 
manufacturing jobs will be created at home producing the steel, aggregates, asphalt, 
cement, and construction equipment used in these projects. 


2 



Funding for transit agencies and Amtrak to buy rolling stock will generate U.S. 
jobs as well. Example: Virginia Railway Express (‘'VRE”) says that if more funding 
were available, it could immediately exercise options under a contract with 
MotivePower, Inc. to buy 15 commuter rail locomotives, which will help VRE meet 
its crushing ridership demand by running longer trains (eight- and ten-car trains). 

This scenario doesn’t just help Northern Virginia; it also helps the economy of Boise, 
Idaho, where MotivePower manufactures these locomotives. The Muncie, Indiana 
Transit System reports that, if additional funding were available, it could exercise 
options under a contract with GiUig Corporation to buy four replacement hybrid 
electric buses, which are manufactured in Ha 5 rward, California. 

Infrastructure investments will put construction workers back on their jobs, 
and improve our deteriorating infrastructure. At current levels of investment, this 
country is falling further and further behind on our physical infrastmcture needs, and 
that has devastating impacts on our economic growth, our quality of life, and our 
safety. 


Various economists over many years have said that it takes too long for 
infrastructure programs to stimulate the economy. Some projects do require years of 
engineering and environmental analysis, but these projects — such as maintenance and 



145 


repair of existing facilities - can move very quickly, with work beginning within 90- 
120 days, or less. 

In January 2008, a survey of State Departments of Transportation by the 
American Association of State Highway and Transportation Officials (“AASHTO”) 
identified 3,071 ready-to-go highway and bridge projects with a total cost of |17.9 
billion that could be under construction within 90-120 days. 

Similarly, an October 2008 survey of public transportation agencies by the 
American Public Transportation Association identified 559 ready-to-go transit 
projects at a total cost of $8.03 billion. 

And a recent survey by the Council of Infrastructure Financing Authorities and 
the Association of State and Interstate Water Pollution Control Administrators 
identified $9.12 billion in ready-to-go Clean Water State Revolving Fund projects in 
25 states that cannot be funded within existing appropriation levels. 

Clearly, there is a huge backlog of infrastmctiire projects that ate ready-to-go, 
as soon as additional funds are made available. 


4 



146 


For today’s hearing, we have assembled a broad range of witnesses, 
representing all areas of the country and aU types of infrastructure. We will hear from 
State and local officials, construction contractors and suppliers, and representatives of 
the Building Trades, from New Jersey to California, and from Georgia to Ohio, 
Indiana, and Kentucky. 

We will address several issues, including; 

the state, regional, and local perspectives on infrastructure investment needs; 

5^ the current state of the economy, particularly the construction industry; 

^ the effect that increased infrastmcture investment would have on our economy; 

^ the ability of state and local governments to immediately invest these funds in 

ready-to-go projects; and 

y the ability of construction workers and industry to meet the challenge and 
quickly ramp up operations. 

The economic news just keeps getting more dismal each week, growing worse 
each day; we have to act. It is time to invest in America, rebuOd our economy, and 
put America back to work. 


5 
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STATEMENT OF REPRESENTATIVE SILVESTRE REYES (TX-16) 
U.S. HOUSE OF REPRESENTATIVES 
FOR THE 

HOUSE COMMITTEE ON TRANSPORTATION AND INFRASTRUCTURE 
HEARING ON INVESTING IN INFRASTRUCTURE 
OCTOBER 29, 2008 


I would like to begin by thanking Chairman Oberstar and Ranking Member Mica for holding this 
very important hearing today. 

Before coming to Congress, I served for 26 'A years in the U.S. Border Patrol. Half of that time I 
was a Border Patrol Sector Chief, first in McAllen, then in El Paso. As the only Member of 
Congress with a background in border enforcement, I am sensitive to the various elements we 
need to consider not only to secure our nation’s borders but also to protect legitimate commerce. 

During my tenure with the Immigration and Naturalization Service, I spent four years at the El 
Paso international bridges where I helped facilitate the flow of trade into our country. Because 
Canada and Mexico are our first and second largest trade partners and 88 percent of that trade 
moves by land, I know that the condition of our land ports of entry is critical to ensuring efficient 
trade. However, increased wait times at these ports due to infrastructure deficiencies pose a 
major problem. 

Our nation’s international bridges have been neglected, contributing to the increase of bridge 
wait times sometimes up to three hours at many ports. This problem must be solved. 
Manufacturers have developed highly integrated production systems across our borders, and 
efficient borders are critical to supporting the production of billions of dollars in goods and 
services every year. Freight coming across the border includes critical components needed for 
completing the manufacturing process of goods in the United States. Some of these products 
require that partially assembled parts go back and forth across the border, sometimes three or 
four times. Therefore, delays at our ports of entry can result in increased transportation costs and 
interruptions in manufacturing and delivery cycles. The federal government must help repair our 
international bridges to enhance security while improving the flow of trade and commerce. 

According to the General Services Administration (GSA), the nation’s land ports of entry are 
faced with over $5 billion in deficiencies which could take, at the current construction allowance, 
close to 40 years to address. This construction backlog does not take into account increased 
traffic. Trade using surface transportation between the United States, Canada and Mexico was 
15.9 percent higher in July 2008 than in July 2007, according to the Bureau of Transportation 
Statistics (BTS). Our land ports of entry saw a 9.9 percent increase in the use of trucks to 
transport goods across our borders during this same period. As reported by BTS, these upward 
trends have been evident for the last ten years. 

To further illustrate the importance of our international bridges, I will provide you with a few 
examples. On an average day during fiscal year 2007, my district of El Paso saw over 95,500 
crossings, both travelers and cargo, in what is one of the largest binational metropolitan regions 
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in the world. A 2007 study showed that a one percent decrease in crossings would result in a lost 
of $76 million in retail sales and 1,500 jobs in El Paso alone. A 2005 study conducted by the 
San Diego Association of Governments on the economic impacts of wait times at the San Diego- 
Baja California border estimates that inadequate infrastructure capacity costs the U.S. and 
Mexican economies an estimated $6 billion in gross output and 5 1 ,325 jobs are sacrificed 
because of the reduction in output. 

After participating in many meetings with stakeholders along the border, I drafted H.R. 5662, the 
Putting Our Resources Towards Security Act, or for short, the PORTS Act. The bill would 
authorize $5 billion in funding for GSA to allow for reconstruction and repair of the nation’s 
land ports of entry. GSA has been working diligently to complete as many border infrastructure 
improvement projects as possible with their limited funds; however, GSA is prepared to begin 
construction on a number of additional projects within 90 to 120 days if funding becomes 
available. 

By improving infrastructure at our international ports of entry, wait times will decrease and help 
improve the economy of not only communities along the border, but our nation as a whole. With 
the current downturn in our economy, our nation’s businesses cannot afford delays at our 
borders. International trade and commerce are vital elements to bolstering our economy, and for 
this reason we must address infrastructural problems at our land ports of entry. 

Thank you for allowing me to address your committee about the need for funds to improve 
border infrastructure. I am sure you will agree this element is essential to our nation’s economic 
vitality. 
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Congresswoman Laura Richardson 
Statement at Full Committee on Transportation and 
Infrastructure 
Hearing on 

“How Investing in Infrastructure Can Help Restore the 
U.S. Economy” 

Wednesday, October 29, 2008 
2167 Rayburn House Office Building-9:30 A.M. 



Mr, Chairman, I am pleased to join you, 
Ranking Member Mica, and the rest of my 
colleagues today as we examine the impact that 
transportation/employment stimulus from the 
federal government' could provide to our 
economy and job market. There is no more 
important issue facing the Congress and I thank 

^ TiMEty 

the Chairman for holding this hearing today. 


As you know, Mr. Chairman, this is not the first 
time the House has traveled down this road. As 



150 


As you know, Mr. Chairman, this is not the first 
time the House has traveled down this road. As 
far back as the FDR Administration, the 54* 
Congress created the Works Progress 
Administration to create construction jobs and 
stimulate the economy in the aftermath of the 
Great Depression. Just last month, we passed a 
job creation package to boost the economy. A 
major component was the inclusion of $12.8 
Billion in infrastructure spending; funding that 
would have created about 450,000 jobs. The 
Senate and the Administration did not support 
its passage and the effort for hardworking 
Americans failed. Now it is time to get a second 
bite at the apple. 
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To combat this trend, the Congress has a 
responsibility to act and act now. We know that 
every $1 billion spent on transportation and 
infrastructure creates 35,000 jobs. There are 
thousands of highway projects right now that 
could be undertaken with an infusion of federal 
funding. The Southern California Association of 
Governments (“SCAG”), which is mandated by 
the federal government to research and draw up 
plans to address the region's transportation 
needs, has transportation initiatives in aviation, 
goods movement, and corridor planning 
amongst other areas of transportation planning. 
SCAG has identified 58 state highway projects, 
and over 200 transit projects listed for LA 
County alone. These projects are proposed over 
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a six year period, and can provide a steady 
source of employment for the region. 


I can tell you unequivocally that without 
significant public funding, the bridges and roads 
critical to our competitiveness will surely decay 
and the impact on the United States economy 
will be devastating in the years to come. 

Finally, Mr. Chairman, it is no secret that 
unemployment is rising nationwide and has 
eclipsed 6%. In my home state of California, 
that number rises to 7% and in parts of my 
District, an astounding 14.1%! 
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A new, bold economic recovery plan is critical. 
The best investment is to get America working 
again. Let’s rebuild America now. 

Thank you, Mr. Chairman. 
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Statement for the Record 
Congresswoman Betty Sutton 
Transportation and Infrastructure Committee 

Hearing on Investing in Infrastructure: The Road to Recovery 
October 29, 2008 


Thank you Chairman Oberstar for holding today’s important hearing as we look to make 
a critical investment in our infrastructure. 

Eight months ago, we joined together and passed a bipartisan economic stimulus 
package. That package provided tax relief for working families and incentives to help 
our businesses and communities grow, but that stimulus was only a short-term package. I 
supported that plan and called for a long-term stimulus to address the larger economic 
challenges facing our nation. 

Thanks to your leadership. Chairman Oberstar, and the work of your Committee, we will 
develop this long-term plan with immediate results for our economy by rebuilding our 
infrastructure and helping to create jobs. In September, we voted on a stimulus package 
that provided $12.8 billion to start rebuilding om highway infrastructure and to reduce 
traffic congestion. 

Recently, several issues have developed in my District and in Northeast Ohio which has 
only increased the urgent need for substantial investment in our roads, bridges, and clean 
water infrastructure. In the City of Lorain, the Charles Berry Memorial Bascule Bridge, 
is currently closed for maintenance and repairs. The reopening has been delayed as 
additional components were discovered to be deficient during the maintenaiice process. 

In addition, four lanes on the Inner Belt Bridge, which leads vehicle traffic into and out of 
Cleveland, has been closed indefinitely after stress tests confirmed that two of the steel 
connectors had deteriorated and can no longer support a fully loaded span. 

As these recent issues in Ohio demonstrate, our infrastructure is crumbling and in grave 
need of repair. This investment will provide for these repairs and will allow my District 
to invest in infrastructure for economic development. Last year, a deal was reached that 
will keep Goodyear in Akron. Improvements to area bridges and roadways will 
compliment a new corporate headquarters. Brunswick and North Royalton, two 
communities in the center of my District, have plans to expand major thoroughfares to 
allow for major economic development initiatives. 
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We also need to repair, rehabilitate and expand our water systems and clean water 
infrastructure. The Summit Road water main in Barberton, in my Congressional District, 
is 75 years old and has been experiencing numerous and repeated breaks. It is essential 
that the investment to replace this water main and similar aging water systems happens 
before disaster strikes. 

Chairman Oberstar, the three top issues in my District are Jobs, Jobs, and Jobs and with 
your leadership to invest and rebuild our infrastructure, we will help to create jobs and 
stimulate the economy. Investing before the problems happen saves money and in some 
cases, saves lives. 

Thank you again for holding this hearing on pending and delayed infrastructure projects. 
Sincerely, 


s/ 

Betty Sutton 
Member of Congress 


2 



156 


WRITTEN TESTIMONY OF CONGRESSMAN TIM WALZ SUBMITTED FOR 
THE RECORD FOR THE HEARING OF THE HOUSE COMMITTEE ON 
TRANSPORTATION AND INFRASTRUCTURE 

“INVESTING IN INFRASTRUCTURE; THE ROAD TO RECOVERY” 
WEDNESDAY, OCTOBER 29, 2008 

Chairman Oberstar, Ranking member Mica, members of the committee, thank you. And 
thank you to all the witnesses who will help us understand how we can best fix our 
crumbling infrastructure and get America’s troubled economy back on the rails and on 
the road to recovery. 

America faces a dramatic economic crisis. 

A global financial crisis has roiled the stock market and hit ordinary Americans’ pocket 
books all across the country and in towns around my district. Hard-working families 
from Pipestone to Winona have seen their personal savings and retirement accounts 
plummet in value in the past several weeks. My constituents are worried about financing 
their children’s college education, paying for higher grocery bills, and getting the heating 
bill paid in full this winter. 

We have lost over 700,000 jobs in America since January. In Minnesota alone, the 
unemployment rate jumped to 5.9 percent in August of this year, significantly up from 
last year. And there is every reason to think things are going to remain tough for some 
time especially if we fail to act responsibly. 

This all makes the urgency of action to lessen the blow on ordinary people, get our 
economy moving again, and give more opportunity to American workers all the more 
clear. 

It’s time to put people back to work rebuilding America. Every SI billion of 
construction spending will create somewhere between 14,000 and 47,000 jobs. How 
much are we spending every month in Iraq while our needs here at home mount? 

A recovery package that creates jobs is an essential part of our response to the economic 
crisis. And fixing our bridges and rebuilding our roads should be one significant 
component of that economic recovery package. 

This is an emergency and we must act accordingly. 

I know firsthand that southern Minnesota is facing tough economic times, and that real 
infrastructure investment in the many worthwhile projects there will be one part of our 
solution. And I know that that is true for the whole country. 
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Investing in infrastructure projects will provide an immediate short term boost to our 
economy by putting people to work repairing bridges and fixing roads, leaving behind 
lasting gains in both the safety and quality of our nation's infrastructure for years to 
come. We can fix this country and put Americans back to work at the same time. 


Funding projects that are ready to go will jump start the economy now. 

In addressing our infrastructure investment, it is very' important to find the right mix of 
speed and flexibility, and I know that our visionary Chairman is committed to that. As 
with the bailout plan we considered at the beginning of this extraordinary month, we 
must move quickly. But one of the lessons of the bailout debate is that it remains more 
important to get it right than simply to get it done in a rush. 

Congress can do its part by passing legislation quickly, which will help ensure that 
infrastructure investment gets made quickly. Indeed, by holding this hearing today, I 
hope that we can send a signal to states so that they can be as prepared as possible to take 
advantage of the help the federal government may offer. 

I also think that we need to look at ways to smooth the way for states to act as quickly as 
they can. Sometimes the paperwork itself involved in the infrastructure investment 
process can significantly slow projects down, and I think we need to think about how to 
cut through the red tape. Likewise, we might look at how states might work with their 
State Transportation Improvement Programs (STIPs) in the most simple, streamlined 
way. I very much appreciate that one of the purposes of the hearing today is to find ways 
to simplify the process involved so that states may get federal funding and begin using it 
as quickly as they can. 

We definitely want to make sure the states can most effectively make use of the federal 
government’s investment, and I think that means we need to recognize the real concerns 
that states have concerning matching requirements. States may need to meet us part way 
on that. But we need to at least consider whether it is most effective to temporarily 
suspend or lessen the matching requirement on federal funds. 

In providing the states with the flexibilit)' they need to address our economic downturn 
effectively, there are a couple of things we can do. First of all, this should be a multi- 
modal approach to transportation. We do not want to tie the hands of states too much in 
tenns of what projects can be funded. I also think it is important not to be overly 
restrictive in looking at ready to go projects - not least because, facing an uncertain but 
certainly deep and likely lasting economic downturn, investment in infrastructure can 
serve as a kind of insurance policy to ensure we are addressing our economic problems in 
a sensible, lasting way. [ think it is worth considering whether we want to restrict 
funding to projects that are moving dirt within 90 days, or rather perhaps those that can 
go to advertising or to letting within 90 days, for instance. 
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The very helpful discussions I have had recently with Minnesota officials about the 
infrastructure component of a possible recovery package give me confidence that the 
federal government and the states can work together to serve the public interest and get 
our economy on a firm footing in the short term and for the longer term. We can put 
people back to work quickly, not just in construction but also in “upstream” industries. 
We can get our economy going again and provide an improved environment for 
sustainable, solid economic growth for our local businesses. Thank you. 
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statement of Congressman Don Young 
House Transportation and Infrastructure Committee 
Hearing on "Investing In Infrastructure: The Road to Recovery" 

October 29, 2008 

Mr. Chairman, Members of the Committee: 

First, let me compliment the Chairman and Ranking Member for holding this hearing. This is clearly an 
issue on which immediate action is needed . As a former Chairman of this committee, I am happy to work 
with the Committee leadership and members to move the critical elements of our committee's contribution 
to a stimulus package. Our goal must be to provide immediate infrastructure funding so that projects in 
the pipeline can be funded and work can begin on our nation's critical infrastructure. That is what this 
committee does. 

No stimulus package involving the building of transportation infrastructure would be complete without 
including the Department of Transportation's TIFIA program. The Transportation Infrastructure Finance 
and Innovation Act of 1998 (TIFIA) 23 USC Chapter 6 established a very successful Federal credit 
program for eligible transportation projects of national or regional significance under which the U.S. 
Department of Transportation (DOT) may provide three forms of credit assistance - secured (direct) 
loans-23 USC 603, loan guarantees-23 USC 603(e), and standby lines of credit-23 USC 604. 

The program leverages Federal funds by attracting substantial private and other non-Federai co- 
investment for improvements to the nation's surface transportation system. Historically, TIFIA has 
provided $4.8 billion in loans and that has leveraged $18.6 billion of transportation projects, an average of 
about 4 times the TIFIA credit provided. The $4.8 billion of TIFIA loans consumed $346 million of budget 
obligation authority. In other words, for each dollar of budget obligation authority we leverage about 14 
times that in loan value. 

Using historical multipliers, $1 billion of additional TIFIA budget obligation authority could provide upwards 
of $50 billion of transportation projects. The Stimulus package should provide for a supplemental 
appropriation to effect a $1 billion infusion into the TIFIA program. 

Since TIFIA provides credit for up to one-third of eligible project cost (25% has been the national 
average), every dollar of budget obligation authority provided to the TIFIA program can help support 
nearly $50 or more of transportation infrastructure. Even better, that $1 of federal budget is issued in the 
form of a loan to be repaid to the American taxpayer. This program is indeed a bargain for the federal 
government and a critical component to improving our nation’s infrastructure. 

Further, as my esteemed colleague and our ranking member Rep. John Mica has pointed out, “Experts 
have suggested that as many as 35,000 jobs are created or sustained tor every $1 billion we commit to 
improving our deteriorating infrastructure." TIFIA loans help stimulate these jobs in a dramatic way. 

The TIFIA program is projected to exhaust its current budget obligation authority very soon, and it would 
normally be “recharged" in the next transportation bill. Right now, there is only $215 million in budget 
authority left for TIFIA through 2009 and that is fully subscribed. Currently, there are in excess of $4 
billion of projects that are either under TIFIA application or have an “expression of interest" letter filed and 
there are billions of dollars more waiting in the wings — none of these projects can be helped by TIFIA 
without supplemental funding. 
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Given the demand for TIFIA financing for transportation infrastructure projects across the nation, the 
current liquidity problems in the financial markets, and the need to provide economic stimulus in the most 
efficient manner, increasing TIFIA budget authority by one billion dollars In this stimulus bill would quickly 
stimulate upwards of fifty billion dollars of transportation infrastructure, creating as many as 1,750,000 
jobs for Americans. 

This stimulus generated by the TIFIA program would be brought about by loans that will be repaid to the 
American taxpayer. These projects will build up the nation's transportation system and solve problems of 
congestion - both of which will further stimulate the economy. Again, immediately providing this funding 
to the TIFIA program will stimulate upwards of $50 billion in transportation construction, provide up to 
1,750,000 jobs, and is exactly the type of innovative and decisive action needed to create economic 
opportunity and jobs for Americans in this economic downturn. The TIFIA program is already in place and 
projects across the nation are in line for the funds, a situation poised to deliver quick stimulus relief for the 
nation. 

There are many projects which need TIFIA to move them to the next phase and into actual construction. I 
am told there are billions of dollars in projects ready to go that can be aided by TIFIA. All we need to do is 
add increased TIFIA budget authority to the stimulus package to keep this well-executed program moving 
and creating immediate jobs. 

Mr. Chairman, I look forward to working with the Committee to add this important element to the 
Committee’s stimulus package. 
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MAINSTREET STIMULUS 


A Call to Action 

Main Street America is in economic trouble. America has lost nearly 800,000 jobs in the last nine 
months. Unemployment is now at 6.1 percent, and is projected to rise to over 7.5 percent next year. When 
under-employment is included, unemployment Is projected to reach 9 percent. Families have lost $2 trillion 
(20 percent) of their savings. The Commerce Department has just reported that retail sales on Main Street 
America have dropped 1.2 percent in September, foreshadowing a dismal holiday shopping season - which 
accounts for approximately 25 percent of annual sales income for most businesses. 

Our citizens ask us every single day what this economy will do to their jobs, their long-term savings, 
their mortgages, and their pension funds. Parents are getting laid off from their jobs, families are struggling 
to pay bills, the mortgage crisis and foreclosures are forcing families to double-up and move in together, 
grandparents are struggling with retirement, and young people unable to secure financial aid are being 
forced to forgo college. In addition, severe state cutbacks are resulting in a loss of needed services on Main 
Street. 


Washington bailed out Wall Street to the tune of $700 billion. It is now time for Washington to help 
local governments and the private sector create jobs and economic growth by passing an immediate "Main 
Street Stimulus." 

Over the last three months, U.S. Conference of Mayors President Manuel A. (Manny) Diaz of Miami 
has led a national tour with Mayors ‘08 Action Forums on 1) Crime; 2) Infrastructure; 3} Poverty; 4) 
Environment and Energy; and 5) Arts and Tourism. At each of these forums, mayors and national experts 
focused on the weakened economy, the immediate needs of working families, and ways to create Jobs. 

In today's world, it is Mayors who lead the metro economies that drive the nation. These metro 
economies now account for 86 percent of national employment. 90 percent of labor income, and 90 percent 
of gross domestic product (GDP). Therefore, if we are going to reverse the current economic situation and 
create jobs, the only way to do so is to invest in these Main Street, metro economies. 

Following are 10 "Main Street Stimulus" programs that will create jobs now, improve the 
infrastructure that the private sector needs to succeed, help the small businesses of main street America, and 
have lasting economic and environmental benefits. 

We have built on the House-passed $60 billion stimulus package to calculate our funding 
recommendations, which total $89.98 billion of the now estimated $150 billion stimulus. The methodology 
for our recommendations is contained on page two of this document. 

Cities are ready to go, and jobs can be created nowl Therefore, federal agencies and the states must 
be required to dispense these funds immediately. 

We commend the House and the Senate for their efforts to enact a second stimulus last month before 
the congressional recess. We stand ready to work with Congress during the upcoming emergency session to 
make sure that a "Main Street Stimulus" plan is signed into law this year. 

Manuel A. (Manny) Diaz Tom Cochran 

Mayor of Miami, President CEO and Executive Director 

The United States Conference of Mayors 
1620 Eye Street, Northwest. Washington. D.C. 20006 
Telephone; (202) 293-2354 
Email: tcochran@usmayors.org 
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Th» Oiiiwt St«l»»Ca glttnm at ihafsn 

P| MAINSTREETSTIMULUS 


H R «* 

( JoiLirs lo ‘ Mouii », 


1. Community Development Block Grant for Infrastructure^ 


$10.00 

2. Energy Block Grant for Infrastructure and Green Jobs^ 

$2.00 

$s.oo : 

3 rrar'Ml ( qiiipment and ir^frastructure 

$3 60 

$9.00 

4. Highway infrastructure 

$12.80 

$32.00 i 

: 5. Airport Tec^ootogy 

. 0- $0.B0 

$1.50 

. 6. Amtrak Infrastructure 

$0.50 

$1.25 ' 

r 7. Water and Wastewater Infrastruaure 

. _ $7 so. 

' ^ $18 75 

' 8. School Modernization 

$3.00 

$7.50 i 

9. Pubiic Housing Modernization 

^ _ Sioo' 

$2.50 

10, Public Safety Jobs and Technology^ 

$0.99 

$2.48 ! 

Mam Street Stimulus Total 

^ ^ $35 990 


Congressimal Stimulus Bill Total (Estimate) 

$60 000 QU 

$150 000 0.1 


Methodology: Figures are based upon the original Stimulus BUI proposal (H.R. 7110) that passed the house on September 26. 2008 
which totaled $60 billion. Since then, the Speaker's Office, along with Che Senate Majority Leader's Office have indicated through media 
reports that the Stimulus Bill that will be brought to the floor after the November 4th elections will total SlSO billion, thus, the figures 
were adjusted proportionally (2.5x) in our plan. Other figures, referenced below, were also used. 

^ United States Conference of Mayors Survey. 1993. "Ready to Go". 

2 As authorized by the Energy Independence and Security Act of 2007. 

3 Senators Reid/Byrd proposal in Senate version of Stimulus bill 


Wall Street Bailout vs. Main Street Stimulus 

$700 Billion 


$89.98 BflUon 

Jobs and Jnfrastructure 


Wall Street Bailout Main Street Stimulus 
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1. Community Development Block Grants for Infrastructure ($10 Billion) 

CDBG, established in 1974, is a proven and effective program in the city-federal partnership. 

Through the years, the federal government has adjusted the CDBG delivery system to allow additional 
flexibility to address national emergencies, and this should be done now to confront the current economic 
crisis. CDBG assisted New York City following the 9/11 terrorist attack and provided resources to the Gulf 
States and communities after several hurricane disasters. CDBG is currently being used to address the 
foreclosure crisis with the $3.9 billion Neighborhood Stabilization Program (NSP) to communities faced with 
vacant and abandoned properties. 

Today, CDBG can be used to create jobs through: the construction of public facilities and 
improvements, water and sewer facilities, streets, and neighborhood centers; the conversion of 
school buildings for eligible purposes; activities relating to energy conservation and renewable 
enei^ resources; and assistance to profit-motivated businesses to carry out economic development 
and job creation/retention activities. 



FACT: 21,140 small businesses 
assistance was for existing busii 
of jobs, .. HUO Performance Rep 


[ CDBG funding in Fiscal Year 2007. Sixty-two percent of the business 
ind75 percent of all business assistance resulted in the creation or retennon 


2. Energy Block Grant for Infrastructure and Green lobs ($5 Billion) 

It is time to move America toward a greener economy and tap the potential to create millions of 
green jobs for Main Street businesses and free the U.S. economy from its dependence on foreign oil, 
Commitments made now will stimulate the development of green jobs for Main Street small businesses. 
This would help small business weather the current economic downturn and position them for even more 
significant economic growth. Potential green jobs - 4.2 million nationwide by 2038 - and other important 
benefits for the nation's economy were described in a recent study, Current and Potential Green jobs in the 
US Economy, prepared by Global Insight for The U.S. Conference of Mayors. 

We have 900 mayors who have signed the United States Conference of Mayors Climate Protection 
Agreement, and they are ready to go. Five billion dollars in funding for the Enei^ Efficiency and 
Conservation Block Grant (EECBG) program will give cities, counties and states the resources to 
create thousands of energy efficiency and renewable energy production projects throughout the U.S. 
Such main street-stimulating projects would include the installation of solar panels or wind turbines 
for the production of electricity on local buildings, deployment of new energy distribution 
technologies that significantly increase energy efficiency, such as distributed generation or district 
heating and cooling systems, development of systems to capture and generate power from methane 
at landfills and energy retrofits of public and private buildings within local areas. 

FACT: A $100 billion federal investment over two years is estimated to Jreate two million green collar jobs. ...Center for 
American Rfc^ress, August 2tKi8. Since many of the activities in this report|woukf be supported by Enei^y Efficiency and 
Conservation Block Grant {EECBG) resources, the Conference of Mayors^stimates that a starting EECBG investment of 
$5 billion would result In the creation of more than 100,(XK) jobs. 
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3. Transit Equipment and Infrastructure ($9 Billion) 


Transit agencies (rail and bus) are being forced to raise fares, cut service, and borrow to address 
capita! and operating needs, while experiencing a dramatic surge in Main Street ridership due to higher gas 
prices. Congress should fund the purchase of buses, street cars, rail cars and other rolling stock and 
equipment needed to create additional capacity; help stabilize fore increases, improve reliability; and 
restore and maintain facilities and infrastructure in a state of good repair. This could include 
improvements to expand station capacity, rail track improvements, and customer information screens, while 
at the same time creating much-needed high-pa 3 dng jobs and economic activity on Main Street. 


FACT ; There has been a surge In the use of buses and other transit systems due to pain at the pump. In 2007, 10. 3 
biHfon trips were taken on public transportation * the highest number taken in 50 years, fiidership has continued to 
climb m 2008. According to a recent survey of the nation's transit providers, 85 percent of transit systems are 
reporting capacity constraints, with nearly four out of ten transit agencies now turning passengers away from 
c transportation. ..American Pubik: Transportation Association, 2008 

fvery $1 billion spent on transportation Infrastructure 
inal gross domestic product. With the housing market In 
jobs since March 2(»7, leaving a ready labor force to 


FACT: The Federal Highway Administration estj 
creates 47,000 jobs (or more) and up to $6 billj 
decline, construction employment fell by mon 
X begin new projects.. ...Economic Policy Institute, 





i.C.ai 


4. Highway Infrastructure ($32 Billion) 

To create Main Street jobs, support the metro economic engines, and ensure that traffic congested 
areas actually receive funding and critical deferred maintenance is addressed, additional highway stimulus 
funds must not be distributed based on the current state-based status-quo system. 

Therefore, the Surface Transportation Program (STP) - which was created by Congress in 
1991 - must be the mechanism for distributing highway stimulus funding. This will provide 
maximum flexibility to cities, counties, and states in advancing bridge, bus and rail, and road projects 
in our nation's metropolitan areas. This ensures that funds are allocated more evenly within each state so 
that mayors and other local leaders, who own and operate most of the transportation assets and facilities, 
are at the table to make decisions on "ready to go" projects. At the same time, this would create thousands of 
high-paying jobs, aid small businesses, and fuel economic activity on America's main streets. 

Using this program structure means that, in addition to the guaranteed share of STP funds reserved 
for the states, local officials and local areas within the states would receive a balance of the funds based on 
population, as federal law has provided since 1991. Importantly, every eligibility under current law is 
subsumed under the STP program, so that state and local decision-makers have the maximum flexibility to 
select any project, whether it is a project to repair a bridge on the Interstate System or a less costly bridge 
repair project in a city, town or county. 

FAC I : The nation's urban areas generate 60 percent of the ^alue of O.S. go^s ar^ services. The efficient movement y 
of citizens and goods within these areas is critical to their pift^uctivity, and by extension/to theeconornte^ -v ; 
pr oductivity of the nation ltsdf.. ^.KNatk>r>al Surface Transportition Policy and Revenue Study 

FACT ■ Nearly 70 percent of the nation's urban and suburbah^^^J^re in fess than good condition, according to 
the Fedemi Highway Adminirtration, Whilethe nation is oh fixing the Interstate (freeways and 

expressways), spending to repair older: roads and bridges and'relhv^ln other community transportation facilities is 
isr short of need. ...Surface fiaosportation Policy Partrwrshlp, 
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5. Airport Technology and Infrastructure ($1.5 Billion) 

The nation's airport infrastructure urgently needs increased funding to begin to address the 
investment gap in airport capacity, safety, and technology. To create high-paying jobs, assist small 
businesses and airport retailers, and stimulate economic activity on Main Street, Congress should fund 

ready-to-go Airport Improvement Program (AIP) projects. These include runway and taxi 
rehabilitations, extensions, and widening; obstruction removal; apron construction, expansion and 
rehabilitation; rescue and flreflghting equipment and facilities; airside service or public access 
roads; and noise mitigation and abatement (Part 150) associated with aircraft operations - including 
voluntary home buyout, which would fuel the local housing market, and residential and business 
insulation programs. 


FACT: Total estimates of airports' capita! development costs for 2007 through 2011, adjusted for mflatiori; ts 
S87.4 biliion or $17,5 billion anrtualiled. This is a 22 percent increase from the 2005 estimates. ...AIrpom::,, s 


Council tnternational-Mofth America, 2007 




f ACT ; The total cost of domestic air traffic defay$ td thd U S < 
,..U.S. Congress ioint fconomic Committee, 3 


; as much as $41 billion for 2007.; 


6. Amtrak Infrastructure ($1.25 Billion) 

Amtrak is experiencing record ridership across the railroad's entire system for intercity passenger 
rail service. Amtrak connects rural, suburban, and urban communities in all regions of the nation. With 
unpredictable and expected higher fuel prices, highway congestion, and an uncertain aviation outlook, 
Congress should increase federal funding to make necessary upgrades to tracks, bridges and tunnels, 
electric traction, interlockings, signals and communications, and stations on the nation's Amtrak 
system. In addition, Amtrak will be able to refurbish rail cars that are currently in storage and return them 
to service. This funding level would help stimulate local economies by creating thousands of high-paying 
jobs and small business activity. 


FACT: .Amtrak ridership In Fiscal Year 2008 increased to more th^n 28 minion, marking the sixth straight year of 
gains and setting a record for the most passengers using Amtrak jtrains sirfce the National Railroad Passenger 
Coiporatlon started operations in 1971. ^.Amtfpk ?no8 

?FACTr $4i2bi!Hon is needed just to bri|gAmt^3kJb^gllWlepflglr^^Mfn#c^lM‘"^tem^ -»-good~repaiF, 

excluding some major bridge and tunn^i work. With titR tWcfclogT^if m linrbrK^ dmltu* . rk, the backlog 
approaches an estimated $6 billion. > 
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7. Water and Wastewater Infrastructure ($18.75 Billion) 

Water and wastewater infrastructure is an integral component of the nation's economic 
competitiveness, protects public health, and creates jobs. 

in 2006 alone, local government spent $85 billion on water infrastructure. During the same time the 
Federal government provided only $1.9 billion through state loans. Through user rates, local bonds, and 
taxes, local governments contribute 98 percent of the total investment in wastewater and 95 percent of the 
investment in water infrastructure. Despite the tremendous investment made by local government, the 
Environmental Protection Agency estimates that there still is a $500 billion "needs gap” to meet our water 
and wastewater infrastructure needs and to comply with current unfunded mandates. 

Due to leaking pipes, cities can lose anywhere from five to 40 percent of their water and wastewater. 
Thirty-five percent of cities in a Conference of Mayors survey do not know where their source of water will 
come from by 2025. Therefore, Congress should allocate an additional $18.75 billion directly to cities as 
grants to assist with rehabilitating aging water and sewer infrastructure, complying with sewer 
overflow issues, and promoting source water protection and availability. This additional investment 
will result in immediate job creation in cities and across the nation, as many local Main Street infrastructure 
projects are ready to go. 


FACT: For every dollar of water and sewer infrastructure Investment, Gro^ Domestic Product increases by §6.35 in 
the long-term. For each additional dollar spent on operating and maintairang the water and sewer Industry, rev^ue 
or economic output for alt industries is increased by $2-62 in that year, fn |ddition, every new water and sewer lob 
creates 3.68 jobs in the national economy. ...The Cadmus apup, for The U.S.fconference of Mayors, 2008 


8. School Modernization ($7.5 Billion) 

America's schools are in dire need of modernization and repair. Every day, many of our children 
attend school in overcrowded classrooms with faulty electrical systems, broken windows, peeling paint and 
leaking roofs. Existing schools are bursting at the seams and hold class in "temporary" trailers, converted 
closets and hallways. New facilities are desperately needed to accommodate this ever-growing student 
population. In addition, too many students attend schools that lack the basic electrical and 
telecommunications equipment necessary for connection to the Internet or to implement new education 
technologies. 

The Conference supports a $7.5 billion federal investment to repair and modernize school 
buildings in both large and small city school districts, improve their enei^ efficiency and equip them 
with first-class technology. This investment would create jobs in the construction industry, one of the 
industries hardest hit by the recent economic downturn — having lost 528,000 jobs since September 2006. In 
addition, by helping local school districts create schools that are energy efficient and more reliant on 
renewable sources of energy, this investment could greatly reduce the emissions that contribute to global 
warming. 


FACT : The total funding need for public school modernization Is $321.9 WIRon, Of that total, §268.2 billion of the 
need is for school infrastructure, and $53.7 bilUon of the need is for education technology. ... National Education 
Association (NEAj; Modernizing Our ^hoolsi ,Whot Win it Cfist, ^)00 j 
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9. Public Housing Modernization ($2.5 Billion) 

Funding can be used for repair and construction projects, including safety repairs. Every dollar 
of Capital Fund expenditures produces $2.12 in economic return. Many of the vendors used to make repairs 
and undertake construction projects are small businesses. 

f-ACT; I he pii-hiic hou-iing capital fund has a backlog of capital in^rovement needs estimated at $20 billion. 

. Ceriinr ou Budget .;ind Poilcv Priorities/ZOO? - , 


iO. Public Safety Jobs and Technology ($2.48 Billion) 

Unless you have a safe Main Street, you don't have a Main Street. Recent surveys conducted by 
mayors and police chiefs have found that there is a link between current economic conditions and increasing 
crime rates, particularly those for burglaries and thefts. 

Additional COPS Funding - Providing $1.25 billion to local police departments to hire additional 
personnel would accomplish several purposes; It would put over 16,000 additional police officers on the 
streets, thus beginning the process of getting local police departments to the staffing levels they require; it 
would improve public safety in the cities which receive funding for officers, and through that improved 
public safety contribute to further economic development and, possibly, further job creation. Mayors and 
police chiefs have recommended that COPS funding be made more flexible so that police departments are 
able to use that funding both for sworn officers and for those professionally trained In DNA analysis and 
forensics. Current law limits COPS hiring grants to sworn officers and provides a maximum of $75,000 in 
federal funding over three years per officer. 

Additional ^rne Justice Assistance Grant Funding - Providing an additional $1.23 billion to the Byrne 
program could help to keep thousands of police officers in their Jobs, and could make current and newly 
hired police officers more effective by assuring that they have needed equipment and new technologies. 


An additional 92,316 officers are needed 
42.percent of cities are seeing increased crime ^ 
Downturn and FedercH tnactiofi Jmpact on Crme Survei 


local police, sheriffs' and special jurisdiction departments now. And; 
I result of the current economy. ...U.S. Conference of Mayors: Sconomic 
I August 2P08 s 
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Other Emergency Measures for Main Street America 

Mayors strongly support additional emergency measures to help Individuals and business - 
especially small businesses: 

Job Training: The stimulus package should include job training funding for dislocated worker and 
youth employment activities. 

Smail Business Administration Loans: America’s small businesses face an ever-tightening 
credit market in the wake of struggling financial markets. The stimulus package should provide 
additional reduced-fee loans to small businesses, delivering needed relief to small businesses on 
Main Street during Wall Street's financial crisis. 

Extension of Unemployment Benefits: The stimulus package should extend unemployment 
benefits by seven weeks in all states and another 13 weeks in high unemployment states. 

Food Assistance: In order to help low-income families cope with rising food prices, the stimulus 
package should include increases in Food Stamp benefits, the Women, Infants, and Children [WfC) 
program, Food Banks, the Commodity Supplemental Food program, and the senior meals program. 

Medicaid (FMAP): Twenty-nine states are facing a $52 billion shortfall in revenues in their FY 
2009 budgets. As a result, iow-income families and children could face cuts or eliminations in health 
care coverage and services. Therefore, the stimulus package should increase the Federal Medical 
Assistance Percentage (FMAP) for Medicaid health costs. 


In addition to the stimulus measures above, Congress must address the credit crisis facing local and 
state governments: 

Local Government Credit Assistance: Congress should direct the Federal Reserve and the 
Treasury Department to work together under the $700 billion Emergency Economic Stabilization 
Act to design a facility to provide a funding backstop to the state and municipal government 
debt market similar to the recently announced program for the commercial paper market. Because 
of the national credit crisis, cities across the country are having difficultly selling bonds and accessing 
short-term credit. This new facility should be designed to protect taxpayer resources while ensuring 
state and local governments can continue to provide vital services to their residents. 
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Testimony of Doug Black 
CEO, Oldcastle Materials Inc. 

Hearing on 

Investing in Infrastructure: The Road to Recovery 


House Committee on Transportation and Infrastructure 
October 29, 2008 


Chairman Oberstar, Ranking Member Mica and Members of the Committee; 

Thank you for holding this important hearing to address how investing in our 
nation’s infrastructure is a fundamental key to economic stability and prosperity. 

I applaud your support for including significant infrastructure spending in any 
economic stimulus package the Congress considers. 

I am Doug Black, CEO of Oldcastle Materials Inc. Oldcastle Materials is the 
leading vertically integrated supplier of asphalt, aggregates, ready-mix concrete 
and paving services in the United States. We are the largest asphalt producer, 
the third largest aggregates producer and the fifth largest ready-mix concrete 
producer in the country. Our federation of companies currently employ on 
average 20,000 people at more than 1 300 locations in the United States. 

Oldcastle Materials’ companies operate in 44 states, using their local names: 
from APAC Central Florida to Southern Minnesota Construction in Mankato, 
Minnesota. From Pike Industries in southern Maine, to Central Pre-Mix in 
eastern Washington State, to the United Companies on the western slope of 
Colorado, we supply construction materials and pave roads to maintain and 
improve the quality of our nation’s surface transportation system. 

We are significant and active members in a number of our industry trade 
associations including the Associated General Contractors, the American Road 
and Transportation Builders Association, the National Asphalt Pavement 
Association, the National Stone Sand and Gravel Association and the National 
Ready Mixed Concrete Association. We are members of the U.S. Chamber of 
Commerce and the National Association of Manufacturers. Oldcastle Materials 
and our associations stand ready to assist the Committee in its effort to increase 
investment in our country’s surface transportation infrastructure. 

Since our primary business is providing road and highway construction materials 
and paving services, I will comment specifically on infrastructure spending and 
investment In our nation’s surface transportation system, particularly our 
highways. 
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The Transportation Construction Industry 

There are more than 2.6 million miles of paved roads in the United States today, 
94% of them surfaced with asphalt. Almost 500 million tons of asphalt pavement 
are produced annually valued at $35 billion. Asphalt pavement is 94% 
aggregates (crushed stone, gravel and sand) and concrete is 80% aggregates. 
Aggregates sales in the U.S. are valued at approximately $20 billion annually. 
When combined with other related industries, such as cement, concrete, and 
construction equipment and supplies, the transportation construction industry 
generates more than $200 billion in economic activity every year in the United 
States and directly employs more than 2 million Americans. As has been widely 
reported, every $1 billion spent on transportation infrastructure investment 
supports approximately 35,000 jobs. 

Our Surface Transportation System 

The National Surface Transportation Policy and Revenue Study Commission, in 
its report released in January 2008, stated that “A modern, smooth-functioning 
national surface transportation system is essential for economic success in the 
global economy and is also a key determinant of the quality of life enjoyed by 
citizens throughout America.” I couldn’t agree more. Americans rely 
overwhelmingly on the nation’s roadways for mobility and the movement of 
goods and services. Almost 90% of the $8.4 trillion worth of commodities moved 
annually within the U.S. is transported in whole or in part over the nation’s 
highways. 

Despite its importance to our nation, our surface transportation infrastructure is in 
crisis today. Conditions on America’s roadways are deteriorating and have been 
for many years. The system itself is aging and large portions are in poor 
condition. In fact, the American Society of Civil Engineers (ASCE), in 2005, gave 
a “Poor” rating to key transportation-related sectors including bridges, roads and 
railways, and The Road Information Program (TRIP) recently estimated that 35% 
of America’s major roads are in poor or mediocre condition and 36% of major 
urban highways are congested. 

Traffic congestion and gridlock, which imposes a $78 billion hidden tax on the 
American economy, are made worse by poor road conditions, inadequate new 
capacity, and unsatisfactory planning for future needs. More than 4 billion hours 
are wasted annually due to travel delay and almost 3 billion gallons of fuel are 
consumed as a result of these delays. Since 1982, car and truck traffic in this 
country has almost doubled while new highway capacity has grown less than 7%. 
On top of this under-investment in capacity, we have similarly dramatically under- 
invested in the maintenance of the existing surface transportation system. 

As our system continues to deteriorate, our new global competitors, China, India 
and the European Union, are all making major investments in their highway and 
surface transportation networks. The EU is planning to construct almost three 
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times the number of “interstate” lane miles than the United States before 2020 
and while the United States is spending about 1% of its GDP on infrastructure, 
India is spending 3.5%, the EU 5% and China is investing an astounding 9% of 
its GDP on infrastructure. Chairman Oberstar and other Members of the 
Committee have seen first-hand China’s commitment to infrastructure investment 
and that country's dramatic effort to ensure its place in the global economy. It is 
clear that countries that can move their goods cost-effectively will enjoy a 
decisive competitive advantage over the United States. This can’t continue. 

On top of the economic consequences of poor roads, safety for highway users 
must be a top priority when determining how much to invest in our infrastructure. 
Travel on our nation’s roads is far too dangerous. In 2006, more than 42,000 
people lost their lives on American highways and almost 2.6 million were injured. 
Poor road conditions are a factor in one third of these fatalities. Deteriorating 
pavement conditions, inadequate driving and turn lanes, and a lack of shoulders, 
all contribute to these accidents. We must address maintenance and the 
condition of our nation’s roads immediately and ensure an appropriate and 
growing stream of funds to maintain our current system of roads and highways. 

Near-Term Challenges 

One of the biggest challenges our company and industry are facing near-term, is 
uncertainty related to the availability of funding for road and highway projects. 

The recently resolved Highway Trust Fund (HTF) shortfall issue has caused a 
significant level of uncertainty among our state DOT and local government 
customers. Many chose to suspend, postpone or altogether cancel expected 
construction and maintenance projects leading to corresponding job losses. 

One of our companies in Pennsylvania was recently awarded a $1 .2 million 
highway resurfacing contract following a competitive bid. The Pennsylvania 
Department of Transportation cancelled this project stating, “The termination of 
this contract is based on future funding projections indicating that sufficient funds 
will not be available to complete the contract.” The Commonwealth of Virginia 
recently suggested it will consider postponing $1 .1 billion worth of transportation 
projects as it addresses a lack of funding. Jobs and projects like these are 
perfect for a short-term fiscal stimulus since they are ready-to-go and work could 
begin as soon as funding becomes available. 

We are certainly very pleased that the HTF fix (P.L. 110-318) was enacted. The 
temporary shoring up the HTF for FY2009 was critical, and I want to especially 
thank the Committee for its leadership in ensuring that the HTF fix became law. 
Unfortunately, if vehicle miles driven continue to fall, we will face even more 
dramatic challenges next year. The need to authorize a sufficiently funded 
replacement for SAFETEA LU should be the number one priority next year. 
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In recent years more money has flowed out of the HTF than has been coming 
into the HTF. The following chart illustrates the overall federal funding situation 
which led to the HTF shortfall issue. The funding pattern illustrated below cannot 
continue in the next highway authorization legislation. 


Federal Highway Funding 



Source: ARTBA 


In addition to the federal funding pattern set out above, Increasing highway 
construction and materials costs are exacerbating this already challenging 
funding environment. These increased costs are leading directly to a slow-down 
of work and a significant decrease in Oldcastle Materials’ backlog of work. Road 
and highway funding has not kept up with rising costs and, as a consequence, a 
road dollar that recently paved one mile of road will only pave % of a mile today. 
This can be illustrated if we look at recent trends in the hot mix asphalt market 
compared to road and highway funding. The following chart illuminates the 
problem. 
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Tons of Hot Mix Asphalt Produced in USA with Indexed Price & Funding 
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Source: NAPA and ARTBA (2008 HMA tons estimated) 


The tonnage of hot mix asphalt (HMA) produced in the United States (the blue 
bar graph) has declined from a high of 550 million tons in 2004 to 470 million 
tons last year. This decline has continued in 2008 and will likely continue in 2009 
under current state and federal funding programs. Recall that about 94% of all 
paved roads in the U.S. are paved with asphalt and you can see a precipitous 
and dangerous decline in pavement conditions, new pavements laid, and the 
general maintenance of our roads and highways. 

This decline is not hard to explain. State and federal funding levels (red line 
graph) have grown evenly over the past 25 years at about 5% per year. 

Revenue to support this funding, as previously noted, has been flat or declining 
over the past several years due to fixed user fees and fewer vehicle miles 
travelled. At the same time, the HMA price index has risen significantly in the 
past three years. Road construction costs overall (including asphalt, steel, 
cement, fuel, etc.) have increased much faster than inflation due primarily to 
rising energy costs. As a result, the amount of paving being achieved to maintain 
our roads has been in constant decline since 2004, leading to further 
deterioration of road conditions and safety. 

Oldcastle Materials’ Challenges 

As one of the largest highway construction and materials companies in the 
United States, our recent experience is representative of the problems facing our 
industry. During 2007, in our core business, we employed an average of 22,500 
people. This year, our average employment is down 10%, to about 20,000. We 
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have seen an increase of over $500 million (40%) in our liquid asphalt, fuel and 
other energy related costs. To prevent significant erosion in our profit margins, 
we have been forced to increase prices, resulting in our state and local 
customers doing less against relatively fixed budgets. As our customers 
complete fewer and fewer paving jobs, our volumes drop and we must reduce 
our workforce, sell equipment, cancel or defer investment in new plant and 
equipment, and close production facilities. Critical road maintenance is put off to 
the next year, employees lose their jobs, and we cut back our spending in the 
local economy. 

In 2007 Oldcastle Materials’ asphalt volumes declined 13%, aggregates volume 
dropped 7% and ready-mix concrete fell 1 3%. We’ve experienced further 
declines in 2008 and, under current funding programs, expect continued decline 
for 2009. Approximately 50% of our asphalt production is used by our own 
Oldcastle paving crews; the rest is sold to local small to mid-sized paving 
businesses. We have seen the same rates of decline from the local paving 
customers. Thousands of employees across our industry continue to lose jobs in 
the current environment. 

Our business is very seasonal, particularly in a number of colder climate states 
where the construction season is relatively short. We routinely increase 
employment and operations leading up to and through the construction season in 
the spring, summer and fall, and then reduce employment and operations as 
colder weather approaches. This year, we simply did not bring back as many 
paving crews, quarry and plant operators, drivers, mechanics, dispatchers, sales 
people and administrative personnel as we normally do. Our employment 
declines reflect this. As mentioned, without a boost in funding, we will bring back 
even less employees next year. 

The bottom line is that our industry is shrinking at a time when our nation’s 
infrastructure needs are growing. Jobs in the United States today are issue 
number one. I can’t think of a better, more robust way to add jobs, good paying 
American jobs, than to invest in infrastructure. I ask the Congress to pass a 
short-term stimulus bill that will allow us to keep our workforce, add jobs and help 
preserve our nation’s highway system. 

Infrastructure Investment as Economic Stimulus 


The Committee and the Congress may soon consider an additional Economic 
Stimulus package. I urge you to include the largest possible infrastructure 
investment component, particularly investment in highway funding distributed to 
the states. The most effective infusion of investment would be 100% federal 
funds without requiring a state match. Many states where we operate have 
significant budget issues that could make it difficult to match federal funds. I 
believe there are a significant number of ready-to-go projects that are only 
awaiting funding. 
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Some have suggested that infrastructure investment cannot be a short-term 
stimulus to the economy since projects take too long to get started and to 
complete. I respectfully disagree with that assessment in the strongest possible 
terms. Quite simply, all infrastructure projects are not the same. Certainly, as 
important as they are, building new highways, bridges, light rail lines, runways, 
and sewer systems can take years to complete. On the other hand, most 
highway maintenance and repair projects can be advertised, bid, let and 
completed in a short period of time. This is particularly true of projects already 
existing that state and local governments have ready-to-go if funding were 
available. 

Earlier this year, in response to this Committee’s request, the American 
Association of State Highway and T ransportation Officials (AASHTO) did a 
survey of its members (all 50 states) and determined that there were almost $1 9 
billion in ready-to-go projects, a significant number of which could be let within 
weeks of funding being available. No doubt the number of these projects has 
increased during the year. Projects like the one we had cancelled in 
Pennsylvania are ready to go once funding is available. 

Many of these maintenance projects can be bid, let and work started in short 
order. Let me provide you with a recent Oldcastle Materials’ example. Last year 
our company in Utah completed a two-lane highway mill and fill resurfacing 
project. This was a $3.5 million job which included milling the old pavement 
(which is also recyclable) and repaving 4.4 miles of road with 30,000 tons of 
asphalt. It was completed from bid advertising to substantial completion in 75 
days. Interestingly, if you compare this project, which put people to work, with 
the tax rebate stimulus package earlier in the year, you find that if this paving job 
had been advertised on March 1 . 2008, we would have completed it well before 
those tax rebates checks hit mailboxes in June. And an almost five-mile stretch 
of highway in Utah now has a new, smooth, safer pavement surface for many 
years into the future. We completed another mill and fill and shoulder widening 
project in Utah this past summer. This $3.8 million job involved five miles and 
from bid release to completion was 110 days. These aren't long-term projects; 
they’re short-term projects that produce long-term, real value in our economy. 
Imagine the stimulus from $1 9 billion worth of those types of short-term, highway 
maintenance projects. 

Investing in the maintenance and preservation of our existing surface 
transportation system is in my view as important as expanding capacity. If we fail 
to invest significantly in maintenance, we will see continuing deterioration in 
existing conditions and increased costs when we get around to the repairs and 
maintenance vital to an efficient system. A second economic stimulus package, 
which contains robust investment in transportation infrastructure, particularly a 
road and highway maintenance component, could be put to use very quickly. We 
believe that the maintenance backlog that exists in every state is itself a list of 
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ready-to-go projects that lack only adequate funding. Funding for these activities 
in a stimulus package would provide an immediate economic boost, while also 
meeting a critical transportation safety and performance need. Oldcastle 
Materials is prepared to put people to work, spend money with vendors, and help 
generate economic activity in those places where the money is spent. 

Projects like the ones we do and the construction materials we produce are the 
core of the economic pyramid. Our business supports economic activity 
upstream and down. We quarry aggregates, produce asphalt and ready-mix 
concrete, purchase and lease equipment and vehicles, engage drivers and 
operators, buy safety and related equipment and services, and employ 
thousands of workers, dispatchers, administrative personnel, safety experts, 
sales people, estimators and finance and accounting professionals. We buy 
cement, liquid asphalt, fuel, electricity, equipment parts and service and all 
manner of materials used in the production of our products and providing our 
paving and construction services. We provide stone, concrete and asphalt 
paving materials to other local paving and construction contractors. 

Our work supports American jobs. The people we employ are local; they live and 
do their work locally in the areas where infrastructure investment money is spent. 
The companies that we do business with: customers, vendors, suppliers and 
service providers are mostly local businesses hired by our local companies. The 
money that flows through us to our employees and these local companies is 
spent directly in the local economy on home mortgages, food, cloths, capital 
goods, etc. We all know that one of the primary factors in economic recovery is 
jobs. Our work produces high-paying, local American jobs that will support our 
economy. The economic impact of infrastructure investment is significant, local 
and can be achieved short-term. 

Maintenance of Our Surface T ransportation System 

As mentioned earlier, we are facing a dramatic need near-term and long-term for 
significant investment in the maintenance of our existing surface transportation 
system. One-third of our major roads are in poor or mediocre condition. To 
remain competitive in an increasingly global, competitive economy we simply 
must stop under-investing in our surface transportation system, particularly in the 
maintenance of the system. 

Our experience has shown in a number of states that maintenance and 
preservation funding is often neglected or reduced in favor of higher profile 
projects. Important new projects must be completed, like tunnels, bridges and 
major interchanges, but often it’s the state maintenance budget that takes the hit 
when there isn’t adequate funding to do both. The end result is that highway and 
road conditions on the existing system suffer. We cannot allow this to continue. 
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As the Committee considers the current stimulus proposals and into next year as 
you address the reauthorization of SAFETEA LU, I urge you to consider making 
maintenance and system preservation a major priority. I ask the Committee to 
consider not only dedicated, robust maintenance and preservation funding, but 
ways to incentivize states and local governments to maintain and preserve the 
system. 

Now is the time to consider a system where states adopt a pavement 
management program which includes a goal of maintaining a minimal level of 
pavement condition as a requirement for receiving federal funds. This could be 
achieved by requiring maintenance performance standards or through a system 
of strong incentives to encourage achieving appropriate maintenance 
performance standards voluntarily. The end result would be a fully maintained 
and preserved surface transportation system that is safer, more efficient and 
indicative of the world-class transportation system required to sustain the United 
States as the pre-eminent, global economic force. 

Conclusion 


Our surface transportation system is in dire need of significant investment to 
maintain and presenre the existing system as well as expand its capacity as our 
nation strives to compete in an increasingly global economy. Our roads are in 
bad condition and need to be fixed. Over the past several years, road 
maintenance work has been in steady decline which makes matters worse. Due 
to this decline, Oldcastle has experienced significant loss of jobs, plant closures 
and cutbacks in investment and spending in the local economies across the 44 
states in which we do business. Much of this maintenance work is already 
identified and can be let and completed quickly, efficiently and effectively. This 
Investment will support significant local jobs, increase local incomes, generate 
economic activity and stimulate local economies while presen/ing our 
infrastructure and strengthening the long-term competitiveness of our nation. 
Robust investment in infrastructure is an excellent way to achieve the short and 
long-term needs in America. 

Thank you for allowing me to present Oldcastle Materials’ views on the 
importance of investment in transportation infrastructure. 
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Mr. Chairman, Congressman Mica and members of the Transportation and Infrastructure 
Committee, on behalf of the 5,000 members of the American Road and Transportation 
Builders Association, I want to thank you for inviting me to testify on economic recovery 
and job creation legislation. Our members greatly appreciate this Committee’s initiative 
to include transportation investments in the proposed legislation. Investments in 
transportation infrastructure not only will generate thousands of new jobs in the short run, 
but benefit the economy and all Americans for many years afterward. 

My name is William Buechner. I am a professional economist and have been ARTBA’s 
Vice President for Economics and Research for 12 years. Prior to joining ARTBA in 
1996, I served 21 years as a member of the core economics staff of the Congressional 
Joint Economic Committee, where I staffed more than 300 hearings on economic policy, 
unemployment, inflation and investment policy, among a wide range of other topics. I 
earned my Ph.D. in economics at Harvard University, where I served as senior research 
associate for the late John Kenneth Galbraith. 

I am not an economic forecaster, but there is little question that the U.S. economy is 
currently being battered by problems that could lead to a serious recession. Some 
analysts are predicting the unemployment rate could rise to eight percent or higher before 
this is over and that recovery from the downturn could be a year or more in coming. 

The U.S. economy would benefit from enactment of significant economic recovery and 
job creation legislation, as Federal Reserve Board Chairman Ben Bemanke has recently 
testified. It is well understood that when consumer spending turns down, homebuilding 
turns down, business investment turns down, and when overall economic activity is 
falling, the government can step in and temporarily support demand with provisions like 
extended unemployment benefits, housing assistance, middle-class tax cuts, and 
increased investment in infrastructure and public works. 
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For the rest of this testimony, I would like to focus on the last issue and explain how 
transportation investment could be a significant part of economic recovery and job 
creation legislation. 

Welters In the U,S. censtnicaea leiestry have, se far, heme the brant et the eirrent 

eceneniC crisis. Although the national unemployment rate is just over six percent, the 
unemployment rate among construction workers in September was 9.9 percent, 
almost four percentage points higher than for the economy as a whole . Economy- 
wide, more than 970,000 experienced construction workers are currently unemployed 
including workers shed by the depressed homebuilding industry and the general building 
industry. During the past three years, highway construction contractors have shrunk their 
payrolls by 30,000 workers as state and local highway agencies have postponed projects 
in response to skyrocketing construction costs and tight budgets. In ARTBA’s own 
quarterly survey of transportation construction contractors. 60 percent of 
respondents said employment was lower in the third quarter of 2008 than the same 
quarter of 2007 versus 12 percent reporting higher employment, one of the largest 
gaps for this measure in the history of our industry conditions survey. A targeted 
transportation component in economic recovery legislation would help put these workers 
back on the job. 

nanspartadon centractors have the capacity far a significant ameunt af aMidanal 

CanStrUCdan wark. According to ARTBA’s latest quarterly industry conditions survey, 
many transportation construction contractors are operating well below capacity and are 
eager to take on new work. Thirtv-six percent of surveyed construction firms are 
operating at 75 percent of capacity or less. This is up from twenty-seven percent in 
the second quarter of 2008 and the highest report of unused capacity in the history 
of ARTBA’s survey. On the other end of the scale, only three percent of respondents 
said they were operating at full capacity in the third quarter, one of the lowest responses 
we have ever seen in our quarterly survey. With significant available capacity in the 
industry, there is no question that additional federal transportation investment as part of 
an economic recovery bill will create jobs that would not otherwise exist. 

Thcusands af appropriata traaspanadan canstracdan praiects ara ready ta pa. critics 

argue that transportation projects take a long time to plan and construct and thus are not 
suitable for an economic recovery and job creation bill. This negative argument assumes 
that transportation spending in such legislation would target the same mix of projects as 
the regular federal highway program and other transportation investment programs. But 
that is clearly not what we are talking about. The regular federal transportation programs 
focus on major construction projects that require complex plans and environmental 
reviews and often take years to complete. An economic recovery and job creation bill 
should focus on projects ready to go to construction in a very short time — “no-plan” 

projects requiring minimal engineering such as highway overlays, highway milling 

and resurfacing, runway resurfacing, bridge deck repairs, bridge painting and 

scraping, safety improvements, and highway striping, guardrail installation, and 

signage. And there are plenty of such projects. Earlier this year, the American 
Association of State Highway and Transportation Officials (AASHTO) surveyed its 
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members and found more than 3,000 highway projects totaling about $18 billion that 
could be under construction within 60 to 90 days after enactment of economic recovery 
legislation. There are likely to be similar ready-to-go projects at many of the nation’s 
airports and local transit systems. In southern states, projects could be underway very 
quickly. In northern states, projects could be underway as soon as the snow melts. The 
spendout and job creation would be much faster than for the regular federal transportation 
improvement programs. The argument that transportation projects take a long time 
to plan and execute does not apply to the kinds of projects appropriate for economic 
recovery and job creation legislation. 

Transpiitailan Imsimeni in ecraamlc reenvery and lob creaUon legislaflon mtohM 
generate tbensands ef new lobs. Periodically, the U.S. Department of Transportation 
calculates the number of jobs in the U.S. economy that are supported by federal highway 
investment. In its latest report, issued earlier this year, U.S. DOT found that every $1 
billion of federal highway investment, when combined with required state matching 
funds, supports a total of 34,779 U.S. jobs. Many are well-paid highway construction 
jobs, as shown in the chart below. The rest are spread throughout the U.S. economy, 
either in supplier industries or in industries that benefit from the payrolls and spending of 
highway workers. While the U.S. DOT report emphasized the number of jobs supported 
by the ongoing level of federal highway investment, the results also mean that every $1 

billion of additional 
federal highway 
investment included 
in an economic 
recovery bill would 
generate 34.779 new 
jobs. Investment in 
other transportation 
modes would 

generate a similar 
number of jobs. If 
the spending is 
temporary, the jobs 
will be temporary, but 
there is no question 
that new jobs will be 
created while the 
money is being spent. 

lob ereatioii would begin even before constructlen starts. According to artba 

contractors, materials suppliers and equipment manufacturers, hiring in response to 
federal legislation often begins well before construction starts. There are two triggers 
that signal contractors and suppliers to start adding employees. One is enactment of 
legislation providing additional financing for construction projects — stimulating suppliers 
of construction materials and equipment to begin building new inventory and expanding 
their labor force to meet the impending demand. The second occurs when state and local 


U.S. Jobs Created by $1 Billion of Stimulus 
Spending on Highways 


Rest of 
Economy 
17,453 


Construciion. 


Source: FHWA 
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transportation agencies begin letting contracts for construction projects. Weeks before 
construction begins, new employees need to be trained, all employees (even 

veterans) need safety training, machinery needs preventive maintenance, asphalt 

plants need to be reactivated, quarries need to be reopened or expanded, materials 

need to be purchase, equipment purchased or leased. AH of this is economic 
activity — supporting or creating American jobs. So, as soon as Congress passes 
economic recovery legislation with additional transportation investment, the job creation 
process will begin. 

Jobs Willd bo CreitOd in tbo U.5. By their very nature, construction jobs cannot be 
exported. The jobs created by transportation construction projects in an economic 
recovery and job creation bill would be located in the U.S. and would employ 
American workers. Unlike tax cuts which can be spent on imports, transportation 
investment would create thousands of well-paid on-site construction jobs in every state 
plus many other U.S. jobs producing the aggregates, construction machinery, asphalt, 
cement and other materials used in transportation projects. 

Transpertation speading mrauld be targeted where need is greatest one of the 

strengths of transportation investment in an economic recovery and job creation bill is 
that, unlike a general tax cut, the funds can be targeted where they will be most effective. 
Since construction is one of the weak areas of the economy right now, additional 
investment in highways and other ready-to-go transportation projects would help plug 
that hole. Furthermore, given the chronic gap between the current level of transportation 
investment and needs, the improvements resulting from additional transportation 
investment would be beneficial to the economy and all Americans in the long run as well. 

nanspeUPilBR imestmeiit has been used ia the past te speed recovery sod create jobs. 

During the severe 1982 recession. President Reagan and Congress worked together to 
increase the federal gas tax by five cents per gallon and expand federal highway 
investment more than 50 percent, from $8 billion in 1982 to more than $12 billion by 
1985 - equivalent to a $21 billion increase in the federal highway program today. This 
bipartisan increase in federal highway investment helped boost employment in the 
construction industry by almost 20 percent between 1982 and 1985, or almost 700,000 
jobs. There is no substantive reason why the success of transportation investment in 
the 1982 economic recovery program could not be repeated today. 

nanwitaUso prairisioos In an ecanamic racavaiy and lob Croatian bill sbanid be 
crafted for Riaxinum economic impact To get the maximum job creation from 
transportation investments, the program should incorporate the following elements: 

• 100 percent federal financing. In an economic downturn, some state and local 
governments may not have the resources to meet the 20 percent matching 
requirement of the regular federal highway program. Generating matching funds 
would delay projects. To assure quick implementation of job creation legislation, 
the program should permit 100 percent federal financing of construction projects. 
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• MalltSnailCe af elfan. state and local transportation agencies should not be 
allowed to substitute federal job creation funds for their own transportation 
investment. The program should include a maintenance-of-effort provision, to 
assure economic recovery and job creation legislation actually creates new jobs. 
The maintenance of effort provision in the toll credit program could serve as a 
model. 

• nme eertain far lening prtlects and cimpleting cnnstrueain. The legislation 

should establish a deadline for letting transportation construction projects, to 
assure that the program begins creating jobs as soon as possible, as well as a 
deadline for completing construction, to assure that the economic impact occurs 
when the economy needs it most. If a state fails to meet a deadline, unused funds 
should be returned for redistribution to other states. 

TranspiitaUM investment In ecenemic recoveni and iob creaUen legislatien sheuld 
supplement, net snpplant reantherization of the federal surface transpertatlan and 
atrtaden programs. SAFETEA-LU, the 2005 act authorizing federal investment in 
highway and public transportation improvements for FY 2005-09, expires September 30, 
2009. The Highway Trust Fund at that time will be left with a miniscule cash balance 
and a projected revenue stream that will be far less than needed to maintain existing 
investment levels. ARTBA and AASHTO calculate that the maximum possible highway 
program in FY 2010 will be $22.7 billion without new revenues. (See attached charts.) 
Every state would experience a 45 percent cut in federal highway program funding, 
threatening the loss of 700,000 jobs throughout the American economy. A similar cut 
would occur in the mass transit program a year later. Economic recovery and iob 
creation legislation can be a powerful tool for creating new transportation 
construction jobs in 2009. but it cannot substitute for timely reauthorization of the 
federal highway and public transportation Dro£rams to prevent the potential FY 
2010 funding crisis from becoming a reality. 

This risk is compounded by the fact that state and local governments are faced today with 
their own budget crises. Falling home values and declining consumer expenditures are 
reducing state and local revenues from property and sales taxes. High gasoline prices, 
less driving, falling tmck sales and plummeting new automobile purchases are cutting 
into the gas tax and vehicle registration fees most states depend on to fund highway and 
mass transit projects. At least twelve states have already begun paring their highway 
construction programs, as detailed in the attached supplement to this statement, and more 
are sure to follow. 

The last time this combination occurred was in 2002 and 2003. The result was a decline 
in the value of constmction work put in place on highways and bridges and falling 
employment that lasted until 2005 when an improving economy and enactment of 
SAFETEA-LU provided the foundation for renewed growth of highway and bridge 
construction activity. 
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In conclusion, ARTBA urges Congress to include significant transportation 
investment in an economic recovery and job creation bill to help increase 
transportation construction activity and create new jobs in transportation 
construction as quickly as possible. In addition. Congress should enact new multi- 
year surface transportation authorization legislation in a timely manner to prevent 
a disastrous downturn in transportation construction employment in 2010. just as 
the economy is recovering from the current economic crisis. 

Mr. Chairman, again I thank you for inviting ARTBA to testify during this hearing and I 
would be happy to answer questions. 
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State Transportation Spending Cuts 

As of October 20, 2008 


Alabama: 

• The number of road-building projects funded by the Alabama Department of 
Transportation dropped significantly through the first half of this year because of 
the rising cost of fuel and petroleum-based construction materials. 

• With motorists driving fewer miles in the face of rising gasoline and diesel fuel 
prices, fuel tax revenues are down and the number of construction contracts has 
declined steadily since the first of the year. There were 3 1 contracts in January, 5 1 
in February, 49 in March, 25 in April, 28 in May and 15 in June. 

• ALDOT sought bids in 2002 for 440 transportation projects. The agency 
contracted 250 fewer projects in 2007, and it's on a pace to have even fewer this 
year. 

Source: The Birmingham News. July 29, 2008 

• "Our biggest issue is cost escalations due to materials, and our fuel and asphalt 
indexes are really driving our overruns thru the roof. This will impact our 
program in that we won't be able to do as many projects. 

• Projects have declined while dollars increase or stay level over time. So far 
through 2008 (which ended our year on September 30) - 31 1 projects for $603m." 

Source: Alabama Road Builders Association. Oct. 1 7, 2008 

Arizona: 

• "The proposed South Mountain Freeway could be scaled back, converted into a 
parkway or delayed further as the Valley faces a $4.5 billion shortfall for 
transportation projects. 

• [Eric Anderson, Maricopa Association of Government's transportation director] 
said a combination of declining sales tax revenues, rising construction costs and 
lower bonding capacity have created a funding deficit of at least $3.8 billion but 
probably more like $4.5 billion." 

Source: The Arizona Republic. Oct. 16, 2008 

Florida: 

• "Massive transportation cuts could be coming to the state in 2009, the top official 
with the Florida Department of Transportation in Northeast Florida is warning. 

• The possibility of budget cuts is leading county officials on the First Coast to 
seriously consider other ways to pay for transportation projects, including tax 
hikes and toll roads. 
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• FOOT District 2 Secretary Charles Baldwin and others believe the state will deal 
with a projected $4 billion budget deficit in 2009 primarily by cutting planned 
transportation projects. The state cut about $500 million from the $8.2 billion 
transportation budget in 2008. 

• This means any construction project that has not started by the time the 
Legislature meets next spring is in danger of being cut or indefinitely delayed." 

Source: The Times-Union (Jacksonville). Oct. 13, 2008 

• "In FL our 5 year work program has taken a $5.2B cut since November 06. In 
addition our Turnpike just announced a cut of $1.2B in its 5 year work plan." 

Source: Florida Transportation Builders' Association. Oct. 16, 2008 

Idaho: 


• “Worries about the economy and dwindling federal highway spending, along with 
delays on a North Idaho project, prompted the Idaho Transportation Board on 
Wednesday to slash the amount of money it hopes to borrow in 2009 to pay for 
ambitious Idaho highway projects. 

• The board voted to cut $174 million from its planned road request for 2009 
financed with bonds backed by federal highway payments. Instead of asking 
lawmakers to approve $299 million in new debt as long planned, the board will 
seek $125 million.” 

Source: Idaho Statesman. Sept. 18, 2008 

Maine: 


• “Liquid asphalt, a base for mixing asphalt, has more than doubled in price since 
early this year, jumping from $307 in January to $765 per ton last month, 
according to DOT. The transportation agency last month announced the cost 
increase forced it to suspend 85 miles of planned road paving this year, work that 
carried a price tag of $13.6 million. 

• Some are cutting back or delaying paving projects in the hope that prices will fall, 
according to Pete Goughian, a DOT official who works directly with municipal 
officials. And put off those repairs too long, DOT Deputy Commissioner Gregory 
G. Nadeau said, and the cost of rehab increases exponentially — hardly a desirable 
scenario when revenues are flat or decreasing.” 

Source: Kennebec Journal. Sept. 8, 2008 
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Maryland: 

• “MD Gov. Martin O'Malley plans to announce . . . that his administration will 
delay $1.1 billion in transportation projects over the next six years. 

• The projects are funded through a transportation account distinct from the general 
budget.” 

Source: Baltimore Sun. Sept. 10, 2008 

Michigan: 

• “Michigan’s annual state road and bridge program (MOOT) has seen a drop of 
over 24% since its high point in 2006. Local agencies have suggested that their 
losses have been even greater. 

• As transportation funds plummet, the number of MI roads that have gone from 
good to poor condition has nearly doubled - from 11,499 in 2003 to 21,581 in 
2007. Forty-five percent of Mi’s roads are expected to be poor condition by 
2018. In addition, one in every six of the sisters critic^ bridges is not scheduled 
for repair any time in the next five years due to a lack of funds. 

• In 2004, it would have cost $3.7 billion to bring all MI roads that were in poor 
condition up to good condition. Today that figure has already ballooned to S6.6 
billion and continues to escalate.” 

Source: Michigan Infrastructure & Transportation Association (MITA). Oct. 17, 2008 

Nevada: 

• “Nevada's highway system needs about $1 1 billion between now and 2015. 
[Deputy Director for Engineering Kent Cooper] said the state's current revenue 
stream will fall more than $4 billion short of that. Nevada needs to spend at least 
$1.5 billion between now and 2014 on maintenance and preservation projects ‘just 
to avoid increasing the backlog of pavement and bridge maintenance needs.’ 

• Unfortunately, one of the things NDOT gave up to meet its share of budget cuts 
mandated by the governor's office, was the lion's share of its maintenance budget. 
Director Susan Martinovich said that means NDOT will have to get creative to 
extend the life and usability of Nevada roads until the economy turns around. 

• Martinovich told the board one of Nevada's problems is the state fuel tax is a flat 
18.4 cents a gallon where many other states get a percentage. With people driving 
less, Nevada has actually seen its gas tax revenue drop.” 

Source: Nevada Appeal. Sept. 17, 2008 
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New York: 

• "Citing tough economic times and the high cost of asphalt, the state Department 
of Transportation plans to eliminate nearly 10 percent of its projects because its 
budget isn't going as far as expected. 

• At the same time the state Thruway Authority is canceling $250 million worth of 
projects scheduled through 2011, including rebuilding and resurfacing roadways 
and bridges, and county highway superintendents are looking to scale back local 
projects, as well.” 

Source: The Citizen (Albany, NY). Oct. 14, 3008 

North Carolina: 

• "North Carolina’s road-building and transportation budget is being cut by $50 
million, a number that could easily grow to $200 million for the year, as state 
officials react to declining tax revenue. 

• Transportation Secretary Lyndo Tippett enacted 6 percent cuts in spending this 
week. He said no highway construction projects have been delayed so far, but he 
anticipates the reductions eventually will cause delays. 

• The 6 percent reduction mirrors the decline in combined revenue from the state's 
gas tax and the highway use tax, which is applied to car purchases. 

• If tax revenue remains down at the current level, the department will have to cut 
$200 million by June 30 of next year. Further declines will prompt deeper cuts." 

Source: The Charlotte Observer. Oct. 17, 2008 

Pennsylvania: 

» "Since the federal government put the brakes on adding tolls to Interstate 80, 
Pennsylvania is looking at having the money available for transportation needs 
cut in half by July 2010. 

• If 1-80 isn't tolled, funding will drop to $250 million a year for transit and to $200 
million a year for highways and bridges, said Rich Kirkpatrick, a spokesman for 
the state Department of Transportation." 

Source: The Patriot News. Oct. 20, 2008. 

Virginia: 

• “Virginia's transportation revenues are expected to decrease by up to $2.6 billion 
over the next six years, putting the brakes on most new highway construction and 
probably hurting services ranging from rest stop operations to roadside mowing, 
the state's top transportation officials said Wednesday.” 

• The Commonwealth Transportation Board will decide later exactly which projects 
in the six-year highway construction plan will be scrapped or delayed. Virginia's 
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transportation revenues had been projected at about $25 billion over the next six 
years 

• [Secretary of Transportation Pierce Homer and Virginia Department of 
Transportation Commissioner David Ekem] cited the faltering national economy 
and decreasing gasoline and automobile sales tax collections as the chief reason 
for a downw'ard adjustment of $2.1 billion to $2.6 billion. The reductions are on 
top of June's $1.1 billion cut in the six-year highway plan. That program, which 
now stands at $7.9 billion, will be slashed an additional $1.1 billion to $1.6 
billion.” 

Source: The Virginia Pilot. Oct. 15, 2008. 

• "State and federal revenues are projected to be between $2.1 and $2.6 billion less 
over the next six years. We must make $227 million in reductions for the rest of 
this fiscal year alone." 

Source: Statement by David Ekem, P.E., VDOT Commissioner. Oct. 15, 2008 

West Virginia: 

• “To deal with declining revenue and higher expenses for construction materials, 
the state highways department will focus on maintaining roads and bridges 
instead of building new ones, officials said. 

• The main source of funding for Division of Highways, the state Road Fund, is 
projected to slowly but steadily decline as high gas prices reduce travel. That will 
reduce revenue from the state gas tax, the major component of the fund. 

• Projections are that the Road Fund will decline from $660 million in the current 
budget year to $648 million in fiscal 2012-13, as drivers cut back on travel and 
gradually switch to more fuel -efficient vehicles.” 

Source: Charleston Daily Mail. July 30, 2008 
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Thank you, Mr. Chairman, Ranking Member Mica and Uie distinguished members of the Committee for 
inviting me to participate in today’s important hearing on how infrastructure investment will lead our 
economy down the road to recovery. 

My name is Brian Burgett. I am President and CEO of the Kokosing Construction Company located in 
Fredericktown, Ohio, and I am here today testif^ng on behalf of the Associated General Contractors of 
America (AGC). Kokosing Construction Co., Inc. headquartered in Fredericktown, Ohio, is a multi- 
million dollar, regional general contractor committed to delivering the highest level of quality and 
superior service to valued clients around the Midwest and is proud to be listed as number 78 on the 
Engineering News Record’s Top 400 General Contradors list. Our purpose is to ODnstruct superior 
results — great leaders, great products, and great relationships. 

The Associated General Contractors of Mrerica (AGC) is the largest and oldest national construction 
trade association in the United States. AGC represents more than 33,000 firms, including 7,500 of 
America's leading genera! contractor, and over 12,500 specialty-contracting fimis. Over 13,000 
service providers and suppliers are associated with AGC through a nationwide network of chapters. 
AGC contractors are engaged in the construction of the nation’s commercial buildings, shopping 
centers, factories, warehouses, highways, bridges, tunnels, airports, waterworks facilities, waste 
treatment facilities, dams, water conservation projects, defense facilities, multi-family housing projects, 
site preparation/utilities installation for housing development, and more. 

AGC is also a founding member and Co-Chair of the Water Resources Coalition, which was 
established in 2007 to promote the development, implementation, and funding of a comprehensive 
national water resources policy. Our member organizations represent state and local governments; 
conservation, engineering, and construction; and ports, waterways, and transportation services. The 
Coalition works to ensure that a comprehensive national water-resources policy is developed, 
implemented, and funded to provide a sustainable, productive economy: a healthy aquaUc ecology; and 
public health and safety. 

On behalf of AGC, I urge this Committee to recommend to the full House economic stimulus activities 
that would have an immediate positive impact on economic activity. Specifically, I strongly encourage 
you to make recommendations on provisions that would Immediately boost construction activity. The 
construction industry employs more than 7 million people and represents more than $1 trillion annually 
in economic activity, including $500 billion In materials and $36 billion in new equipment. We have 
excess capacity at Kokosing and throughout the construction industry, and we need the investments to 
create jobs In the Midwest and throughout the country. 

State of the Economy 

When budgets are tight, private investment and public investment at all levels is cut. At the state and 
local level, budgets have declined significantly because of the decline in home values, resulting in lower 
property tax collections. The recent financial crisis has also hampered the ability of state and local 
governments and public agencies to borrow short term, delaying or eliminating various infrastructure 
improvement projects. According to Municipal Market Advisors, a consulting firm that specializes in 
municipal bonds, $100 billion of new infrastructure projects have been delayed because of the 
constricted credit markets. In addition, volatility in construction materials prices, driven by inflation, has 
reduced the purchasing power of public works dollars. As a result, fewer contracts are going out to bid, 
which means less work for contractors and fewer jobs for their employees. 

Construction Inflation Data 

Construction materials continue to drive up the cost of our product. AGC’s economic research shows 
that the Producer Price index (PPI) for construction rose 45 percent from December 2003 to September 
2008. This compares to a 19 percent increase in the Consumer Price Index (CPI). Indexes for 
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highway and street construction and other heavy constructlon—activities under the jurisdiction of this 
Committee — are more dramatic. They rose 76 percent and 60 percent, respectively, over the same 
period. The PP! reflects the increase in the cost of basic building materials including steel, cement, 
asphalt, aggregate, and other materials. Diesel fuel price increases also impact this cost as 
construction activity is energy intensive. 

Impact on Employment 

The impact of fewer contracts being bid is reflected in shrinking nationwide unemployment numbers. 
Heavy and civil engineering construction employment peaked in June 2007 and has steadily decreased 
over the past 16 months. There was more than a 5 percent decrease in these jobs over that period, 
which equates to 52,000 construction employees now out of work. This worrisome trend should be 
stopped now. 

My company has already seen a significant down turn in the various construction markets in which it 
operates. The sharpest decline has been in the commercial and retail sector where five major projects 
valued at over $50 million were just recently cancelled. There has also been a major decline in 
highway construction, utility and sewei line work, as well as water treatment plants. In addition, our 
aggregate business has declined by 30 percent over the past year. 

Kokosing’s experience reflects what the economists are telling us could be true about the future market. 
AGC’s Chief Economist is projecting a decline of as much as 9 percent in non-residentia! construction 
activity in 2009, which is in iine with the 10 percent decline projected by McGraw-Hlil Construction 
economists. Kokosing employs approximately 3000 workers and the consequence of this decline in 
construction activity Is the anticipated reduction of our work force by 15 to 20 percent in the coming 
year. That translates to 450-600 good, skifled, and safe workers who will lose their jobs because of 
these market conditions. AGC’s economist reports that an additional ioss of 10-15 percent nationwide 
is possible if the economy does not turn around. That could add another 100,000 or more lost jobs to 
the 52,000 lost over the last 12 months. 

Broader Economic Impact 

This decline in the construction market also has broader implications for the economy. For example, 
our company has been forced to shelve or trim down plans for expansion and reduce our usual annual 
investment in equipment. Each year we t^lcally replace 10 percent of our equipment fleet and in a 
growing market we would also be purchasing additional equipment. The cost of this investment over 
the past few years has averaged $30-45 million per year. We have already canceled some planned 
purchases for next year and are putting many others on hold until we see vi^at funding is going to be 
available for new work. An investment in equipment of this magnitude next year is highly unlikely. 

Leading Economists Support Infrastructure investment 

An infusion of federal infrastructure funding would have a direct stimulus effect by putting more 
contractors and their employees back to work and many leading economists agree that infrastructure 
investment does have a powerful stimulating effect on the U.S. economy. 

Mark Zandi, Chief Economist for Moody’s Economy.com has found that the “boost to GDP from a dollar 
spent on building new bridges and schools is estimated to be a large $1.59.” He argues that “if 
infrastructure projects can be identified that could be started quickly then this could prove to be an 
efficacious form of fiscal stimulus.” 

Lawrence Summers, former Secretary of the Treasury, further argues that “there is reason to believe 
today that a significant amount of stimulus can be delivered with reasonable rapidity.. .If one looks at 
the several hundred million dollar infrastruc^re commitment that was made after the bridge collapse In 
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Minneapolis about a year ago. 86 percent of the money had not just been obligated, but had been 
spent within a 9 month interval. The sense that ttiere Is a baddog that can be moved rapidly is 
reinforced by the extensive anecdotal evidence of projeds [that] have been slowed partially through the 
process of construction, or that are ready to let, but have been held back for budget reasons. . 

Water Resources Infrastructure: Another Road to Recovery 

While Kokosing Construction Company and the 33,000 members of AGC are engaged in all aspects of 
public infrastructure construction, I will focus the remainder of my remarks on the opportunities water 
resources investment would create for our economy. Nonetheless. I encourage the Committee to give 
all due consideration to the comments of the other organizations represented today in any 
recommendation the Committee makes to the full House on a broad-based infrastructure component 
that would be included in an economic recovery package. 

Both the U.S. Army Corps of Engineers and Bureau of Redamation have construction and operations 
and maintenance baddogs for which additional funding would create immediate construction 
employment opportunities. With additional funding, the U.S Army Corps of Engineers would fully fund, 
through design-build contracting, major waterways and dam safety projects. According to the Corps, it 
would take about 9 months for the Corps to go through the entire contractor selection process and 
award a best value contract. While the time It would take for the contractor to ramp up would vary 
depending on the project, the good news is that the stimulus would continue for several years, 
particularly for a very large construction project. However, expenditures — and thus, job creation — for 
on-going and smaller construction projects, including dredging and operations and maintenance work, 
would be higher up front. 

Our company has worked extensively on Corps of Engineers Civil Works projects over the past several 
years and we hope to continue in the future. In the Great Lakes District, where we primarily operate, 
we understand that there are several projects that are ready to go to bid within 30 days if funding were 
provided. Other larger projects would be ready to go to construction with 6 to 8 months. 

The Corps estimates that $5 billion invested in water resource projects would create over 140,000 new 
jobs. Of this total, almost 40,000 would be new private sector jobs with average salaries ranging from 
$38,000 to $42,500. Over 100,000 additional new jobs would be created in industries supplying the 
water resource projects funded by the stimulus and the goods and services needed by the workers and 
their families. 

There are several other important benefits to stimulus funds for water resources projects Identified by 
the Corps of Engineers. Such funding would: 

• Substantially reduce the backlog of critical maintenance and repairs at approximately 360 multiple 
purpose flood control, hydropower, recreation, water supply, and navigation projects. 

• Repair several high risk dam safety projects. 

• Rehabilitate and upgrade hydropower plants to achieve an industry standard 98 percent availability. 

• Recapitalize the oldest and most at-risk projects on our inland waterways system. 

• Fully dredge to authorized depth the nation’s 296 highest use, deep draft, commercial ports. 

• Fully dredge our inland waterways to authorized depth and width. 

• Repair and upgrade critical coastal protection projects that serve as defense to key population 
centers. 

The nation’s Marine Transportation System contributes 30 percent of the nation's Gross Domestic 
Product through the movement of petroleum, coal, and other energy products to power plants and 
consumers and through the export of agricultural and other products to global trade partners improving 
the nation's balance of trade. Approximately 2.6 billion tons, or 94 percent, of the nation’s commercial 
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import and export commerce, valued at over $620 billion, is moved on the channels and waterways. 
Failure to maintain channels creates a dr^ on economy and may slow economic growth. 
Additional investment in our nation's watenways would be used to improve channel availability of our 
coastal ports from 32 percent to 95 percent, and would Improve inland waterway lock and channel 
reliability and availability by reducing lock dosures due to mechanical failures from 27,000 hours to 
10,000 hours per year. 

Finally, investment in this sector will greatly expedite the construction of critical environmental projects, 
completing projects sooner, returning critical ecosystems to a more natural state. Projects producing 
beneficial impacts on more than 1 million acres could be expedited. Of these outputs, approximately 90 
percent are nationally significant and would contribute greatly to long-term environmental sustainability. 

To maximize the economic stimulus benefite of Investment in water resources projects, the Corps 
recommends, and AGC agrees, that a one-time provision be enacted to enable cost-sharing sponsors 
to repay their share within 5 years. Since most Corps projects are cost-shared, and many local 
jurisdictions are experiencing budget shortfalls, this provision would allow the Corps to enter into cost- 
sharing agreements without regard to the availability of the non-federai share and immediately apply 
funding where it would do the most good. 

Macriiioiial Consiuersuons 

The Harbor Maintenance Trust Fund 

The current state of the nation’s ports and harbors requires a significantly larger increase in spending. 
Accordingly, we remain concerned about the current balance in the Harbor Maintenance Trust Fund 
(HMTF). As of September 30, 2006, the balance in the HMTF was $3,306 billion, an increase of $523 
million (18.8 percent) over the FY 2005 year-end balance, even after all fund transfers to the Corps. 
The balance in the HMTF increased to $3,749 billion in FY 2007 and to an estimated $4,728 billion in 
FY 2008. Revenues have substantially exceeded transfers to the Corps for a number of years despite 
the demonstrated need for harbor improvements. As Congress considers additional opportunities to 
invest in water resources spending to stimulate the economy, the surplus in the HMTF should not be 
overlooked as an immediate source of revenue to fund these critical projects. Furthermore, as 
Congress looks towards long-term investment, AGC strongly recommends enactment of legislation 
setting the obligation authority each year equal to projected prior-year revenues collected In the HMTF. 

Reoroarammina and Continuing Contracts 

The FY 2008 Omnibus Appropriations Bill granted the Corps additional flexibility to meet existing 
obligations and unforeseen operations and maintenance needs. This additional flexibility is crucial to 
help the Corps meet the ever-changing needs of civil works project execution, and it Is hoped that 
Congress wit! consider extending this courtesy to certain projects in the other accounts as necessary. 


in FY 2006, Congress approved making continuing contracts optional rather than mandatory. AGC 
strongly believes that use of the continuing contract is an important contracting mechanism given the 
vastly varied scope of projects executed by the Corps of Engineers. Unfortunately, limited resources 
for long-term Civil Works projects have plagued the immediate benefits water resources projects offer 
the nation. Take, for example, an O&M contract for a lock and dam project. There is a sort of double 
inefficiency silently at wori< when we limit funding for such projects. One is the lost productivity, which 
is incurred immediately. The other inefficiency is the higher price tag when repairs are finally 
undertaken. A lock and dam that receives regular maintenance will last at (east twice as long as one 
that does not. The cost of timely maintenance and repair is a tiny fraction of constructing a new lock 
and dam. 
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Additional funds to accelerate project executkm under continuing contracts should be considered an 
overall benefit to the nation. There are immediate economic stimulus benefits to be derived from 
directing additional funds these types of on-goIng projects. In these instances, contractors are already 
mobilized and performing work, but the amount of woii< they can perfoim is limited by available funds. 
With additional funding, contractors could hire more workers immediately and complete the project 
more quickly 

Economic Stimulus Legislation 

AGC greatly appreciates the action taken by the House In September in passing H.R. 7110, which 
would provide additional supplemental appropriations for a number of major federal construction 
programs to stimulate economic recovery tfjrough infrastructure investment and direct and indirect job 
creation. That bill would provide almost $5.5 billion In additional water resources investment, including 
$5 blilion for the U.S. Army Corps of Engineers and $426 million for the Bureau of Reclamation. AGC 
strongly supports this additional Investment, as well as the funding proposed for other federal 
construction programs provided under H.R. 7110, and urges the Congress to reconsider this or other 
similar legislation as soon as possible in the upcoming weeks. 

Concluding Remarks 

Mr. Chaiiman, we at Kokosing and the members of AGC are ready to build these projects, so we can 
create and sustain jobs throughout the country. Construction has always been an engine of economic 
stimulus and can play that role once again. Increases In infrastructure investment can be quickly put to 
work and vwii have a direct, immediate, and dramatic impact on the economy. Moreover, since some 
construction contracts take many years to complete, investment made today will provide economic 
growth through any prolonged period of economic downturn. Most importantly, however, the long-term 
economic benefits of infrastructure investment today should not be overlooked. Through additional 
investment in infrastructure, our nation would be well positioned to emerge from the economic 
downturn, rebuild our world-class infrastructure system, and ensure our continued economic prosperity 
well into the future. 

Thank you for this opportunity to comment. I look forward to working with the Committee and would be 
happy to answer any questions. 
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Committee on Transportation & Infrastructure 
United States House of Representatives 
“Investing in Infrastructure” 

October 29, 2008 

Chairman Oberstar, Ranking Member Mica and distinguished members of 
the Committee. I’m pleased to testify on this critical topic of job creation 
and economic recovery within the context of infrastructure investment. My 
views reflect my role as governor of a state heavily dependent on our 
transportation system as well as Chairman of the National Governors’ 
Association’s Economic Development Committee. 

First, however, let me thank Chairman Oberstar for his consistent, thoughtful 
leadership on the nation’s transportation and infrastructure issues and more 
specifically for his attention to my state’s complex multi-modal 
transportation networks. As the Chairman knows, New Jersey is the most 
densely populated state, a corridor state, and a state that houses the largest 
port complex on the eastern seaboard. Without question, managing, 
maintaining and extending New Jersey’s infrastructure is essential for the 
economic well being of our nearly 9 million citizens and also for our 
contribution to the national economy. 

Let me thank my two home state Congressmen serving on this committee for 
their bipartisan support and attention to our nation’s and New Jersey’s 
infrastructure - Congressmen Albio Sires and Frank LoBiondo. 

Mr. Chairman, two weeks ago I addressed the New Jersey Legislature on an 
emergency basis with regard to the State’s deteriorating economic 
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circumstances. I laid down state initiatives that might help bridge a national 
recession and lay a foundation for an early and sustainable recovery. My 
proposals assumed a fairly deep recession with 3 to 4 quarters of negative 
growth and unemployment perhaps reaching 8-8.5%. The urgency of my 
call for action was obviously underscored by the crisis and dislocation in my 
region’s financial services industry. In short, our real economy and outlook 
is deeply troubled. As you are well aware. New Jersey’s challenges are 
indicative of a broader trend among the states and I might add - our cities 
and municipalities. 

In my address, I told my colleagues that while we cannot stand alone against 
a national economic tide, under no circumstances can we stand idly by. 
Despite our current year’s budget being $400 million in the red or that next 
year’s revenue shortfall could reach $3.5-4.0 billion, New Jersey must act to 
the best of our ability to stabilize our economy. I clearly and respectfully 
recommend the federal government act as well. We need a substantial and 
timely - post election not post inauguration - stimulus package. My hope is 
that its total size will be in the $250-300 billion range or 1.5-2% of GDP. 

It is with this backdrop that I recommend the committee work to include 
infi'astructure investments as a critical element of any Federal effort as it was 
in my proposal to the New Jersey State Legislature. My proposals included 
three basic elements: 

First. I proposed immediate help to those most vulnerable to the economic 
slide - i.e. the unemployed, those challenged in the housing crisis, and those 
struggling with the cost of food and fuel. Second. I proposed changes to 
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New Jersey’s business tax structure to enhance our business climate, 
competitive position and our long term economic prospects. And, most 
importantly, I asked all of my cabinet and authorities units to accelerate 
already planned transportation and school construction projects where 
fmanceable in the next 6-9 months. This effort should pull forward $3. 5-4.0 
billion of incremental projects in the near term and stimulate economic 
activity and perhaps create as many as 40,000 jobs. 

And, finally I recommended we all take the next Amtrak to Washington and 
ask for your help. . . . That’s why I am here. . . . We need federal help to get 
through these tough times so that New Jersey and other states don’t take 
actions that offset any stimulus you all provide or that we further compound 
shrinking demand for our flailing economy. To this point, I have seen 
estimates that state budgets could shrink substantially more than $100 billion 
in the next fiscal year without federal help. And that shortage could well be 
doubled up by local governments who are also suffering large revenue 
shortfalls. 

Simply put we need federal aid for both operating purposes and capital 
investments. Housing and FMAP, waivers or DISH caps, unemployment 
benefit extensions, block grants, or revenue sharing are all ideas that need to 
be considered in a comprehensive package. Initiatives in these areas are 
needed to stop the bleeding. 

That said, we need to turn the economy around. We need to create 
aggregate demand today so as to replace the sharp declines occurring in 
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construction and manufacturing sectors and now spreading into the service 
sector. 

Mr. Chairman, your background paper prepared for this hearing, “Investing 
in Infrastructure-the Road to Recovery” lays out the compelling case for 
using national infrastructure investments as a means to jumpstart our 
economy. These investments will create jobs, improve safety, reduce 
congestion and improve long run national productivity. In New Jersey alone 
we have $1.2 B in additional construction projects ready to go within the 
next 90-120 days. The reality is we should be making these investments 
even if we weren’t in a recession. 

As you paper makes clear, the nation’s construction industry is on its back, 
our infrastructure is deteriorating and in too many cases compromised. And- 
unfunded projects and plans are in place-“ready to go.” Let’s put people to 
work, build roads, bridges, tunnels, schools, wastewater treatment systems - 
even a 21®* century commitment to build alternative energy capacity and 
implement carbon abatement policies. 

Mr. Chairman, your staff estimates the $30 billion investment contemplated 
by HR 7110 would create or sustain more than 834,000 jobs. Let’s get on 
with putting people to work. 

Let me conclude my remarks with an observation. A stimulus program 
aligned with long run objectives is a win-win action. Parochially speaking, 
the partnership New Jersey and New York seek with the federal government 
building a second mass transit tuimel xmder the Hudson River is just such a 
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aligned project. This nationally significant project will put people to work 
today and our grandchildren will benefit too. 

Mr. Chairman, we should turn this period of adversity into a time of 
opportunity. I support your effort and stand ready to answer your questions. 
Thank you. 
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Good morning. My name is William Crosbie, and I am the Chief Operating Officer for 
Amtrak, a position I have occupied since 2003. I am responsible for the conduct of daily 
operations and for the engineering and maintenance work necessary to keep a fleet of more than 
three hundred trains a day on the track and on time. 

As the first Amtrak officer to appear before this body since the President signed the Rail 
Safety Improvement Act into law, on behalf of our President, Alex Kummant, and the 1 8,828 
other employees of Amtrak. I would like to thank those members of this Committee who played 
such pivotal roles in getting it passed. To Chairman Oberstar, Mr. Mica, Ms. Brown, and Mr. 
Shuster, I would extend our heartfelt appreciation for ail of your efforts. We are confident that 
this act will do much to strengthen Amtrak and encourage more effective intercity passenger rail 
sendee in the years to come. 

I appreciate the opportunity to be here today to discuss our infrastructure and equipment 
needs in the context of a national recovery effort. In a moment, I will lay out for you a number 
of projects that we have ready to go that will generate work and jobs in our facilities and on our 
right of way, as well as providing work for our vendors and suppliers. I would like to emphasize 
that the rehabilitation of our fleet will allow us to take some concrete measures to supply the 
transportation capacity we need. People use our trains for a variety of reasons. They go to work, 
take business trips or personal travel, and we provide them with a safe, economical, and 
environmentally friendly mode of transportation. These are durable projects; as you will see, 
many of the structures we propose to upgrade have lasted for decades, and some for more than a 
century, so we expect that the investments we make today will have enduring value; we will be 
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realizing benefits from them for decades to come. This resilience is one of the unique 
characteristics of the railroad industry, and I think it’s important to touch here on the vital 
importance of the national rail network, and the full range of freight and passenger services that 
it carries, to the American economy. 

(Slide 1) 

I want to start by mentioning the growth in ridership we have experienced. FY07 was a record 
year for Amtrak ridership, and we broke that record in FY08. Our total ridership grew more than 
1 1% this year, and while some of that growth was on our traditionally well-patronized Northeast 
Corridor services, we are seeing growth on corridors in the Midwest, California, and elsewhere. 
As the economy has softened, we have seen some drop in ridership on the NEC, and we are 
keeping a close eye on our other services. We are a little concerned about the near term, but we 
recognize that this is a moment to plan and invest for the future. 

(Slide 2) 

Rising gas prices have contributed significantly to our ridership growth. Railroads enjoy some 
inherent mechanical advantages, and those translate into economic advantages, particularly in a 
time of rising fuel prices. We do have some increased costs, but economies of scale allow us to 
move larger numbers of riders without a corresponding increase in costs, and our Northeast 
Corridor services are electrified. Electrification allows us to run faster services and is not 
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dependent on imported oil. But the infrastructure is aging and capital intensive, and requires a 
program of continuing investment to keep the lines and equipment in operation, 

(Slide 3) 

Amtrak needs five kinds of investment right now - 1 ) investment in the Northeast, where we 
own the railroad and parts of the electrical infrastructure, 2) investment in improvements on 
existing routes, 3) investments in our existing fleet, and 4) investment in new equipment that will 
replace aging coaches and locomotives, sustain existing services, deal with growth, and 
inaugurate new services. And if we are to fulfill the vision that’s embodied in the recent Amtrak 
reauthorization bill, we are going to need money to expand our range of corridor offerings - 
that’s the fifth category. 

(Slide 4) 

Our immediate capital needs fall into two categories - infrastructure and rolling stock. We have 
already budgeted for the return of 12 Amfleet cars to service in FY09, and we would like to get 
all of the 81 Amfleet cars that are currently out of service back into service. These will help us 
to deal with growth needs. 

The infrastructure needs of the Northeast Corridor are also pressing. Currently, our engineering 
staff estimates that we could get to work relatively quickly on $70 million of projects previously 
submitted to the Committee staff. For example, station and facility projects require no special 
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scheduling to avoid disruptions to trains, and some of the work could be done by contracting 
with construction firms. In addition to these projects, we have identified $87 million worth that 
could be undertaken if the money was forthcoming. Approximately $1 1 million of the $160 
million total would be directed toward projects that would improve Amtrak’s compliance with 
the Americans with Disabilities Act. 

(Slide 5) 

One area where we would invest is in our aged and aging mechanical facilities, particularly the 
Wilmington and Beech Grove shops, which are over a century old. Our mechanical facilities are 
in great need of improvement and rehabilitation, and targeted investments would improve 
working conditions and shop efficiency for a relatively small cost. 

(Slide 6) 

Our electric traction system is one of our great competitive advantages. It allows us to move 
trains at up to 150 mph, but much of the electrical infrastructure dates from the 1930s - the 
frequency converters shown here, on our Harrisburg line, were installed in 1938. Failures in the 
electrical system can bring the entire railroad to a halt until we can substitute diesels or make 
repairs. Upgrades and improvements to key components will improve our system resilience 
considerably. 

(Slide 7) 
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As part of the process of returning the Northeast Corridor to a state of good repair, we have 
begun reconstruction of the ventilation and access systems, and firefighting equipment for the 
tunnels that allow trains to reach Manhattan from the north and south. We do not currently have 
enough money to fund the program at the desired level, but the addition of $10.8 million would 
allow us to continue the work of improving those systems that have not yet reached the end of 
their life cycle, and replacing those that have. 

(Slide 8) 

Here is an example of one of the larger station projects we need to undertake. Thirtieth Street 
Station is the third busiest station in the system. It’s a registered historic landmark, but it 
requires significant exterior work. We estimate that the entire project of repairing and sustaining 
the faqade will cost $32 million, but the first phase could be undertaken for $5 million. 

(Slide 9) 

These vital systems support an infrastructure and a fleet that are carrying a heavy load. The chart 
on the right is a plot of ridership in coach class on our Regional trains for one week in late July. 
Every red square indicates a train that was more than 85% full at some point in its trip. Almost 
half of our trains (49%) were more than 85% full, and 62% were more than 75% full. There is 
still some room, but the heavy growth in demand in recent years and the very heavy utilization of 
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our fleet suggest that we are facing a coming capacity crunch if we don’t get more equipment 
into service ~ particularly as our fleet ages. 

(Slide 10) 

We have improved our maintenance processes for these cars, and improved organization of 
work, material availability, and qualify process are allowing us to get more mileage out of every 
car, a benefit that will also accrue to stored equipment when we return it to service. This will not 
be enough to meet the long-term demand. We currently have 8 1 Amfleet cars in storage, and we 
would like to return them to service. Doing so would provide headroom for growth, it would get 
us some equipment to use on new short distance corridors or on expansion of service in places 
where the demand is growing at double-digit rates, like the Chicago-Milwaukee Hiawaihas, and 
it would relieve some of the stress on the fleet. 

(Slide 11) 

We are also preparing plans and specs for the next generation of equipment. The AEM-7 electric 
locomotives are the backbone of our NEC services. The first one entered service in 1 979. They 
are approaching the end of their useful life, and our Heritage fleet of diners and baggage cars is 
far older - many of them date from the 1940s. We also need to get fifteen new sleepers for our 
single level fleet, which generally operates on Chicago and Florida trains that terminate in New 
York City. The total cost for this will be around $540 million. 
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(Slide 12) 

As you are no doubt aware, H.R. 2095 requires us to work with the FRA to implement Positive 
Train Control, or “PTC” systems on main lines. I am pleased to be able to say that Amtrak is in 
the forefront of the industry in the introduction and use of PTC, and we have two active systems. 
The Advanced Civil Speed Enforcement System, or “ACSES,” is in use on parts of the Northeast 
Corridor, and the Integrated Train Control System is employed on parts of our Michigan line. 

The cost of extending these systems to folly equip Amtrak-owned rolling stock and rail lines will 
be in the vicinity of $1 20 million. 

I should note that this estimate does not include some key costs. It doesn’t include the cost of 
implementing PTC on tracks that Amtrak uses and equipment Amtrak doesn’t own on the 
Northeast Corridor, such as Metro-North Commuter Railroad. Nor does it include the cost of 
equipping Amtrak trains to operate on the lines of the freight railroads outside of the Corridor. 
These are going to be separate expenses, and we will let the Committee know the costs we 
expect to incur once the freights’ implementation plans are developed. We are concerned the 
Federal Railway Administration does not have the resources to handle nationwide PTC as 
required by H.R. 2095. As they are under a continuing resolution that keeps them at the 2008 
level of funding, they won’t have the opportunity to add resources until they get a budget. This 
could potentially harm our ability to move swiftly on PTC implementation. 

(Slide 13) 
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There are also a number of projects Amtrak could undertake that are significantly larger, but 
carry the potential for longer-term employment and expansion, as well as the extension of 
service. It is not unrealistic to project the improvement of a passenger rail corridor to extend or 
inaugurate 1 1 0 mph service, and a route of perhaps 100 miles could be greatly improved for 
considerably less than a billion dollars - for example, our line between Chicago and Detroit. The 
portion that is owned by Norfolk Southern faces an uncertain future, and I think it’s fair to say 
that the total cost of purchasing and rehabilitating it would not exceed $300 million; if that were 
combined with $100 million that the US DOT has projected for the construction of a third track 
between Chicago and Porter, Indiana, we could move people between Detroit and Chicago at 
twice highway speed for less than a billion dollars. 

There are also several major projects that could help Amtrak deliver faster and more reliable 
service. The CREATE project is a plan designed to improve rail access to the city of Chicago, 
and Amtrak is interested in several portions of the larger project. Amtrak is contributing money 
to the Englewood flyover project, and there are other areas where Federal money could partner 
with private and state funds to obtain significant improvements for passenger service. 

I would also observe that Amtrak’s needs for compliance with the Americans with Disabilities 
Act are significant. Estimates for the total cost vary. Under current ADA standards, the 
estimated cost ranges from $250 to $500 million; if the DOT implements a proposed rule on full 
length platforms for level boarding, the total cost rises to the $ 1 .2 to $ 1 .6 billion range. If the 
money could be provided, we could probably get a fairly quick start on some of these projects, 
since much of the work would be done by outside contractors. 
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In closing, I would like to express my appreciation for the opportunity to testify. Our capital 
needs are significant, but we do have the ability to address some of them in the near term, given 
sufficient funding. Many of the projects I have discussed would quickly confer a range of 
benefits on the company, the nation, and the traveling public, reliability and safety foremost 
among them, and I would urge you to consider them as you deliberate in the coming days. This 
concludes my statement and I would be happy to answer any questions you might have. 
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- We have not been able to fully fund our capital investment needs in recent 
years 

- State of good repair backlog remains large on the Northeast Corridor 
-Americans with Disabilities Act compliance deadline is 2010 

- Our aging fleet is run hard and is stretched very thin 



217 






218 






219 



9- *-< X3 
2 c c 

w S 

bz ^ B 

(0 c c 

Q. TO (D 

2 W E 

7 S O > 

2 -D 2 
c 0 ) Q. 

S ^ F- 
< c .9 


.9- « 

^ g w 

C7 >< C 
OJ 2 O 
<D Q- -t; 
^ <D ^ 

2^5 

Q. C O 
c ro w 
.9 c o) 
-a B £ 
3 -2 ^ 


00 ii 
TO TO 
T- c ;5 

E E o 
2 12 !' 

g TJ c 
iJ c 0 ) 

ro CO o 
<u CO 

#5 ^ 

CO o OJ 

(li * 5 » 

m O o 






220 




221 




222 







223 


■o 

e 

n 

E 

0 

•a 

"i 

c 

0 

'ui 

0) 

♦* 

m 

n 

0) 

1 

o 

z 


(0 

Q. 

0) 

D) 

(0 


§ 00 

8t 

(0 “> 

s| 

o > 

'5 

2 o 
O S 
0*2 
© "O 

CC n 

■o o 

c 

3 

o 



32 


sz 

iO 

00 

‘5 

© 

> 

CD 

w 

o 

JQ 

3 

(0 

t 

k. 

ns 

o 

a 

os 

■o 

o 

4S 

0) 

•o 

o 

re 

re 

o 

_o 



re 

c 

re 


Q. 

s 

re 

re 

ra 

3 

cr 

2 

re 

w 

> 

■o 

re 

re 

c 

OC 

re 


t 

o 


SI 


-2 o 
CD r! 
o 9 
*=i: 45 



CO 



CD 


D) 

t3 

(D 

o’ 

c 

CD 

CD 

CO 


b. 

CO 

3 

o 

CD 

U. 

CO 


b. 

CO 

*b- 


In 

L- 

Q. 

CD 

> 

c 

3 

O 

CO 

O 

o 

o 

CO 


5 

o 

CO 


TS 

(U 

CD 

O) 

(D 

x: 

"O 

c 

4-* 

3 

to 

*2 

'TD 

0 

o 

05 

u. 

a 

♦ 

</) 

CD 

O 

45 

"D 

CO 

o 

m 

b. 

3 

* 

CO 

8 

m 

CO 

CD 

L. 

Q. 

T3 

■|_ 

m 

u. 

CD 

1 

CO 

E 

CD 

T3 

(0 

x: 

+-» 

2 

CO 

CO 

CO 

0 

lO 

'£ 

CD 

<0 

CO 

CD 

LO 

CO 

'£ 

CD 

(0 

(D 

TD 

Q. 

CD 

> 

cr: 

CO 

CD 

o 

C 

CD 

c 

o 

E 

TJ 

CD 

CD 

Q. 

0 

D) 

CO 

TJ 

CD 

-D 

<D 

*o 

CD 

3 

■o 

Q. 

CD 

05 

CO 

■o 

CD 

■o 

0 

“O 

CD 

ZJ 

■O 

Ic 

<0 

u. 

CD 

CO 

CD 

E 

CO 

CO 

CO 

"o 

CD 

HI— » 

c 

0) 

3 

o 

-I-' 

c 

CD 


CD 

CD 

b. 

CD 

0 

T3 

(Q 


X3 

cr 

E 

CD 

U 

X 

CD 

U 

0 

CD 

O 

X 

CD 

i: 

o 

0 

>1 

1- 

5 

CO 

CD 

E 

0 

€/) 

CL 

■3 

\ 



1 



3 


x: 

o 

3 

cr 







—3 

JO 

1- 

CO 

0) 

CD 


E 

W 


a> 

O) 

c 

o 

0 


c 

TO 

Q. 

3 

TS 

0 

0 


z 

1 





224 






225 



i/i- 

I ® 


S TO 

_o 

_ in 

8 ^ 

8 

It 

9- ro 


CO 

0) § 
-E « 
CO c4 
=5 m 


5 J2 

p CO 


^ CO 
00 ^ 
< s« 


8 £2 

0 CO 

1 ^ 

0 TOO 
^ 0)0 
0) o^ 

co<<» 
O JO j 

Q 0) . 

1 CO to 

S -Ho 

UJ CD c 

< 


■3 

m ‘O 
CD ^ 

CD CD 
CD 

CO c 
■■ti C 

|£ 

ll 

0) -g 

O) ^ 

"5 ro 

0) o 

CD 

CO to 
CD 

« ;g 
< O 


*-' m 

9- 52 

C3" ^ 

C*^ CD 
5 to 

C ^ 

"O ^ 
0^ <u 
CD ^ 

c 5> 




226 




P o 
Q- csj 


0 

O 

jro c 

Q. CO 

■sf 

CO o 


co-g 

ro 

O 
ca LU 

I § 


CO ^ 

^ ^ CO 

0 

i_ CO — 

« -2 £ 
■0^0 
0 ^ ^ 
007 : 

^ ■- o 
iS "CJ c 
•5. go 

S-2 ^ 

0^0 

0 X 

.5 E o 

E «> tr 

.i . 1 ^ 

Sl° 


■D ^ 

g S 

5 o 
o o 

^ E 

?5 =5 


< J= S 

— 'CO 2 

0^0 

-2 ^ m 
c £ CO 

^00 

C '+"» ^ 

0 c ^ 

o-g ^ 

c E o 


c Q_ o o 

— -— T- CM 

= Z5 </> 

.0 C7 I I 

U_ 0 ' ' 



227 



c ro 
Q- >. 
:o 5 


W o 
X3 o 
0) in 

c o 

C 

8 ^ 

E 

.5 o 


8 g* 
< 2 
Q "o 

C <u 
^ 0) 
« c 

2li; m 


O Q- 

<D c 

^ -w 


m to } 
o <D *- 
•“>>«) 

2 ■- R 

3 0 ) O 
O Ci = 

5 ^ $ 
o S 

ro CN o 

o ;g 


i= 

P >'JQ 

I •£=£ 

C> T3.C[) 
1 - Cm 
0 ) 10 £ 


O ™ § 

(1> 5= D) 
3 < 2 C 

-P to o 
3 <D = 
U iS 


Q> T3 

C O 2 = 

O O O 5 

O ■ 5 » 


8 |> E TO 

>« m O to 

tD I , 

y: 




228 




229 




230 











232 


Testimony of 

William R. DeCota 
Director of Aviation 

The Port Authority of New York and New Jersey 

“Investing in Infrastructure: The Road to Recovery” 

Submitted to 

House Committee on Transportation and Infrastructure 

October 29, 2008 


William R DeCota 
Director of Aviation 

The Port Authority of New York & New Jersey 
225 Park Avenue South, 9*'' Floor 
New York, NY 10003 
(212) 435-3741 


1 



233 


Statement of 
William R. DeCota 
Director of Aviation 

Port Authority of New York and New Jersey 
Before the 

Committee on Transportation and Infrastructure 
U.S. House of Representatives 
October 29, 2008 


Chairman Oberstar, Ranking Member Mica and members of the House Transportation 
and Infrastructure Committee, thank you for inviting me to participate in this hearing on 
“Investing in Infrastructure: The Road to Recovery.” I am William DeCota, the Director 
of Aviation for the Port Authority of New York and New Jersey (PANYNJ). The Port 
Authority is a multi-modal transportation authority, which operates five airports serving 
the New York/New Jersey metropolitan area - John F. Kennedy International, Newark 
Liberty International, LaGuardia, Stewart International and Teterboro airports. 

I can think of no clearer linkage between a transportation investment and the road to 
recovery than an investment in airport infrastructure. Fundamentally airports are just 
exchange points - just infrastructure that gets people and goods out of land vehicles and 
into air vehicles - but the economic impact that such infrastructure has is enormous. 
Certainly there is the economic impact of construction but there are also demonstrable 
and measurable economic benefits from the operation of the infrastructure itself and from 
the transit-oriented development that evolves on the periphery of the airport. 

Just in the NY / NJ region alone, the industry anchored around JFK, Newark and 
LaGuardia Airports has been a significant driver of the metropolitan region’s economy. 

In providing transportation services to more than 200 cities in 70 countries, through 
investment in infrastructure enhancements, and through visitor spending, the air 
passenger and cargo industry contributes to the well-being of the region’s nearly 20 
million people with nearly 500,000 jobs, over $20 billion in wages and about $60 billion 
in economic activity. 

In recent years, the Port Authority and its airline business partners invested an average of 
$1.5 billion annually, which has been a major source of economic benefit to the region. 
Projects such as enhanced roadway access, airside expansion, runway rehabilitation and 
even security enhancements have provided easier access, improved passenger service and 
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convenience, and enhanced capacity and provided investment spending benefits but also 
enormous operating and tourism impacts. These investments, which have also occurred 
at airports throughout the U.S. are critical to driving the economy yet even historically 
have paled by comparison to investments being made in other countries like the $8 billion 
new Terminal 5 at London Heathrow Airport, the “colossal scale” Terminal 3 at Beijing 
Capital Cities International Airport, the $4 billion Terminal 3 at Dubai International or 
the new Doha International Airport in Qatar that is expected to open in 2010, 

Unfortunately, airport investment in the U.S. is diminishing even further. Financially, 
this has proved to be a challenging year for the aviation industry, which has faced 
struggling air carriers, higher fuel prices and weak economic indicators. The confluence 
of this and other factors has dramatically reduced capital capacity of both the airports in 
this country and the airline industry. 

The first factor is the state of the airline industry’s finances, the airport industry’s key 
partner in making infrastructure investments. Earlier in the year, the increasing price of 
fuel, which now accounts for 45% of the airline industry’s operating costs, added about 
$13 billion in additional annualized expenses. As the price of crude oil skyrocketed to 
almost $150 per barrel in July, airlines responded to the enormous increase in the price 
they paid for fuel - and to slowing worldwide economic conditions — by cutting capacity, 
deferring airport investments, reducing fleets and adding fare and fee increases. At the 
same time, airports received letters from airlines asking us to work with the air carriers to 
further reduce costs and eliminate capital projects. At Stewart Airport, to provide 
financial relief to carriers, we have gone so far as to waive all fees paid by airlines for six 
months. 

Airports rely on airline investment to supplement public resources as we have developed 
and now seek to redevelop the airports that we operate. Some of the world’s most iconic 
airport passenger terminals such as the one designed by Eero Saarinen for TWA at JFK, 
would not have been built without the use of airline investment. Without some direct 
airline investments, airports will not be able to embark upon some of the most critical 
airport projects. 

Commercial service aipports also rely on revenue generated from airlines, other airport 
tenants and passengers and cargo to meet their operational and infrastructure 
requirements. So, decreasing numbers of flights and passengers translate into fewer 
dollars for airports to use to invest in infrastructure projects that help stimulate the 
economy by creating jobs. 

Unfortunately the uncertainly of the global financial crisis has also had an impact on the 
airport industry’s ability to raise capital to fund airport projects. Credit rating agencies 
have noted that airport credit quality is stable but “flying into an uncertain future” 
because of instability among airlines and a weak economy. At the same time, the 
demand for airport bonds, which airports use to finance capital development projects, has 
fallen off forcing airports to either defer projects or find other sources of financing at 
higher rates. 
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Also, as I will discuss further, while construction costs have continued to soar - in many 
places double digits annually like in the New York/New Jersey region, the purchasing 
power of Airport Improvement Program (AIP) and Passenger Facility Charge (PFC), 
which has not increased since 2000, have declined. The net result is that the combination 
of the struggling economy, the scaling back or elimination of commercial air service to 
airports around the country and tightening credit markets has resulted in a dramatic 
reduction in capital investment at airports. 

I also need to mention another potential challenge to airport investment in the New 
York/New Jersey metropolitan area, as well as potentially at 25 smaller cities that serve 
the region. At issue is the Administration’s highly disruptive proposal to auction off 
airport slots at airports controlled by the Port Authority. Not only does the auction policy 
fail to achieve its primary objectives of reducing congestion and delays, it threatens 
investments in terminals already made by carriers that would lose slots through this 
auction process and also threatens investment here in our region and in other places 
where flying would become more expensive, or where service would be cut or eliminated 
to small cities that now have access to New York City. 

It is not fully clear how badly such auctions will disrupt air service and investment. The 
auction schemes will strongly favor those larger airlines with the most cash on hand to 
buy slots at a price above those with less cash on hand. The “value” of a slot could be 
driven by the benefits a large carrier would reap from eliminating competitors rather than 
from the operation of the slot itself The result could be that airfares will increase 
significantly. We are also concerned that the number of destinations, particularly small 
communities, served from our airports will be impacted. Our analysis has shown that 
this service was particularly vulnerable to market-based solutions. 

US Airways said such auction rules may result in an impairment charge and an increase 
in its net operating loss carry forward as the number of flights it can offer will be reduced 
over five years. Jet Blue, as another example, also sent a letter to Secretary of 
Transportation Mary Peters saying the plan would result in an “immediate loss of jobs 
and economic activity in NY City and throughout the state” of New York. Mr. 

Chairman, I would like to thank you and Chairman Patty Murray of the Senate 
Appropriations Subcommittee for asking for further review of the legality of the 
administration’s plan. 

The economic stimulus package is the last opportunity that the Congress has to prevent 
the administration from proceeding with its ill-advised plan to impose federal slot 
auctions at the New York/New Jersey airports. The Government Accountability Office 
(GAO) has already rendered its opinion that the administration does not have the 
authority to proceed with slot auctions. In spite of nearly unanimous stakeholder 
opposition, and the opinion of the GAO, the administration is completely unwilling to 
alter its disastrous course. We are thankful to Chairman Oberstar and other members of 
the committee for their previous expressions of support and we hope the economic 
stimulus legislation will provide the legislative vehicle to prevent a slot auction, which is 
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planned for the last week of this Administration. Withdrawal of the final slot rules is one 
way to help meet the infrastructure investment goals of this hearing. 

More specifically to that goal, Mr. Chairman, I also want to thank you and your 
colleagues in the U.S. House of Representatives for including $600 million for the AIP in 
H.R. 7110, the economic stimulus package that the House passed in September. It is my 
understanding that the FAA could use that funding for safety and security projects such 
as runway improvements, runway lighting, signage improvements, security 
enhancements, amongst other very necessary projects. 

Airports are grateful for your help in securing funds for airport construction projects. 

They realize that additional AIP funding would make their facilities safer, more secure 
and efficient while stimulating the economy. As Congress prepares to consider another 
economic stimulus package I would like to discuss AIP funding and other proposals that 
could simultaneously help airports and create much-needed jobs. 

Increase Funding for Airport Improvement Program: On behalf of my colleagues at 
airports around the country, I would like to encourage you to include at least $600 million 
in the next economic stimulus package and consider increasing that amount to $1 billion. 
The higher funding level would help stimulate the economy by creating approximately 
35,000 high-paying jobs. It would also expedite the construction of critical safety, 
security and capacity projects at airports around the country. But investing in airport 
infrastructure projects creates more than just jobs at the airport - it creates jobs in the 
local communities where the airports are located. Airports serve as a key component of 
our civil aviation system, which, account for almost $1.4 trillion in national output 
according to the Campbell-Hill Aviation Group. 

Despite recent cuts in air service, airports must continue to invest in safety and security 
projects and they must be prepared to meet passenger demands in the longer term. The 
FAA recently released its National Plan of Integrated Airport System (NPIAS) for 2009- 
2013. The report indicates that there will be $49.7 billion of AlP-eligible projects during 
the next five years - an increase of 21% from the previous NPIAS that the FAA issued 
two years ago. (It is important to point out that this projection does not include non-AIP 
eligible projects such as parking garages or rental car facilities.) 

As airport infrastructure needs continue to increase, the purchasing power of AIP dollars 
and PFCs have declined due to rapidly increasing construction costs. According to the 
January 1, 2008 Means Construction Cost Indexes, the average construction costs for 30 
major U.S. cities have increased almost 29% from 2004 to 2008 at an average rate of 
5.7%. At the Port Authority, we have seen our construction costs increase by even more. 

As members of this Committee know. Vision 100 authorized $3.6 billion for AIP in 
FY06 and $3.7 billion in FY07. Last year, the House of Representatives passed H.R. 
2881, the FAA Reauthorization Act of 2007. H.R. 2881 and the Senate version of the 
FAA reauthorization bill called for continuing that trend of incremental increases by 
approving $3.8 billion for AIP in FY08 and $3.9 billion in the following year. 
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Despite this Committee’s support for increasing AIP funding by $100 million per year, 
Congress has appropriated slightly more than $3.5 billion for AIP during the past three 
fiscal years and is expected to do so again for FY'09. This means that airports will 
receive almost $1 billion less in AIP funds from FY06 through FY09 than this Committee 
approved. Providing airports with an additional $1 billion for AIP projects in the next 
economic stimulus package would offset that shortfall and help stimulate the economy by 
creating jobs. 

Eliminate AMT Penalty on Airport Private Activity Bonds: In addition to AIP grants, 
and PFCs, which I will discuss separately, airports rely on a number of different sources 
of revenue to pay for capital development projects at their facilities. By far the largest 
source of funds for airports comes from the sale of airport revenue bonds. In 2007, 
airports used more than $5 billion in new money bonds to finance capital development 
projects. However, the sub-prime mortgage mess and resultant credit crisis have recently 
caused serious problems for airports. Currently, airports are experiencing unprecedented 
increases in their outstanding variable rate debt that they have not seen in the last 20 
years. 

Unfortunately, federal tax law unfairly classifies a vast majority of airport bonds as 
private activity bonds, which are typically used to finance various types of facilities 
owned or used by private entities. Private activity bonds are considered those, which are 
used to build infrastructure under a private business use test. Interest payments on airport 
private activity bonds are subject to the Alternative Minimum Tax (AMT) even though 
airports use the bonds to finance runways, taxiways and other critical facilities that 
benefit the public. 

Since private activity bonds are subject to the AMT, airport bond issuers are charged 
higher interest rates on their borrowing. Subjecting airport private activity bonds to AMT 
usually adds an interest rate premium of 10 to 30 basis points (0.10% to 0.30%) on long- 
term borrowing. However, the demand for AMT bonds has decreased so dramatically 
that airports are currently being penalized 150 basis points (1.5%) or more when the 
bonds can be sold. This adds millions of dollars to the cost of airport projects and diverts 
money away other infrastructure projects that could help create jobs. 

It is my understanding that recently the market has become very difficult for airports 
seeking bond financing especially for bonds subject to the AMT. With the credit market 
drying up, airports are being forced to postpone projects. For instance, the Metropolitan 
Washington Airports Authority (MWAA) recently deferred $250 million in private 
activtity bonds, not because the underlying strength of the Washington region’s airport 
demand, but because of the collapse of the bond market. 

MWAA usually issues approximately $500 million in private activity bonds per year. If 
the AMT penalty is eliminated, the Airports Authority could save approximately $125 
million over the 30-year life of the bonds issued in any single year. That’s money that 
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MWAA could use instead to lower its operating costs or invest in other infrastructure 
projects, which would help create jobs and stimulate the economy. 

Airports have been urging Congress to reclassify airport private activity bonds as public 
purpose and allow airports to advance refund ail of their bonds without limitation. 
However, for the purposes of the stimulus package, airports are focusing only on the 
narrow proposal to eliminate the AMT penalty on private activity bonds - not the overall 
proposal that would allow airports to advance refund their private activity bonds at a cost 
to the U.S. Treasiuy. Congress approved a similar narrow AMT fix for housing bonds 
earlier this when it passed H.R. 3221, the Housing and Economic Recover Act of 2008. 
The President signed the bill into law on July 30, 2008. 

Eliminating the AMT on airport private activity bonds could help airports around the 
country save valuable resources that airports could use for other job-creating purposes. 
For instance, the San Francisco International Airport is currently renovating Terminal 2 - 
a $383 million renovation project that is scheduled for completion in late 2010. 

Terminal 2 and other capital projects* are initially being funded with the airport’s $200 
million Commercial Paper (CP) program. The airport plans to replace the CP starting in 
early 2009 with long term AMT debt. 

If the AMT penalty is eliminated, the airport could save more than $54 million over the 
30-year life of the bonds. Furthermore, the airport could save almost $87 million in debt 
service costs on $685 million in new debt issues for projects in its five-year capital plan if 
it could sell all of its bonds - including those for the Terminal 2 renovation project - 
without the AMT penalty. These savings would expand the financial capacity of the 
airport and would be available for other important priorities that could help create jobs. 

Eliminating the AMT on airport bonds would create a larger market for airport bonds, 
which will translate into greater capacity to fund important safety, and security projects 
that will help create new jobs. It is essential to recognize the public good provided by an 
efficient air transportation system, and bonds issued in furtherance of this goal should be 
treated accordingly. There is no reason why these projects, most of which are eligible for 
some form of public financing (either AEP, PFCs or both) should not be recognized as 
public projects making the bonds eligible for fully tax-exempt status. 

It is important to note that airports are not asking for something Congress has not done 
before. In fact, earlier this year the housing industry was granted similar relief from the 
AMT in the Housing and Economic Recovery Act of 2008 (H.R. 3221). Effective 
August 2008, housing bonds are now considered a special class of non-AMT bonds, 
where the interest is not subject to the AMT. Airports require similar relief 

Give Airports Greater Flexibility to Use PFC Revenue and AIP Entitlements for Debt 
Service: As a result of current market conditions airports are facing a significant spike in 
debt service costs and have limited refunding and restructuring opportunities. To help 
mitigate the increase in financing costs, airports also urge you to include provisions in the 
next economic stimulus package that would give airports greater flexibility on how they 
can use PFC revenue or AIP entitlements for debt service. 
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Currently, airports are allowed to use PFC revenue for debt service and other financing 
costs on PFC-eligible projects. As a result of a provision contained in Vision 1 00, 
airports may possibly use PFC revenue for debt service on non-eligible projects if the 
Department of Transportation determines it is “necessary due to the financial need of the 
airport.” By contrast, airports are not allowed to use AIP funds for debt service or 
financing costs. 

Airports are urging Congress to include a provision in the next economic stimulus 
package that would allow airports to temporarily use PFC revenue for debt service on all 
airport projects just like they can on PFC-funded projects. Some airports would also like 
the option of using their AIP entitlements for debt service costs on a temporary basis after 
they certify that their capital safety and security needs have been met. 

Both of these temporary debt service proposals would help airports reduce their operating 
costs during these challenging financial times. In some instances these changes would 
also help to preserve jobs because some airports would be able to devote more airport 
revenue for traditional operating purposes rather than debt service costs. That, in turn, 
could prevent airports that are experiencing service cuts and corresponding revenue 
reductions from being forced to layoff airport employees. 

Pass a Multi-Year FAA Reauthorization Bill: Mr. Chairman, while the focus of today’s 
hearing is the economic stimulus package, it is also important to have this discussion 
against a backdrop of further FAA funding that is critical to our airports’ ability to 
generate economic benefits. I would like to thank you and your colleagues on the 
Transportation and Infrastructure Committee for your leadership on H.R. 2881, the FAA 
Reauthorization Act of 2007. Airports are particularly grateful that the House-passed bill 
would raise the PFC cap to $7.00 and increase AIP funding by $100 million per year. 

These two funding provisions would go a long way toward helping airports build the 
infrastructure they need to improve safety and security and increase capacity. Raising the 
PFC cap and increasing AIP funding in the next FAA reauthorization bill would also help 
create more construction jobs. Raising the PFC cap from $4,50 to $7.00 is expected to 
generate approximately $1.1 billion per year. So that provision alone would help create 
approximately 35,000 jobs per year. 

In addition to the increased funding levels for airport infrastructure projects, H.R. 2881 
includes a number of key provisions that would help modernize our Air Traffic Control 
system and expedite the deployment of the Next Generation Air Transportation System 
(NextGen). 

Modernize the Air Traffic Control System: There is no doubt that investments in the 
modernization of the air traffic control system also are critical to the U.S. economy. 
NextGen addresses the impact of air traffic growth by increasing the capacity of the 
national airspace system, and improving its efficiency while simultaneously improving 
safety, environmental impacts, and user access to the system. Unfortunately, with all the 
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progress made in the world of technology, for instance, I am now able to house my entire 
collection of 12” vinyl gramophone 33 1/3 RPM long playing albums and my collection 
of 45 RPM records in my shirt pocket, and with the advances made in transportation, and 
especially in the aviation industry, it’s incomprehensible that we still rely upon air traffic 
control technology developed in the immediate aftermath of World War II. We’re using 
equipment developed when Harry Truman and Dwight Eisenhower occupied the White 
House, to move modem aircraft featuring the latest in high technology through 
increasingly congested skies. It’s like trying to use a buggy whip to get your hybrid car 
moving: It just doesn’t work. 

But somehow, we’ve come to accept our arcane, archaic air traffic control system as the 
norm, begrudgingly perhaps, and certainly with great reluctance, but accepting all the 
same. Let’s give credit where it is due, we have made some progress. But we’ve made it 
only in tiny increments, relative to the breadth, depth and scope of this enormous problem 
and the truth remains that through years of inaction, we've in effect accepted an 
unacceptable system for moving aircraft which often involves going from Point A to 
Point B via Points F, G, and V, simply because that’s the way they did it in 1958. 

By failing to make the necessary upgrades, we have surrendered to the problem when 
instead we should be confronting it, combating it as fiercely as ever because our lives and 
livelihoods depend on it. And as long as we continue to ignore the issue, or make 
minimal changes that fail to address the underlying and fundamental deterioration of this 
broken system, we’ll continue to pay a steep price for our lack of foresight and our 
refusal to make sweeping changes. 

Every flight that is delayed or canceled is multiplied exponentially for every passenger on 
an affected flight. Every business meeting missed, every family gathering undone, 
multiplies the impact of delays and cancellations by an even greater factor. You keep 
multiplying and multiplying until it’s finally easier to calculate who isn’t affected than 
who is. And the answer, quite, frankly, is no one. We’ve all, unfortunately, been there 
and done that. 

In his book, “The Geography of Transport Systems,” Hofstra University Associate 
Professor Dr. Jean-Paul Rodrigue notes that the inefficient pre-19''’ century transportation 
systems available then forced the overwhelming majority of trade to remain local in its 
scope. Obviously, in the two centuries since, the planet has evolved into a truly global 
marketplace. But have transportation systems kept pace? Have they too evolved to meet 
the needs of the world’s business and leisure industries? Perhaps they have in some 
respects, but certainly not in all. Planes are bigger and faster than ever, sure, but in 
relation to those planes, the traffic control system that moves them has in fact devolved 
over the decades. What was modem, sleek and exciting 50 years ago is a dinosaur today. 
But, and nothing I say today is more important, so if I make only one point today, let this 
be it, we have the power to positively change the air traffic control system through 
available Next-Generation technology; we just need the will to do it. 
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In many ways, frankly, I am tired of discussing acronyms like RNAV RNP, G-BAS, 
ASDE-X; we need a concrete plan. We need a schedule, with deliverables. And we need 
to know who’s responsible for the delivery, and we need a business plan that will tell us 
how we are going to pay for it. 


Conclusion 

Again, Chairman Oberstar, Ranking Member Mica and members of the House 
Transportation and Infrastructure Committee, thank you for inviting me to participate in 
today’s hearing. Clearly this is a time that is testing the mettle of all Americans, 
including our country’s airports. Many years ago, at a time when the U.S. economy 
faced even more dire economic challenges, many aiiports, like the original terminal at 
Newark Liberty International Airport came about because of sound federal infrastructure 
investment policies. Newark, an airport serving 35 million passengers, was built in 1934 
under the auspices of the federal Civil Works Administration. And that first terminal is 
still in existence today, serving as the airport administration building. 

It has been more than a year since Vision 100, the last FAA reauthorization bill that 
Congress approved, expired. Since Congress has been unable to send a multi-year bill to 
the President’s desk, lawmakers have approved a series of short-term extensions instead. 
Airports appreciate the successful efforts to extend FAA programs and prevent lapses in 
aviation excise taxes. However, short-term extensions and uncertain funding levels can 
be very disruptive to airports as they try to plan their construction projects. Moreover, 
every month that goes by without a S7.00 PFC cap costs airports approximately $100 
million, which means that there is $100 million not being spent on new job creation. 

The House of Representatives should be commended for passing H.R. 2881, the FAA 
Reauthorization Act of 2007. Unfortunately, the FAA reauthorization bill has been stalled 
on the other side of the Capitol for a variety of reasons. Airports around the country hope 
that with your help Congress will pass a multi-year FAA reauthorization bill early next 
year that raises the PFC cap to $7.00, increases AIP funding by $100 million per year and 
helps expedite the deployment of NextGen. 

I can assure you that with your support, we will maintain our commitment to our travelers 
and the communities we serve to provide the infrastructure to maintain regional economic 
prosperity and meet current and future demand that will keep us on the road to recovery. 
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Response to Question from Congressman Costello 


Q. “I have heard from many airports that they are having problems selling bonds, 
which has slowed or halted many airport projects. To that point, I understand 
the Conference of Mayors has proposed providing a funding backstop to the 
state and mimicipal government debt market similar to what is being done for 
the commercial paper market. Do you believe something like that would be 
beneficial to airports so they can move forward on capacity and other 
projects?"’ 


A. Fhe Conference of Mayors points out that “cities across the country are 

especially having difficulty selling debt and accessing short-term credit.’’ The 
Conference of Mayors is also concerned “about recent comments by the 
Federal Reserve that the newly created Commercial Paper Funding Facility 
(CPFF) would not assist the tax-exempt short-term market.” 

The Conference of Mayors proposal to provide a funding backstop to the stale 
and municipal government debt market could help to shore up the commercial 
paper market and potentially assist some airports that use commercial paper 
for short-term financing. However, the Conference of Mayors proposal would 
not address the much larger problem that airports are facing in their effons to 
secure long-term financing. 

Airports around thde country are finding it exceptionally difficult if not 
impossible to sell long-term private activity bonds to finance critical 
infrastructure projects. Since private activity bonds are subject to the 
Alternative Minimum Tax (AMT) airport bond issuers are charged higher 
interest rates on their borrowing. Subjecting airport private activity bonds to 
AMT usually adds an interest rate premium of 1 0 to 30 basis points (0, 10% to 
0.30%) on long-term borrowing. 

However, the demand for .AMT bonds has decreased so dramatically recently 
that airports are currently being penalized i 50 basis points (1.5%) or more 
when the bonds can be sold. Very few AMT bonds have been sold in the 
recent weeks, and airports are being forced to either postpone projects or find 
other sources of financing even if doing so increases the overall cost of the 
project. 

The airport community is recommending that Congress exempt airport private 
activity' bonds from the AMT, Eliminating the AMT on private activity bond.s 
could help airports around the country' move forward in the near term with 
tenninals and certain runway and airfield projects. It is germane to the 
stimulus bill as airports use private activity bonds to finance the construction 
of critical infrastructure facilities that benefit the public and are huge job 
generators. 
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Chairman Oberstar, Ranking Member Mica, and Honot^le Members of the Committee, my name is 
Terry Dillon. I am the owner of Atlas Excavating Inc. in West Lafayette, Indiana. We have 150 
employees who work on sewer and water constraction and highway and road reconstraction projects 
throughout the state. I appreciate the opportunity to participate in this hearing on behalf of the National 
Utility Contractors Association (NUCA), which supports the inclusion of water infrastracture investment 
as part of congressional efforts to advance economic recovery legislation. 

NUCA is a family of nearly 1,700 companies from across the nation that build, repair and maintain 
underground water, wastewater, gas, electric and telecommunications systems. NUCA also serves as chair 
of the Clean Water Council (CWC), a coalition of 34 national organizations representing underground 
constraction contractors, design professionals, manufacturers and suppliers, labor representatives and 
others committed to ensuring a high quality of life through sound environmental infrastrucmre. These 
industries work collectively to improve critical underground systems that unquestionably enhance 
America’s quality of life. For your reference, a list of CWC members is attached to this testimony. 

NUCA and the CWC commend and support your past efforts to make infrastructure part of economic 
stimulus legislation, and we encourage you to include $10 billion toward water and wastewater 
infrastructure projects as part of the committee’s economic recovery proposal. 

Market in Turmoil 

The water infrastructure market has gone from bad to worse in recent years. In addition to the ongoing 
cuts in federal funding to refurbish these systems, state budgets have been hit hard because of the 
downturn in the housing market, which in turn has lowered revenues from property taxes. Today’s 
financial crisis has hampered states’ ability to borrow in the short term, which has delayed or eliminated 
scores of underground infrastracture improvement projects. The current turmoil in the municipal bond 
market only exacerbates the situation. Insurers of municipal bonds, many of whom have lost their top-tier 
credit rating because of the sub-prime mortgage crisis, are being avoided by local governments who 
traditionally have depended on these bonds. Because of all of these factors, it’s safe to say that billions of 
dollars of new infrastructure projects have been delayed or terminated because of America’s current 
financial woes. 

To make matters worse, the rising cost of construction materials and labor has reduced the purchasing 
power of public works dollars. Fewer contracts are going out to bid, which only increases the number of 
bids competing for limited projects. The inevitable result is less work on this deteriorating infrastructure 
and fewer jobs for those who do this critical work. 

Consider the following example in Miimesota: just recently, a publicly-financed project drew over 50 
contractors to bid on a project that was worth approximately $150,000. In the end it went for 
approximately $80,000 - not even enough to cover employment costs. The bottom line is that right now 
contractors are virtually bidding on any job at any amount to stay alive. 

Economic Benefits of Infrastructure Investment 

Underground water and wastewater projects are generally recognized for their effectiveness in enhancing 
public health and environmental protection. Often overlooked, however, are the economic benefits that 
result from this work. It is not an exaggeration to say that clean water projects go hand-in-hand with a 
healthy economy in that they create jobs, expand local tax bases and improve our overall quality of life. 

Let’s look at some numbers. Depending on which estimate you read, 40,000 - 47,000 jobs are created 
with every $1 billion invested in funding for this infrastracture. These are quality, high-paying jobs in 
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both the short and long term. Importantly, the job creation and increased economic activity that comes 
with it enhances local economies and provides disadvantaged communities with opportunities to revitalize 
and empower themselves. 

It is important to highlight three important types of economic impacts that are associated with water and 
wastewater infrastmcture projects. There are: 

• direct impacts through job creation and the purchase of materials and supplies related to the 
operation of the project; 

• indirect impacts through jobs and the purchase of materials and supplies by vendors indirectly 
related to the operation of the project; and 

• induced impacts, which are supported by the spending and re-spending of the income earned by 
workers. (Induced economic impact is often referred to as the “multiplier effect.”) 

Another essential point is that the jobs offered in this industry are jobs that are provided right here in 
America. These are not jobs that can be shipped overseas. 

One need look no further than the stakeholders represented in the Clean Water Council to see the direct 
and indirect jobs that are created with SRF funding. Contractors and subcontractors, engineers, suppliers 
and manufacturers, as well as countless construction laborers, aU benefit from work that impacts virtually 
all sectors of our society. 

And, the economic benefits resulting from these projects don’t stop with the construction industry. Clean 
water enhances individual productivity through reduced sickness and missed work opportunities, as well 
as increases community productivity through the influx of new residents and businesses resulting from 
revitalized neighborhoods. In times of economic difficulty, the funding of construction projects is 
therefore an effective way to stimulate growth and development far beyond the constmction industry as 
the economic benefits ripple through local economies. 

Scores of Projects Ready to Go 

Whenever legislation intended to stimulate the economy is debated, it is regularly said that the 
infrastructure projects included must be targeted, timely and temporary. Although the average 
infrastmcture project takes years to complete in terms of planning, design, environmental review and 
constmction, there exist right now scores of water infrastmcture projects that are “ready to go.” As recent 
data shows, investment in these projects would generate hundreds of thousands of well-paying 
constmction jobs across the country in a matter of months. 

Again, let’s look at the numbers. The National Association of Clean Water Agencies (NACWA), which 
represents the nation’s publicly owned wastewater treatment agencies, recently surveyed its members to 
find out just how many projects are out there “ready-to-go,” meaning constmction could begin within 90 
days. Responses from 22 states, Puerto Rico and the District of Columbia indicated that approximately $3 
billion in wastewater infrastmcture projects could move to constmction within 90 days if the funding 
were available. In fact, many of these projects could go to constmction phase in as little as 30 days. From 
a national perspective, NACWA contends, and NUCA agrees, that there are at least $10 billion in ready- 
to-go projects across the country. 
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Additionally, the Council of Infrastructure Financing Authorities (CIFA) and the Association of State and 
Interstate Water Pollution Control Administrators (ASIWPCA) recently compiled a list of wastewater 
infrastructure projects valued at $9.5 billion dollars that could most likely begin within a matter of months 
if funding were provided. This finding was based on a survey sent to state infrastructure financing 
programs across the country, with 25 states responding. Although it is not clear if planning, design and 
environmental review is complete for all of these projects in the CIFA/ASIWPCA survey, it is reasonable 
to predict that if states acted aggressively working with EPA, as well as the contractors performing the 
work, a significant number of these projects could move to construction phase within 120 days. This, 
coupled with the fact that $9.5 billion in projects was compiled with only half the states participating, also 
supports the request for a $10 billion water infrastructure provision in economic recovery legislation. 

For a local perspective, let’s look again at your state, Mr. Chairman. The Minnesota Utility Contractors 
Association indicates that the State of Minnesota has $406 million in Clean Water projects that have gone 
through the bidding process and, if funded, could move to construction within four months. 

Clearly, investing in our underground infrastructure can provide a sharp economic kick start. We can put 
people to work right now and begin the road to recovery if Congress steps up to the plate. 

A Balanceu Approach lO Economic Recovery 

Many in Congress believe that simply cutting taxes and providing tax incentives is the way to go in terms 
of providing economic stimulus. In 2002, and again earlier this year, Congress passed and the president 
signed stimulus legislation that in part included tax incentives intended to spur equipment purchases by 
companies that could write off new equipment that was bought and put in service in a short amount of 
time. These provisions are sure to be debated again in economic recovery legislation. 

In 2003, NUCA teamed up with its colleagues at the Associated Equipment Distributors (AED) to survey 
NUCA contractors to determine what impacts the depreciation tax bonus and small business expensing 
levels contained in the 2002 stimulus package had on the purchasing habits of utiiity contractors. NUCA 
and AED recently conducted a similar survey, but with very different results. The 2008 survey report, 
titled “Economic Stimulus Act Having Positive Effect, but Additional Stimulus Needed," (July 30, 2008) is 
attached to this testimony for your reference. 

The biggest difference between the 2003 and 2008 surveys was the dramatic drop in the number of 
respondents who said they were buying new equipment to take advantage of stimulus legislation. In 2008, 
34 percent of the respondents indicated they were buying new equipment because of the capital 
investment provisions this year — that’s half the number of respondents in the 2003 survey. 

This year’s survey also included numbers that supported inftastracture investment as an economic 
stimulus. More than 70 percent of respondents indicated that they would be more likely to hire additional 
employees, add positions and buy new equipment this year if Congress enacted legislation that would 
increase federal investment in water infrastructure. 

Perhaps the most powerful argument in the study report for such investment is found in the comments 
provided to the following question: “If you haven’t bought equipment to take advantage of the capital 
investment incentives in the Economic Stimulus Act, why not?” The vast majority of the responses made 
reference to the fact that there simply was not enough work available to justify new equipment purchases, 
regardless of any tax incentives. 
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The message here is simple, and it’s one that NUCA has advocated for years. Tax incentives only work 
when there’s enough work out there to provide an incentive to buy. A truly effective stimulus proposal 
would therefore couple significant investment in America’s suffering underground infrastructure market 
with tax incentives to encourage equipment purchases needed to do the work. 

New Economic Impact Study Underway 

Because the data currently used to quantify the economic impacts of investment in our underground 
environmental infrastructure is seriously outdated, the Clean Water Council is currently conducting a new 
study that will be used to educate the general public, media, industry and policymakers for many years to 
come. 

Specifically, it will provide fresh answers to a number of important questions; How many jobs are created 
by a typical water or sewer construction project? What ate these jobs? How much do they pay? How 
much additional income accrues because vendors and suppliers experience greater demand for their 
services? To what extent do benefits — ^such as jobs, personal income, capital expenditures — impact local 
economies? 

Taking a case study approach, final report will contain detailed data from recently completed water and 
wastewater constraction projects from diverse conununities across the country. Projects of varying sizes 
in urban, suburban and raral areas will be evaluated, and the type of construction (new vs. replacement, 
open cut vs. trenchless, pipeline vs. treatment plant), as well as factors that affect labor and supply costs, 
will be considered. The report will also provide a detailed analysis of the economic impact of each job, 
with particular attention paid to the local economic impacts. 

NUCA will provide the Chairman and the Committee with copies of the final study report as soon as it is 
released, and be available to answer any questions that you might have. 

Nationwide Needs Support the Funding 

NUCA is often asked to testify before this committee and others on the overwhelming needs facing 
America’s water/wastewater infrastructure. While that is not the focus of this hearing, it is important to 
remember that there are other reasons besides the current economic crisis why increased funding is 
absolutely critical; the avoidance of an environmental crisis is at the top of that list. 

The EPA’s own needs estimates are nothing short of staggering. The agency’s 2002 Clean Water and 
Drinking Water Infrastructure Gap Analysis forecasted a $534 billion gap between current investment 
and projected needs over 20 years for water and wastewater infrastructure if federal funding was not 
increased. Two years later, the EPA’s 2004 Clean Watersheds Needs Survey documented existing 
nationwide wastewater infrastmcture needs at $202.5 billion. Considering the fact that aruiual funding for 
this infrastmcture has been virtually cut in half, not increased, it’s clear that much needs to be done to 
even begin to address this dilemma. 

Additionally, the American Society of Civil Engineers (ASCE), an active member of the CWC, evaluates 
the nation’s infrastmcture and reports on the stams of it every few years. For the past several years, 
America’s wastewater infrastmcture has been graded a “D minus” in the ASCE’s Report Card for 
America's Infrastructure. Clearly, there is a consensus among both government and industry professionals 
that the state of this infrastmcture is quickly going from bad to worse. 

The long road to refurbish this long neglected infrastmcture will entail constraction projects to repair and 
rebuild it. What better way to start than to provide significant and immediate resources to kick-start this 
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economy by putting people to work in the short tenn to take the needed first steps that will lead to a long- 
term solution? 

Conclusion 

On September 26, the House passed the Job Creation and Unemployment Act of 2008 (HR 7110), which 
included billions of dollars for a wide range of water infrastructure projects. Specifically, this included: 
$6.5 billion for the Clean Water SRF; $1 billion for the Drinking Water SRF; and $300 million for water, 
wastewater, and reclamation projects. Unfortunately, the Senate was unable to pass similar legislation. 

While NUCA supported the House bill, we believe that given the number of ready-to-go projects, and the 
demonstrated economic benefits to local communities of increased investment, higher funding levels are 
justified. NUCA, the Clean Water Council and several other interested organizations all agree that 
providing $10 billion for America’s underground environmental iirfrastracture would serve two very 
important purposes — the revitalization of local communities through job creation, increased economic 
activity and expanded local tax bases and the prevention of future catastrophic infrastracture failure. 

Tnank you, Mr. Chairman, for the opportunity to tesiuy before the committee. I look forward to 
answering any questions you might have. 
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Economic SOmulus Act Having Positive Effect, ButAdditionai Stimuius Needed: 

A Study of the impact of Capitai investment incentives and infrastructure Spending on Utiiity 

Contractors 

By Christian A. Klein’ 


/. Executive Summary 

In July 2008, the National Utility Contractors Association^ (NUCA) and Associated Equipment Distributors^ 
(AED) collaborated to conduct a survey of utility contractors that examined economic stimulus issues. The 
survey sought to determine: 

• What impact the capital investment incentives (50 percent depreciation bonus and increased 
Section 179 expensing levels), enacted as part of the Economic Stimulus Act (ESA) of 2008,* have 
had on utility contractor equipment purchasing in the first half of the year; 

• What impact the ESA capital investment incentives were likely to have on equipment purchasing in 
the second half of 2008; 

• What impact additional economic stimuius - specifically, extending the ESA's capitai investment 
incentives and enacting water infrastructure legislation - would have on contractor equipment 
purchasing and hiring in the last half of 2008; 

• What impact the downturn in the housing market has had on utility contractors; and 

• The flow-down impact of government water inffashucture investment on the equipment distrtoufion 
companies from which utility contractors buy, rent, and lease construction equipment. 

Generally, the survey determined that the ESA's capital investment incentives have had a positive impact 
on utility contractor equipment purchasing. However, overall economic uncertainty and the housing market 
downturn (and a related slowdown in constructton activity) are causing the majority of contractors to ftstego 
new purchases. The survey results also strongly suggest that enacting legislation to increase investment in 
water infrastructure would have an immediate and positive impact on contractor equipment purchasing and 
hiring decisions. Further, extending the ESA’s capital investment incentives for an additional year would 
encourage contractor capital investment in 2009, particularly if the economy is showing signs of 


' The auHior is a managing member of Obadal, Filter, MacLeod & Klein, PLC., an Alexandria, Virginia law firm that 
provides management, government affairs, and legal services to trade associab'ons. In Ifiat capacity, Klein serves as vice 
president of government affairs and Washington Counsel for the Associated Equipment Distributors. He is also a member of the 
adjunct faculty at the University of Virginia. 

2 NUCA is a national trade associabon of more than 1,700 underground utility construdion contractors and industry 
suppliers throughout the United States. The association represents the underground contractors who provide the mderials and 
worWorce to build and maintain the nation’s network of water, sewer, gas, telecommunications, and other utility systems. More 
infonmaSon about NUCA is available at htlp://www.nuca.com. 

^ AED is a national trade association of 1 ,200 independent distributors, manufacturers, and other organizations involved 
in the distribution of constnrction, mining, forestry, and agricultural equipment, and related products and services in North 
America and throughout the world. More infomiation about AED is available at http://www.aedn6lorg. 

« Pub. L. No. 110-185(2008). 



252 


improvement. Finally, the survey detennined that water infrastaicture construction activity has a major 
impact on equipment distributors who do business with utiiity contractors. 

The AED-NUCA survey's major findings were as follows: 

• The ESA’s capital investment incentives have had a positive impact on utility contractor 
equipment purchasing. Approximately one-third of the survey respondents said that they had 
purchased equipment in the first half of 2008 to take advantage of the depreciation bonus (35 
percent) and/or the increased Section 179 expensing levels (32 percent). The reason cited most 
often by survey respondents for why their companies had not taken advantage of the ESA was that 
the economic ^owdown had led to a considerable drop in utility construction work (and need for 
additional equipment) and that the ESA provides no buying incentive for companies that are not 
profitable. 

• The ESA will continue to have a positive impact on construction equipment purchasing 
activity through the end of 2008: Approximately one-quarter of respondents said they planned to 
purchase equipment in the second half of 2008 to take advantege of the depreciation bonus (27 
percent) and/or increased Section 179 expensing levels (26 percent). 

• Extending the depreciation bonus and increased Section 179 expensing levels through the 
end of 2009 would provide additional economic stimulus next year. More than foree-quarters 
of survey respondents said that if the ESA's capital investment incentives were extended they 
would be more likely to buy additional equipment in 2009. Seventy-six percent said they would be 
more likely to buy equipment next year if the depreciation bonus was extended and 77 percent said 
the same about the increased Section 179 expensing levels. 

• Utility contractors have been hit hard by the downturn in the housing market. Ninety percent 
of survey respondents said that the downturn in the housing market has had an impact on their 
companies, with 64 percent saying that the impact of the downturn had been “major”. As indicated 
above, the housing downturn is apparently a major reason that many utility contractors have not 
bought equipment this year. 

• Enacting legislation to increase federal investment in water infrastructure would (in addition 
to other economic, environmental, and public health benefits) have an immediate and 
positive impact on the economy and enhance the ESA’s effectiveness. Seventy-one percent 
of survey respondents said they would be more likely to hire additional employees and/or add 
positions this year if Congress enacted legislation increasing federal investment in water 
infrastrocture. Seventy-two percent said increased wafer infrastructure funding would make them 
more likely to buy equipment and take advantage of the depreciation bonus and/or higher Section 
179 expensing levels this year . 

• Water utility work is equipment-intensive and a significant portion of the average water 
project bid is attributable to equipment costs. Survey respondents report that, on average, 
when preparing a bid on a water utility project, at least 1 2 percent of the bid is attributable to the 
purchase, rental, and leasing of constroction equipment, and to the cost of dealer-performed 
equipment repairs. Federal water infrastructure investment therefore has important flow-down 
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consequences for equipment companies doing business with utility contractors and equipment 
distributors have an important stake in the outcome of the political debate over water infrastructure 
funding. 

II. Background 

On Feb. 13, 2008 President Bush signed the ESA into law. It included two temporary incentives to 
encourage business capital investment in 2008.* Both were designed to help companies that buy 
equipment this year reduce their tax bills. 

First, the ESA created a temporary depreciation bonus that allows companies that buy equipment to 
depreciate an additional 50 percent of the cost of eligible equipment placed in service this year. The ESA 
also significantly increased SecBon 179 expensing levels for 2008. Under prior law, the Section 179 small 
business expensing limit for tax years beginning in 2008 would have been $128,000 with a $510,000 
phase-out threshold. However, the ESA temporarily increased the expensing limit to $250,000 and the 
phase-out threshold to $800,000. Thus, for tax years beginning in 2008, a business can expense up to 
$250,000 as long as its qualified equipment purchases do not exceed $800,000. For each dollar that total 
equipment purchases exceed $800,000, the amount that can be expensed decreases by one dollar, so that 
a company that makes $1 ,OK),000 in total purchases will not be able to expense anything (but could still 
claim the depreciation bonus). For purposes of Section 179, qualifying property is generally depreciable 
tangible personal property that is purchased for use in ttie active conduct of a trade or business. Unlike the 
depreciation bonus, tx)th new and used equipment is eligible for Section 179 expensing. Companies 
eligible to take advantage of Section 179 can combine it with the depreciation bonus for added tax savings. 

As this report is being written, Congress is debating further economic stimulus, including a home purchase 
tax credit and water infrastructure legislation. The purpose of the AED-NUCA survey was therefore to 
provide lawmakers with insights about what legislative proposals are likely to have the most positive impact 
on the construction industry and economy as a whole. 

///. Survey Methodology and Respondent Profile 

The AED-NUCA survey of utility contractors was conducted online over a three week period (from July 7 
through 24) using the SDI Weblink online survey tool. Requests for participation in the survey were 
emailed and faxed to NUCA members (both directly and through NUCA chapters), and were included in 
NUCA online publicattons. The survey system was configured to prevent multiple responses from a single 
individual. Additionally, in order to ensure that respondents were in fact utility contractors, they were asked 
to indicate the revenues their company derived from utility construction projects in 2007. Respondents who 
did not report revenues from utility constnrction projects had their survey answers deleted. Ultimately 78 
utility contractors provided responses to the survey. Based upon NUCA’s membership of approximately 
1 ,350 utility contractors, the survey margin of enor is less than 1 1 percent. 

The respondents to the NUCA-AED survey were diverse both in terms of company size and geography.* A 
plurality (44 percent) reported that they had earned revenues of $1 0 million or more from uBIity construction 
projects in 2007. Twenty-four percent reported revenues between $5 million and $10 million, 14 percent 
reported revenues betwreen $2 million and $5 million, and 18 percent reported revenues of $2 million or 
less. Contractors from all regions of the country responded to the survey; however, the Southeast was 


More infonoaSon about the ESA’s capital investment incentives is available at hlfp://www.deptBCiattonbonus.oig. 
See responses to survey questions one and two in Appendix A. 
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slightly over-represented (45 percent of respondents), w^iile the South Central and Rocky Mountain regions 
VDere under-represented (three percent and one percent of respondents respectively). 

The survey has been designed and executed with antitrust best practices and relevant legal precedent in 
mind.^ The survey was voluntary and was conducted for pro-competitive purposes (i.e., to provide data to 
lawmakers about the impact of economic stimulus legislation and water infrastructure funding on important 
segments of the economy). The survey focused primarily on historical data (questions about future 
behavior were speculative and ftx;used on motivations, not specific intended behavior). ® Additionally, the 
survey did not collect price information, it was anonymous, Individual responses are being ,kept confidential, 
and the survey results will be widely distributed in the relevant industries, in the media, and on Capitol Hill. 

IV. Major Survey Findings 

A. Utility Contractors Have High Familiarity with the ESA’s Capital Investment Incentives 

The survey asked respondents whether they were familiar with the ESA capital investment incentives and 
how they had first learned about the new law.^ The overwhelming majority (85 percent) knew about the 
law: a plurality (33 percent) had learned about if through general news coverage. NUCA-produced 
publications and other construction industry media were also important sources of information about the 
ESA for utility contractors. 

B. ESA’s Capital Investment Incentives Prompted One-Third of Survey Respondents to Buy 
Equipment in the First Half of 2008 

The survey results suggest a clear connection between the ESA’s capital investment incentives and 
contractor equipment purchasing. Thirty-five percent of the all the survey respondents said that they had 
bought new equipment this year to take advantage of the depreciation bonus and 32 percent said they had 
bought equipment to take advantage of the temporarily increased Section 179 expensing leveis.'o 

Not surprising, contractors who were aware of the ESA’s capital investment incentives were slightly more 
likely than the general population of survey respondents to have been prompted to buy equipment by the 
stimulus law. Thirty-nine percent of survey respondents who said they were aware of the ESA said they 
had purchased equipment to take advantage of the depreciation bonus; 38 percent of those aware of the 
ESA had bought equipment to take advantage of the increased Section 1 79 expensing levels. 

C. ESA Will Continue to Motivate Equipment Buying Through the Second Half of 2008 

Utility contractors plan to take advantage of the ESA's capital investment incentives in the second half of 
2008, though in lower percentages than they have in the first half of the year.’' Twenty-seven percent of all 
the survey respondente said that that they plan to buy equipment in the second half of 2008 to take 
advantage of the depreciation bonus and 26 percent said they are planning purchases to take advantage of 
the increased Section 179 expensing levels. 


' E.g., the line of cases emanafing from Maple Flooring Mfrs. Ass'n v. US, 268 US 563 (1925). 

‘ E.g., the survey inquired not whether respondents intended to buy equipment in the second half of the year, but rather 

whether they intended to do so to take advantage of the ESA's capital investment incentives. 

® Sre responses to survey questions three, four, and five in Appendix A. 

See responses to survey questions six and seven in Appendix A. 

” See responses to survey questions eight and nine in Appendix A, 
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D. Insufficient Work, Declining Profits Cited as Top Reasons for Not Taking Advantage of ESA 

The survey included an open-ended question that asked participants vrrtio had not taken advantage of the 
ESA to explain their decision.'^ Of the 44 who responded to the question, the ovetwheiming majority {33 
out of 44) said their decision not to buy equipment was motivated by the lack of work and poor economic 
conditions. The following are representative of the comments received on this issue:'^ 

• From a respondent in the Southeast reporting between $2 million and $5 million in 2007 revenues 
from utility projects; ‘The stimulus is nice if there is an actual upturn in sight. The construction 
market will be bleak for at least two years and you must have revenue to justify taking on greater 
debt regardless of Increased expensing opportunities." 

• From a respondent in the Upper Midwest reporting more than $1 0 million in 2007 revenues: “There 
is no advantage in getting a 'tax break’ if the cunent economic and bidding conditions are such that 
you have no taxable income to be able to use the additional depreciation or Section 179 
deduction." 

• From a respondent on the West Coast reporting between $5 million and $10 million in 2007 
revenues: “Backlog is weak. Struggling to make a profit. If no profit, what good are the incentives?" 

• From a respondent on the West Coast reporting less than $2 million in 2007 revenues: “Revenue 
has been down 50 percent and no need for additional equipment." 

• From a respondent in the Southeast reporting more than $10 million in 2007 revenues; “Due to the 
housing slump and the overall unstable economy, we do not have any backlog of work to warrant 
the purchase of new equipment." 

• From a respondent in the Southeast reporting more than $10 million in 2007 revenues: “A stimulus 
that helps the purchase of equipment in a dovim market does nothing to help the down market as a 
whole. We need to stimulate the infrastrocfure economy and the government should be spending 
the money in infrastructure, not giving a tax deduction to the few companies that have work and 
already have all the equipment they need. They should focus on funding projects so the companies 
that don’t have any work would have an incentive to buy equipment it they had projects to build in 
the first place. These types of incentives will not keep my company in business. Projects first, then 
incentives, not the other way around. In fact, if the economy is doing well, we don’t need 
incentives." 

• From a respondent in the Upper Midwest reporting more than $10 million in 2007 revenues: “There 
isn’t enough work out there to pay for the new equipment! We will be lucky to be able to keep the 
equipment busy that we have." 

• From a respondent in the Southeast reporting between $5 million and $10 million in 2007 
revenues: “The economy is in terrible shape and there is not enough work available to support new 
equipment purchases." 


See responses to survey question 12 in Appendix A. 

Comnnents have been edited for grammar, punctuation, and spelling. 
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• From a respondent from the Upper Midwest repotting between $5 million and $10 milibn in 2007 
revenues: 'it takes money to spend money. Our company is in no position to update our equipment 
fleet at this time. Our volume is down 30 percent, we have not brought back 1 2 employees for this 
construction season, and we have several pieces of equipment parked because of the lack of work 
available. We cannot justify the expenditure w/ith the limited work we have." 

• From a respondent from the Southeast reporting less than $2 million in 2007 revenues: “Work \«ry 
slow. Worst in our 10 years of business. We’ll be grateful if we are able to keep paying for what 
m have.” 

• From a respondent from the Upper Midwest reporting between $5 million and $1 0 millfon in 2007 
revenues: ‘We still have approximately 25 percent of our existing equipment fleet sitting idle 
because of the lack of construction projects. It would make no sense to buy more equipment 
regardless of how great the incentives are if we are unable to put it to use." 


• From a respondent on the West Coast reporting more than $10 million In 2007 revenues: 

"Business has fallen so far off that it doesn't make sense to spend any money at all. I am more 
worried about the survival of my business than the profitability after faxes.” 

E. Utility contractors have been hit hard by the downturn in the housing market 

As suggested by the comments above, the downturn in the residential real estate market has had a 
dramatic impact on utility contractors. Ninety percent of survey respondents said that the downturn in the 
housing market had an impact on their companies, with 64 percent saying that the impact of the downturn 
had been ‘major'.” These findings underscore the importance of the work that AED and NUCA have done 
to enact a home purchase tax credit to revitalize home purchasing and the need for the president to quickly 
sign the housing stimulus legislatbn recently approved by Congress.’^ 

F. Extending the ESA Capital investment Incentives Would Likely Boost Equipment Purchasing 
Next Year 

While the majority of survey respondents have been reluctant to take advantage of the ESA capital 
investment incentives given current economic conditions, the survey results suggest that extending the 
depreciation bonus and increased Section 179 expensing levels for one year would have a positive impact 
on equipment purchasing in 2009. Seventy-six percentage of survey respondents said that they would be 
more likely to buy additional equipment next year if Congress were to extend the depreciation bonus 
through the end of 2009 and 77 percent said they would be more likely to buy additional equipment next 
year if the increased Section 179 expensing levels were extended for fax years beginning in 2009,” 

G. Increased Federal Water Infrastructure Investment Would Provide Immediate Economic Stimulus 
The survey results suggest that Congress could give the economy (and particularly the consfruction 
industry) an immediate shot in the ami and enhance the effectiveness of the ESA by increasing spending 
on water infrastructure. Seventy-two percent of survey respondents said they would be more likely to buy 
equipment and fake advantage of the ESA this year if Congress enacted legislation increasing federal 
investment in water infrastructure. Seventy-one percent said they would be more likely to hire additional 


See response to survey question 16 in Appendix A, 

The American Housing Rescue and Foreclosure Prevention Act, H.R. 3221, 110* Cong., 2"'* Sess. (2008). 
See responses to survey questions 1 0 and 1 1 in Appendix A. 
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employees or add positions at their companies this year if federal water infrastructure spending 
increased.” 

H. Water Utilify Work is Equipment-intensive and a Sizeable Portion of the Average Water Project 
Bid is Attributable to Equipment Costs 

Survey respondents reported that, on average, when preparing a bid on a water utility project, at least 12 
percent of the bid is attributable to the purchase, rental, and leasing of construction equipment, and to the 
cost of dealer-performed equipment repairs.'® Answers to this question ranged from a low of zero percent 
to a high of 60 percent, with a median response of 10 percent. Additionally, ten survey respondents 
answered the question with a decimal amount less than one percent that could have been intended to 
convey a much larger percentage (e.g., MS' may have been intended as "15 percent'). Thus, the 12 
percent national average may actually be a low estimate of the percentage of a water infrastructure bid 
attributable to equipment costs. These findings show that water infrastructure investment has a significant 
market impact on the equipment industry and that distributors have an important stake in ttie outcome of 
the policy debate over water infrastructure funding. 

V. Analysis and Discussion of Survey Findings 

In the spring of 2003, NUCA and AED conducted a survey similar to the one described in this report.'® The 
purpose of the 2003 survey was analyze the impact of the 30 percent depreciatton bonus that Congress 
had created in early 2002 in response to the economic downturn of 2000 and 2001 , The 2003 survey 
determined that the depreciatbn bonus had been very effective in stimulating utility contract equipment 
purchasing over the previous year. Specffically, 67 percent of the survey respondents who were familiar 
with the depreciation bonus said that it had prompted their companies to invest in new equipment in the 
prior 1 2 months. In the current survey, only 39 percent of those familiar with the depreciation bonus had 
taken advantage of it. This discrepancy is likely attributable to hwo major factors. 

First, the timing of the surveys differed. When the 2003 survey was conducted, the depreciation bonus had 
been in place for an entire year. Additionally, many contractors probably waited to take advantage of the 
depreciation bonus until late 2002 when their year-end financial situation was clearer and the benefits of 
using the depreciation bonus to reduce tax liabiiity were more concrete. In contrast, the present survey 
was conducted just five months after the depreciation bonus was enacted and weil befbre the end of the 
year. 


The nature of the current economic downturn is likely a second major factor contributing to the lower 
percentage of utility contractors who have taken advantage of the ESA’s capital investment incentives. The 
2000-2001 downturn was in large part attributable to a dramatic drop in businesses purchasing. In early 
2002, when Congress first created the depreciation bonus, the economy had suffered six consecutive 
quarters of declining business purchasing (i.e., fixed domestic investment in equipment and software).®® 
Thus, stimulus designed to spur business capital investment was appropriate. 


See responses to survey quesSons 14 and 1 5 in Appendix A. 

See responses to survey question 13 in Appendix A. 

« Christian A. Klein, Capital Investment Incentives Woric A Study of the Past and Future Impact of the Depreciation 
Bonus and Small Business Expensing Level Increases on Utility Contractor Equipment Purchasing (2003) (report for AED and 
NUCA) (available at http://www.depreciationbonus.org/pdf/NUCA_AED Tax Study.pdf). 

Id at 3. 
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The current economic downturn, however, is atlributabie to different factors. Although the growth in 
business purchasing has been inconsistent (and fer from robust) o\rer the last two years, it has only been 
negative In two of the last eight quarters.^' As illustrated by the graph below, at the same time, the U.S. 
economy has experienced nine consecutive quarters of declining residential real estate investment.^ This 
has taken a tremendous toll on the construction industry as evidenced by the current survey and other 
reports.® 


Home Purchasing vs. Business Investment 2006-2007 

Source: Bureau of Economic Anal^is 
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Given the slowdown in the housing market, it is not surprising that construction companies are reluctant to 
invest in new equipment. In the words of one respondent to the current AED-NUCA survey: ‘We sffll have 
approximately 25 percent of our existing equipment fleet sitting idle because of a lack of construction 
projects. It would make no sense to buy more equipment regardless of how great the incentives are if vire 
are unrtile to pirt it to use.”^ The comments of another contractor who has not taken advantage of the 
ESA suggest that broader economic factors are also impacting contractor equipment purchasing decisions: 
"It is too risky to take advantage of [the ESA] right now. The economic status of our region is shaky at best. 
While we are busy, we are not making any profit, margins are tight, feel is killing us, and banking problems 
scare us to death."® 

VI. Conclusions 

The 2008 AED-NUCA utility contractor survey suggests that although the ESA has had some positive 
impact, Congress and the president should do more to help put the economy back on firm footing. The 
significant impact that the downturn in residential real estate market has had on utility contractors suggests 
that the industry will be helped by the home purchase tax credit included in the recently-enacted housing 
stimulus bill. Hovffiver, Congress should consider legislation to extend fee ESA's capital investment 
incentirres for an additional year (through the end of calendar year 2009 tor the depreciation bonus and 
through tax years beginning in 2009 for the higher Secfion 179 expensing levels). Congress should also act 


21 PiBss Release, Bureau of Economic Analysis, Gross Domeslic Product: First Quarter 2008 (Find) (June 26, 2008) 
(available d htlpJ/wvw»,bea.gov/nev»sreleases/national/gdp/2008rpdf/gdp108f,pdf). 

= Id. 

23 See e.g., The Housing Crisis - Irientilying Tax Incentives to Stimulate the Economy: Hearing Before the House Comm, 
on Smalt Business, 1 10* Cong., 2d Sess. (2008) (testimony of Dale Leppo on behalf of AED) (available at 
http://ww«.house.gov/sfflbiz/hearings/heanng-06-05-08-housing/Leppo,pdf). 

2* See response number 23 to survey question 1 2 in Appendix A. 

25 Id. at response number 36. 
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quickly to pass legislation significantly increasing federal investment in water infrastrecture. In addition to 
the environmental and public health tenefits, the 2008 AED-NUCA survey suggests that increased federal 
water spending would create construction industry jobs and prompt additional equipment purchasing in the 
immediate term, thereby enhancing the benefits of the ESA. 
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2008 AED-NUCA UTILITY CONTRACTOR 
ECONOMIC STIMULUS SURVEY RESULTS 



261 





262 





263 





264 





265 




266 


Statement of the Coastwise Coalition 
by 

Peter Drakes, President of Coastal Connect LLC 

Committee on Transportation and Infrastructure 
United States House of Representatives 
Washington, D.C. 

Investing in Infrastructure: The Road to Recoveiy 
A Marine Highways Perspective 

October 29, 2008 


Mr. Chairman and Members of file Committee, I am Peter Drakos, President of Coastal Connect LLC, 
and a member of the Coastwise Coalition. I am pleased to be here to offer a domestic maritime 
perspective on behalf of the Coastwise Coalition on actions the Congress can take to improve the 
economy and maritime transportation. 1 will address several key points today: 

• The Coalition’s strong support for prompt enactment of an exemption fi'om the Harbor 
Maintenance Tax for carriage of domestic and Great Lakes non-biiik cargo, an issue addressed 
by bills sponsored by some members of this Committee. We hope that this sorely needed relief 
could be inct tided in any "recovery ” or “stimulus ” legislation enacted this fall. 

• The importance of a strong and steadily fwtded Tide XI program. 

• The value of integrating some domestic marine transport aiion activities and support for those 
activities with surface transportation policy and funding. 

Participants in the Coalition include a wide range of public and private sector organizations and 
individuals. Most are in the marine transportation sector and include ports, vessel operators and other 
transportation providers, maritime labor unions, analysts, and otheis in the maritime industry and 
workforce. 

The Coalition is grateful for this opportunity to put the further development of marine highways before 
the Committee. This is one area of infrastructure investment that can stimulate economic activity and job 
creation. Even more importantly, it can help in the development of energy efficient, environmentally 
friendly and sustainable new capacity for the national transportation system and the economy it supports. 
The Committee is rigid to move quickly to address the nation’s deteriorating economic condition by 
calling this hearing. Furthermore, I am pleased to note that Chairman Oberstar and Ranking Member 
Mica have shown great interest in how marine surface transportation can play a greater role providing 
overall system capacity for the nation. 

The Coastwise Coalition has focused its recent work on the urgent need for an exemption from the Harbor 
Maintenance Tax (HMT) and other exclusively maiitirae matters. However, the Coalition also is in the 
process of discussing and reviewing a range of policy recommendations in anticipation of the coming 
work by Congress to address surface transportation programs and policy. In advance of our coming to a 
conclusion on a formal Coalition agenda in that regard I have been asked to bring a few of those ideas to 
your attention in the hope that it will stimulate some thinking in this area on your part as well. 

The Coalition’s purpose is to promote the use of waterborne transportation as a safe, economical, energy 
efficient and environmentally beneficial means to meet a growing need for reliable transportation options 


Peter Drakos. Prcsidcjit 
Coastal Connect LLC 
(203) 569-7679 


Cleanvater House - Gdt Floor 
2187 Atlantic Street 
Stamford , CT 06902-6880 
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and capacity expansion. Congestion on our land routes is a fact of life in many major corridors and most 
metropolitan areas of the countiy. Relieving the increasing demands on the major highways and the rail 
system by providing new routings for cargo is what we can help accomplish through greater use of the 
marine transportation system (MTS), 

Increasing domestic coastwise and inland shipping services would provide cargo ownei-s, transportation 
intermediaries, trucks, and rail carriere a safe, reliable, and cost competitive transportation option. In the 
process, our transportation system can improve in terms of energy efficiency, environmental impact, and 
reduced stress on corridor communities. 

I am appearing before you today as an example of new transportation capacity and what can be acliieved 
in the way of transportation improvements and near term and sustained economic activity. The Coastal 
Connect operation is only one example of what is and can be offered on our marine highways. For 
purposes of tills statement I wili not address the important and already significant domestic shipping 
activities that serve the bulk commodities market, a traditional and large user of America’s waterways. 

With the signing of the Energy Independence and Security Act in December 2007, short sea shipping in 
the United States, also known as America’s Marine Highways, was recognized and embraced as an 
important part of our country’s surface transportation network. Thanks to the leadership of the 
Committee and the support of Congress we now have law that encourages the development of domestic 
marine transportation in the context of the surface transportation system. I would also like to 
ackno-wledge the energetic work of Maritime Administrator Sean Coimaughton in advancing marine 
higliway development to metropolitan planning organizations, shippers, the financial community and 
other sectors. 

Marine Highways: Today and Tomorrow 

Marine higliways are water routes of our surface transportation system. Today container vessels and 
trailer, tinck and rail ferry services ate operating on the water. U.S. companies like Crowley, Tote, 
Columbia Coastal Transport, Osprey Line, and Horizon Lines operate on non-contiguous and contiguous 
routes. In tlie coming years these companies and new entities like Coastal Connect will be called on to 
cany more freight and serve new markets. More immediately, Horizon Lines executives have publicly 
expressed, including to this Committee, that company's strong interest in developing new domestic short 
sea services. The company lias consistently noted, however, that it sees the application of the Harbor 
Maintenance Tax to contiguous domestic non-bulk cargo movement as a major obstacle to making a 
success of such service - a view I share. Other companies are investing in vessel designs, equipment 
acquisition, and marketing to prepare to seive new markets. Coastal Connect, my company, is one of 
those. 

I would like to give you a few examples of what is being developed around the countiy. All are private 
sector initiatives that would provide public benefits. All would have an improved chance of sustaining 
their operations over the long term if Congress adopted a Harbor Maintenance Tax exemption and 
targeted incentives. 

Coastal Connect is well into the design of an environmentally enhanced class of ships that will address 
the challenges facing the transportation industry today. Tlie ships will be a roll on-roll off design, 
principally canying 53’ domestic trailers. The initial service will be between New Jersey and Rhode 
Island, and thereby mitigate the chronic roadway congestion along the New York/Connecticut 1-95 
Corridor. The ships will operate at speeds of up to 20 knots to provide same-day deliveiy service, and 
they will be tlie first of a class of compact Ro-Ro’s to be built in the United States to run on compressed 

natural gas (CNG), the cleanest burning fuel that will reduce air pollution and greenhouse gas emissions. 
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By the end of this year we expect to have ship design documents that will allow us to solicit bids from 
U.S. shipyards for the construction of four (4) strips, with an option to build four (4) more. With the 
recent downturn in the economy, the Coastal Connect construction contract will mean hundreds of 
shipyard and related jobs in support of our nation’s vital shipbuilding industi'ial base, and with delivery of 
our ships we will expand opportunities for U.S. seafarers and portside workers. 

To finance the construction of the ships we will need Title XI financing, and thus it is our request that 
Congress continue to appropriate the necessary funds to stimulate ship constraction in the United States 
through the Title XI Program, Upon approval of our Title XI application, we would expect to commence 
ship construction within three (3) months. In addition, in view of the substantial costs associated with the 
technologically advanced CNG fuel configuration, we will seek grant money from appropriate agencies. 

California is as transportation-challenged as any place in the nation. One of the areas where domestic 
mai'ine surface transportation alternatives have been actively discussed is in the northern part of the State. 
Eco Transport is a company that is initiating environmentally beneficial goods movement service there. 
Tlieir service will entail transporting containerized cargo by tug and barge on the San Joaquin River 
between the Ports of Oakland, Stockton and Sacramento. It will move import containers to the interior 
and return to the Oakland gateway to export California agriculture and other goods overseas. Each barge 
will cany 350 containers. At full ramp up, Eco Transport will offer the service seven days a week or 
250,000 containers per year. 

In addition to the transport services, Eco Transport plans to offer container storage, equipment 
interchange, and warehousing seivices in Stockton. That will make for a major improvement from the 
current model of transporting goods from Oakland to the Central Valley. Currently, 75 percent of all 
movement occurs via truck, which creates major congestion along key northern California conidors, 
contributes to a severe air quality issue, and creates unnecessaty safety risks. At full operation Eco 
Transport service will remove over one million truck trips from the road each year and greatly reduce 
emissions. Indeed the Eco-Transport project has partnered with the applicable California Air Quality 
Disti'iots and tugboat emission specifications have gone through the Carl Moyer (low emissions) process 
through the Bay Area Air Quality Management District. Both the San Joaquin Valley Air District, Bay 
Area Air District Management District and the California Air Resources Boairl agree the results of the 
partnership study, that the Eco-Transport project will reduce emissions greatly compared to the existing 
trucking model. 

Eco Transport expects to be able to move to the acquisition of its equipment as soon as the second quarter 
of 2009. They will spend nearly $50 million on vessel and port infrastructure and equipment to develop 
its service to achieve operating efficiency and deliver environmental benefits. $29.5 million of that would 
be for one tugboat and tliree container barges. 

Similar to the Bay Area, the unique geography of the Great Lakes presents opportunities to relieve 
highway and rail congestion through the development of marine highway services between major cities in 
the upper Midwest. The U.S.-Canadian binational trade relationship is the largest in the world. More 
than half of that total ocem-s in the Great Lakes region. Post 9/1 1 security enhancements have slowed the 
flow of commerce at U.S.-Canadian border crossings creating additional market pressure for alternative 
freight transportation services. In response to these market forces, three new freight feny services are 
under development in the region. These services will link Cleveland, Ohio with Port Stanley, Ontario; 
Erie, Pennsylvania with Nanticoke, Ontario; and Oswego, New York with Hamilton, Ontario. 

The Cleveland seivice would employ two Ro-Ro vessels and is expected to accommodate 250,000 
passengers, 42,000 vehicles, and 40,000 trucks each year. The Erie seivice would also employ a Ro-Ro 
vessel design with a per- voyage capacity of 160 trucks. The Oswego seivice would utilize a tug-barge 
configuration and accommodate up to 110 trucks per voyage. Although still in the planning stages, each 
of these new services are expected to enliance the flow of commerce, remove trucks from already 
congested highways, ease border congestion, and reduce emissions. 
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In the Gulf region, SeaBridge Freight, Inc. will initiate its first short sea operations in November 2008. 
That company’s container-on-barge business will provide scheduled seivice between Port Manatee, 
Florida and the Port of Brownsville, Texas. The operation will provide low-cost alternative capacity to 
third party logistics providers and intermodal motor carriers. Their service will be in addition to that 
planned between the Ports of Victoria and Houston, which signed a MOU to initiate a service. 

Action Needed to Improve the Economy and Maritime Transportation 

There are three particular areas where the Federal government can stimulate new marine surface 
transportation capacity and the jobs to go with it: 

• eliminating disincentives to the use of maritime transportation, particularly the application of the 
HMT to domestic and Great Lakes non-bulk moves; 

• vessel construction and refitting; and 

• terminal construction and modification. 

All of these steps, in one way or another, would encourage those who control the freight to consider the 
efficient maritime options as part of an integrated multi-modal system. Let me elaborate. 

End the Harbor Maintenance Tax D is inceiitive-NOW 


If there is one thing that Congress can do, and which the Coalition consistently has proposed, it is to 
remove promptly a disincentive to the use of the marine highway — by exempting from the Harbor 
Maintenance Tax carriage of non-bulk domestic and Great Lakes cargo. This is cargo currently moving 
largely on congested and aging higliways that can, instead move on water routes. There are some 
exemptions to this tax already, notably when the vessel movement in question pays the inland waterways 
fuel tax, for passenger ferries, and for certain shipping that serves Hawaii, Alaska and U.S. possessions. 
However, absent applicability of exemptions, or an unusually strong special niche market, the HMT is a 
considerable barrier to moving these non-bulk cargoes on water in domestic or Great Lakes seivice, as we 
explain. 

We appreciate the attention that this issue has been given by membeis of this Committee. Various bills 
were infroduced earlier in this Congress. Two versions that would apply an exemption on a national 
basis — including US/Canada trade on the Great Lakes — are the Short Sea Shipping Act of 2007 (H.R. 
1499) and a comparable Senate bill (S. 3199). Before going further let me say that the Coalition deeply 
appreciates the leadership provided by Chairman Cummings, the sponsor of H.R. 1 499, on this particular 
issue. We also appreciate the letter recently written by Rep. Mica, Rep. LaTourette and others to advance 
such legislation. And we know that you have been supportive of this effort, Mr. Chairman. It is 
appreciated. 

The Harbor Maintenance Tax is an ad valorem charge — 0.125 percent — on international cargo entering 
this country, on domestic cargo moving between U.S. ports, and cruise passenger tickets. The tax, which 
is paid by the cargo owner, discourages the use of marine transportation by intermodal cargo in several 
ways. 

First, at a time when all business is extremely cost conscious, the charge itself can be a barrier. It is a 
charge not imposed on land transportation moves. Second,’ there is an administrative bairier. A good 
amount of the freight moving on the congested interstates and major corridors is in consolidated 
shipments such as you would find in a UPS trailer. Use of the marine highway alternative would obligate 
the owners of goods with a value over $1,000 in the truck to file separately the appropriate HMT payment 
with Customs and Border Protection, the collecting agency. That, of course, assumes that the shipper 
knows that the truck opted for tlie water route. Similarly, if an international containership operator 
wanted to consider routing import cargo to its destination via a coastal shuttle, new charges and customer 
paperwork would apply that does not apply if land earners were used. 
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Simply, when you are trying to provide customers with a solution to an existing problem, it doesn’t help 
to say that extra charges and paperwork are a part of the new approach. So, the HMT is a serious barrier 
to success for vessel operators trying to establish new services and attract non-tradilional customers of 
marine transportation. 

We will add, however, that because of these barriers, it is our belief that the Treasury collects de minimis 
revenue from the HMT in the context of non-bulk domestic and Great Lakes cargo. Enacting the 
exemption will provide real benefits with little if any cost to the Treasury. 

Let me illustrate this with an example. The Detroit-Windsor Truck Ferry operates between the U.S. and 
Ontario and primarily serves trucking carrying hazardous cargo. It provides an essential alternative to the 
heavily traveled Ambassador Bridge and long distance alternatives. The operator of this barge service 
testified at the Febraaiy 15, 2007, hearing by the Coast Guard and Maritime Transportation 
Subcommittee that hazmat trucks use the service in the direction of Canada but that trucks bearing cargo 
and originating in Canada do not use the service expressly because of the Harbor Maintenance Tax. 
Thus, the most desirable route for hazardous cargo ~ away from the crowded international bridge and a 
significantly shorter distance than other route alternatives — is discouraged by current law. 

So, what we have is tlie opportunity for innovative, new service that would: 

• ease landside congestion; 

• ease the need to construct new, expensive landside capacity; 

• utilize an energy efficient, less polluting mode; 

• create U.S. citizen maritime jobs, strengthening the active base of U.S.-flag vessels and marinere 
for national defense; and 

• involve little or no cost to the Treasuiy. 

The merits are compelling, short and long term. 

We strongly urge the Committee to do what it can to enlist Leadership and others in the effort to enact 
now this legislative solution to exempt non-bulk cargo (including cargo carried on rolling stock such as 
trucks, trailers and rail cars, as well as cargo in containers or in the form of vehicles). For further 
reference on this issue you will find appended to this statement a recent letter to Chairman Range! of the 
Ways and Means Committee and signed by various participants of the Coastwise Coalition, 

Ve ssel Infrastruct ure 

This Committee has supported vessel financing measures and we greatly appreciate your continuing 
support. Opening the Capital Coirstruction Fund to coastwise shipping vessels in Public Law 110-140 
was an important decision by Congress in 2007 and it likely will stimulate shipyard work and new marine 
highway capacity in the next year and for years after. 

The Title XI program is the other existing mechanism for financing investments in vessel infiastructure. 
It is an essentially sound and invaluable program. We have heard suggestions for possible refinements to 
make the program work more efficiently and to make the process “less daunting,” as suggested by Chuck 
Raymond, Chairman and CEO of Horizon Lines. To borrow ftxiin testimony Mr. Raymond gave in 
March 2007, to the Subcommittee on Seapower and Expeditionary Forces (chaired by Congressman 
Taylor), a strong Title XI program will strengthen the economy and national defease “by strengthening 
the circumstances of ship operators, shipyards, maritime labor, and shipyard workers. “ He went on. 

New vessel construction means more modem U.S.-flag vessels and U.S. shipyards - both better 
able to face future challenges and assist DOD. To have these positive impacts, the program needs 
to be consistently funded and the terms and conditions of its use should be made less daunting to 
its private sector customers. It is not enough for the program to receive sporadic drips of funding. 
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In recent years it has not received fundmg, period. The current state of the Title XI program 
makes it difficult for shipyards or vessel operator like Horizon to plan commercial vessel 
construction programs. 

Title XI, when funded, leverages private investment and generates economic activity. To offer a general 
nile of thumb, each dollar of Title XI funding supports 20 times as much in construction. So, 
$60 million in Title XI loan guarantee fiinding leverages $1.2 billion in guarantees for ship construction. 
As for the ability of the program to stimulate jobs, a recent order for 13 new tugboats was expected to 
stimulate over 200 jobs and inject $120 million into the Seattle economy. Recent appropriations actions 
have begun to fund title XI but it is important that this funding be provided on a regular and substantial 
basis if carriers and shipyards are to be able to make effective plans. 

I have a last illustration as to how important Title XI financing has been to the U.S. flag merchant fleet 
over the years. Data available on the Colton Company website indicates that since World War II the 
owners of 41 of the 43 container and 29 of the 30 Ro-Ro vessels built in United States shipyards for 
private sector purchasers have relied upon Title XI financing. It is that essential. 

Port Infrastructure and Other Issues 


If you scanned the waterfront of the more than 85 public ports and many more private terminal locations 
around the country you would find underutilized capacity in many. However, it cannot be assumed that 
those ports and facilities have adequate infrastructure in place to serve as platforms for domestic 
intermodal service on the marine highways. International terminals are not well suited for domestic 
freight handling given the physical plant and Federal presence designed specifically for import activities. 
Otherwise, existing terminal configurations, equipment, and available acreage may not be sufficient or 
useable depending on the type and volume of cargo to be handled and the type of vessel in service, A 
marine highway terminal may require bulkheads strengthened and new cranes, gates or ramps. It is well 
documented that the inland waterway system infrastructure, the locks in particular, are outmoded and in 
urgent need of repair. Depending on the location Federal channels and locally managed access channels 
will require maintenance dredging. (However, it is generally thought that most domestic marine highway 
operations will require few channel improvements inasmuch as most marine highway services employ 
vessels of lesser drafts than of the larger ocean and bulk carriers.) 

Vessels and port facilities are the infrastructure elements for marine highways that are akin to the lanes, 
ramps, rails, and support ai'eas that are essential to the land modes. Indeed it is believed that the marine 
highway infrastructure can deliver heavy volumes of freight for a public investment that is less costly and 
offers public benefits that compares favorably to building comparable capacity on the interstate system. 

What are ways that Congress might stimulate investments m marine highway infrastructure? 

In addition to the HMT relief and title XI fiinding already discussed, and increasing funding for the 
general maintenance and improvement needs of the Federal system of navigation channels, the 
Committee could consider a range of approaches that the Coalition is discussing and reviewing. One that 
has been mentioned is establishment of a freiglit ferry program. It could be modeled in part on the Ferry' 
Boat Discretionary Program that was established in ISTEA (1991) and amended in succeeding surface 
transportation reauthorization measures. That program allocates giants to support the construction of 
passenger ferries, landings and related facilities. A freight ferry program could be established to advance 
the development of marine highway terminal facilities and vessels that will offer service that connects 
elements of the interstate highway systems. We would not want that approach to stifle the development 
of private sector marine highway operations. Rather it could be a way to invest in infiastructure that 
would facilitate tlie development of new service, which is to say new capacity, for the surface 
transportation system. 
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Last year the Committee took an important step that culminated in the enactment of the Short Sea 
Transportation provisions. This month the Department of Transportation issued an interim final rule to 
implement those provisions for the designation of corridors and projects under the American Marine 
Highways Program (AMH). The Committee could take a next step in support of die program by 
encouraging tile use of existing CMAQ funding — perhaps througli a set-aside — for projects designated 
under the American Mai'ine Highways Program. It would be a way to maximize public benefit and 
support projects vetted through the AMH program. 

Some members of the Coalition are looking at how Congress might incentivize marine highway 
development and use. Incentives would be warranted because of the public benefits that would be 
achieved with the shift of some portion of the growing volume of vehicles on our crowded interstate and 
metropolitan routes. Those benefits would include reduced congestion, emissions reductions, energy 
coiiseived, and reduced wear on infrastructure bearing die trucks and trains. See a recent report issued by 
the Fletcher School of Law and Diplomacy on the economic, environmental and national security benefits 
of coastwise shipping entitled: "Americas Deep Blue Highway" ( httD://www.igms.org) . Tax incentives 
could be offered to the shippers and truckers, for example, on the basis of specific benefits or miles 
traveled on marine highways. 

Another approach might be to modify TIFIA (Transportation Infrastructure Finance and Innovatioii Act) 
to allow financing in smaller amounts, perhaps $5 million or less, to support infrastructure development 
for designated AMH projects. 

Reforms to the tiansportation planning process could also lielp stimulate development and expansion of 
marine higliway services. Depending on geography, there will be instances throughout the nation where 
the best solution to highway congestion might be movement of freight by vessel. Given die considerable 
cost of toad and bridge construction. Federal support for marine highway investments, where it makes 
sense, may be the most cost effective option with the least environmental impacts. Sueh cost effective 
options could make it possible to accomplish more with available infrastructure dollars. The cuirent 
transportation planning process makes consideration of these alternatives difficult because most 
transportation planning agencies are generally unfamiliar with maritime seivices. The Federal 
government should address this disconnect because marine surface traiisportation, and the services of the 
private sector, will be in increasing demand to enhance the operating capacity of our country’s 
transportation system. 

Conclusion 


The Committee’s leaders in both parties have demonstrated an appreciation for giving greater attention to 
intemiodal transportation and taking a broader, systemic view of what onr nation’s transportation system 
should be. Marine surface transportation development should be an integral part of that. It presents an 
opportimify to make more efficient use of fuel resources and improve on total emissions resulting from 
the transport of goods and persons. It would create new Jobs in the nation’s ports and enable the U.S. 
maritime sector to develop new capabilities and apply improved technology to a mode of transportation 
that continues to serve this country well. 

We have outlined today the need to promptly enact an HMT exemption, noted the benefits of title XI 
funding, and discussed other possible actions that would help bring these benefits into reality. We urge 
your support for these steps. Thank you for allowing the Coastwise Coalition and me to participate in this 
timely lieariiig. 


Attachment 
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Coastwise Coalition 


September 1 0, 2008 


The Honorable Charles Rangel, Chairman 
Committee on Ways & Means 
U.S. House of Representatives 
Washington, D.C. 20515 

Dear Mr. Chairman; 

The Coastwise Coalition is a diverse group of ports, shipping companies, labor unions and 
others who understand the benefits to this country if marine transportation were in greater use 
for the domestic movement of freight. We write in these last weeks before scheduled 
adjournment to urge your committee’s approval of legislation to remove the Harbor 
Maintenance Tax (HMT) as a disincentive to moving domestic freight on our “marine 
highways.” 

Several of your colleagues in the House of Representatives and on the Committee have 
sponsored comparable bills to accomplish this, including one tliat was endorsed by the 
Secretary of Transportation. The principal bill sponsors include Congressman Elijah 
Cummings (HR 1499), Congressman Weldon (HR 1701) and the late Congresswoman 
Stephanie Tubbs Jones (HR 981). These bills would exempt non-bulk cargoes from tlie HMT 
to encourage a shift of some goods movement from congested highway corridors to the 
underutilized waterways. 

Significant portions of our highway and rail networks, particularly in coastal regions, are 
nearing the limits of capacity. That is especially true in the Mid-Atlantic and Northeast regions. 
Marine transportation services also can also play a role in moving heavier and hazardous cargo 
ollshore and away from populated areas where it might otherwise travel. One important way to 
address the congestion problem is to facilitate development of the coastwise marine 
transportation option by eliminating the obstacles caused by the HMT. 

In addition to the obvious transportation benefit of the legislation it is useful to note a recent 
report by the Texas Transportation Institute for the U.S. Department of Transportation and the 
National Waterways Foundation, described in the attached. It documents the significant energy' 
benefits and emission reductions that can be realized by shifting freight, where practical, from 
tmcks and trains to tug and barge transportation. New transportation capacity exists along the 
F,a.st, Gulf, Great Lakes and Pacific coasts as well on the inland waterw'ays. The maritime 
sector can help the national transportation system meet the future mobility needs of this 
country. 

We consider it very important to achieve enactment of this legislation this year. If the matter is 
pushed off into the next Congress, the ability of vessel operators and others to do the work 
needed to put short sea services into place will be diminished. As long as the HMT’s tax and 
administrative obstacles remains, implementation will be stifled. 


PsiA H dr I 
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You can count on us to lend our voices to passage of this legislation by Congress tliis year. 
Thank you for your leadership on lliis important issue. 



Paul H. Bea Jr., Chairman 
Coastwise Coalition 


James L. Heniy 
T ransportation Institute 

James Patti, President 

Maritime Institute for Research and Industrial 
Development 

David Sanford 

American Association of Port Authorities 

Don Keefe, President 

Marine Engineers' Beneilcial Association 

Mathew Dwyer, Legislative Representative 
American Maritime Congress 

Joseph J. Cox, President 
Chamber of Shipping of America 

Richard Hughes, President 
Inteniational Longshoremen's Association 

Captain Timothy Brown, President 
International Organization of Masters. 

Mates & Pilots 

Corine Barbour, President 
North Atlantic Ports Association 


American Great Lakes Ports Association 

Crowley Maritime Corp. 

Horizon Lines, LLC 

Coastal Connect LLC 

Stephen I-Iott, Chairman 
SeaBridge USA, Inc. 

Torey Presti, President 
National Shipping of America 

Tom Adamski 

New Jersey Motor Truck Association, 

Bi State Harbor Carrier Conference 

Mark Yonge, Managing .Member 
Maritime Transport & Logistics Advisors, 
LLC 

Roberta Weisbrod, Ph.D, 

Partnership for Sustainable Ports LLP 

Robert W. Kesteloot, President 
K Associates 

Raymond R. Barberesi, President 
Marine Transportation Specialists 
Corporation 


H. Clayton Cook, Jr,, Counsel 
Seward & Kissel LLP 


cc: The Honorable Tim Bishop, Jim Costa, Elijali Cummings, Phil English, Sheila Jackson-Lee, 
Steven LaTourettc, John McHugh, Devin Nunes, Chris Shays, and Dave Weldon 
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Judith Enck 

Deputy Secretary for the Environment 
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Chairman Oberstar, and members of the committee, on behalf of New York Governor 
David A. Paterson, I thank you for the opportunity to testify before you today on the 
significant need for infrastructure investment, especially for wastewater infrastructure, to 
be a part of any federal plan to stimulate the economy and create jobs. 


New York’s Waters 

New York State is fortunate to have some of the most extraordinary water resources in 
the country, ranging from Long Island Sound to Lake Champlain and the Adirondack 
mountain lakes to Niagara Falls and the Great Lakes. Thankfully, we have come a long 
way from the time when the Hudson River and New York Harbor were little more than 
open sewers. 

In spite of great strides in water quality improvement the country has made, I am here 
today to tell you about New York’s immediate wastewater infrastructure needs. 

Fresently, in New York there are over 200 rriuniCipalities uuder consent orders for Cleari 
Water Act (CWA) violations. These communities need a renewed federal investment and 
commitment in order to make critical improvements to protect the public's health. They 
need your help. 

In addition, out of 4,745 waterways in New York State, 14% are currently considered to 
be impaired by one or more pollutants, many due to municipal discharges, combined 
sewer overflows or urban/stormwater runoff Thus, one in seven waterways in New York 
State has been identified as not satisfactorily meeting our water quality standards. Beach 
closings are still a regular event. For example. Long Island's Suffolk County closes over 
50 beaches after heavy rains due in large part to polluted runoff. Some 70 major shell 
fishing beds remain too polluted to use. Reversing this trend is a goal of New York State, 
which Congress can help us to meet by providing funds for the Clean Water State 
Revolving Fund (CWSRf ). 

In March 2008, at the request of the New York State Legislature, the New York State 
Department of Environmental Conservation (NYSDEC) issued a report entitled 
“Wastewater Infrastructure Needs of New York State” that conservatively estimated the 
cost of repairing, replacing, and updating New York’s municipal wastewater 
infrastructure at $36.2 billion over the next 20 years {See 

http://www.dec.nv.eov/chemical/42383.htmn . New York State also needs more than $25 
billion over the next 20 years for drinking water infrastructure. With decreasing federal 
dollars and the current economic crisis, it will undoubtedly be more difficult for the state 
to issue bonds for infrastructure projects, as well as other important services. 

This year, an additional $715 million in SRF to New York State - as could be 
provided through a stimulus bill - would allow us to put people to work on 58 
wastewater projects. 
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Governor Paterson is committed to working with the federal government to reach the 
goals set out in the Clean Water Act; “to restore and maintain the chemical, physical, and 
biological integrity of the Nation’s waters.” An excellent example of this is shown in 
how, with much help from our federal partners. New York State and local officials have 
worked to restore Onondaga Lake in Syracuse, New York. This Lake had often been 
dubbed “the most polluted water body in North America.” Onondaga Lake still has its 
problems, yet thanks to major investments in heightened wastewater controls, the Lake 
has come back to life. What was once a foul smelling, weed choked water is now a focus 
of bustling waterfront development efforts and home to a major, national bass fishing 
tournament. 

While 1 am focusing today on the state’s wastewater infrastructure, it is important to note 
that New York has vast infrastructure needs, including our mass transit, roads, bridges, 
parks and drinking water systems. In fact, this is such an important issue that Governor 
Paterson is testifying today before the U.S. House Ways and Means Committee about the 
broader need for state fiscal relief and for a stimulus package that would allow states to 
get started on “shovel-ready” infrastructure projects. This hearing, in focusing on 
“Investing in Infrastructure: The Road to Recovery,” demonstrates that you share 
Governor Paterson’s commitment and concern, and the Governor and 1 look forward to 
working with you. 


A National Crisis 

As you know, our nation’s wastewater infrastructure is in dire straits. Aging and 
inadequate water treatment infrastructure results in billions of gallons of sewage spilled 
into the waters each year. A 2004 survey showed that of the 1 ,060 sewage collection 
systems with 22,000 miles of sewer lines in New York State, more than 30 percent are 
more than 60 years old and beyond their expected useful life. This echoes the national 
trend. The Environmental Protection Agency (EPA) has estimated that a lack of 
investment in wastewater infrastructure would undo many of the water quality 
improvements achieved through the Clean Water Act over the last 30 years. 

Inadequate investment in wastewater infrastructure is putting the environment and the 
public’s health at risk. Sewage is harmful to public health, the environment and the 
economy. It contains viruses, bacteria, parasites, worms, hormones, toxics and 
antibiotics. Contact with water polluted by sewage overflows can expose individuals to a 
range of waterborne illnesses, including gastroenteritis, dysentery and hepatitis. Sewage 
pollution contributes to beach closures and shellfish bed closures. On a national level, 
estimates of clean water infrastructure needs are in the order of $400 billion over the next 
20 years . ' 


' Memorandum to Members of the Committee on Transportation and Infrastructure from Committee on 
Transportation and Infrastructure Staff, May 6, 2008. 
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The enactment of the Federal Clean Water Act has been attributed to the great strides our 
nation has made in cleaning up our waters. The CWA had such strong bipartisan support 
that after Congress passed it and President Nixon vetoed the legislation. Congress 
overwhelmingly voted to overturn the veto and enact this landmark legislation. To this 
day, we continue to see strong bipartisan support for access to clean water. 

Federal CWA programs, including the Clean Water State Revolving Fund, and Safe 
Drinking Water Act programs such as the Drinking Water State Revolving Fund, have 
been critical in forging a federal/state partnership to protect our water resources. The 
variety of projects we have been able to assist through the SRFs is strong testimony to 
Congress’ foresight in providing states a great degree of flexibility in determining how 
best to structure these programs. The CWSRF allows states to leverage federal funds 
through the public bond markets and, with the revolving nature of the funds, it has 
ensured that low-cost financing for water pollution control projects will always be 
available. As the loans are paid back to the revolving fund, new loans are made to 
additional recipients. The Clean Water SRF has provided approximately $63 billion in 
loans fui waslewaiei and uilici projects iiirougii FY 2007.^ 
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communities with $3.50 in low cost financing for every federal dollar that has entered the 
fund. Yet this year, we find that we will only be able to provide low interest loans under 
the fund for 16% of the projects for which our communities have applied. 


Federal support for wastewater infrastructure has been cut by roughly 70 percent over the 
last two decades. In fact, we have seen federal appropriations for the Clean Water 
funding drop from a historic high of $2.4 billion in FY1987 to $687 million in FY2008. 
What this means is that states and local governments are left with the burden of 
maintaining wastewater infrastructure. 


New York’s communities are struggling to make ends meet. According to the New York 
State Division of Budget, New York City alone is projected to lose approximately 
135,000 jobs over the next two years, and currently the State is facing a multi-billion 
dollar deficit. Our communities are already struggling financially to meet their ever- 
increasing wastewater infrastructure needs. These needs are even more urgent for 
communities trying to address the problems of combined sewer overflows and sanitary 
sewer overflows and for small communities with insufficient financing ability. 


The Association of State and Interstate Water Pollution Control Administrators 
(ASIWPCA) recently surveyed states’ CWSRF needs. Of the 25 states which responded, 
the need for CWSRF funds was in excess of $9 billion over and above the fundable line 
in the intended use plan for which funds could be speedily obligated via an economic 
stimulus package. Imagine what that number, and that need, would be if all 50 states has 
responded to ASIWPCA’ s survey. 


■ U.S, Environmental Protection Agency Office of Water, 2007 Annual Report Clean Water State 
Revolving Fund Programs. June 2008. EPA-832-R-08-00I . 
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Include Infrastructure Funding in an Economic Stimulus Package 

Infrastructure funding is one of the best investments the federal government can make 
during an economic downturn. It has the dual benefit of modernizing our nation’s 
deteriorating infrastructure - which is vital to our businesses, the environment and 
agriculture - while stimulating the economy through job creation. Infrastructure funding 
provides direct assistance to the nation’s “Main Streets.” In fact, various analysts estimate 
that for every $1 billion invested in infrastructure projects, some 35,000 ~ 47,500 jobs are 
created or supported. Also, the Economic Policy Institute reports that for every dollar 
spent on infrastructure, there is a $1 .59 economic benefit in the economy. 

If Congress provides an additional $6.5 billion for the Clean Water SRF projects in an 
economic stimulus package - an appropriation which we strongly support - New York 
would receive $715 million, creating about 30,000 jobs at prevailing wages and $1.2 
billion in economic benefit. In fact, we hope that even in these hard economic times, we 
will be able to double much of this money through leveraging, doubling the number of 
jobs and economic benefit generated. We have 412 projects which meet the “3R” criteria 
- Ranked, Reviewed and Ready-to-go. If funds are not provided for these projects soon, 
construction and engineering teams will be let go and steel and concrete orders will not 
be placed, leading to real job losses for workers. Providing this influx of funding will 
keep the pipeline of jobs, orders and projects flowing while it improves our water quality 
and sets the stage for future economic growth, as we have seen in New York in places 
such as Syracuse’s Onondaga Lake. 

Due to the unique nature of these highly vetted projects, they are ready to start moving as 
soon as funding can be distributed. The Environmental Facilities Corporation provides an 
effective mechanism to get this funding out to our “Main Streets.” Yet, due to 
deteriorated state budget conditions, we appreciate Congress’ efforts to remove the state 
match requirement for infrastructure from any economic stimulus package. Many states, 
including New York, have already reprogrammed and reprioritized to a point at which 
there is simply nothing left in the budget for the current fiscal year. In fact. Governor 
Paterson is calling the State Legislature back to Albany for a special session on 
November 18 to cut an additional $2 billion from the State’s current budget. This is on 
top of $1 billion in cuts over the next two years, agreed upon during an extraordinary 
August special session of the State Legislature. 

In addition, this is the moment, as even more of our communities are becoming 
distressed, that the long sought provision of parity between the CWSRF and DWSRF 
with respect to the states’ ability to provide loan forgiveness for hardship communities is 
needed. Presently, New York’s hardship communities need $63 million for 30 projects. 

Chairman Oberstar, New Yorkers appreciate the commitment which you have shown on 
the need to reinvigorate the CWSRF. H.R. 720, the legislation which you wrote with the 
support of several members of the New York Congressional Delegation (particularly 
Representatives Higgins, Bishop, Hall and Arcuri, all of whom serve on the Water 
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Resources Subcommittee), recognizes the tremendous value of the CWSRF in improving 
water quality across the nation. Thanks to the Clean Water Act and the SRF programs, 
today the nation's farmers, fishermen, and manufacturing and tourism industries benefit 
from clean water to carry out activities that contribute more than $300 billion to our 
economy each year. 

n.R. 720 recognizes the need for loan forgiveness to hardship communities because 
many small or low-income communities lack sufficient financial resources or a declining 
ratepayer base to address standard infrastructure needs. I wholeheartedly support the 
Committee's recognition of this problem, and urge you to consider including hardship 
language in an economic stimulus bill. New York would be happy to work with you and 
your Senate counterparts to ensure that the stimulus language best meets the needs of our 
communities and the state's ability to assist them. 

New York supports the widespread use of a sustainable approach to protecting water 
quality known as "Green Infrastructure." Green Infrastructure involves the use of a 
whole host of ingenious iiaiural engineering and areuiieciural concepis to retain and 
infiltrate storm water on the urban or suburban landscape. Small vegetated wetlands, 
3idc-Vv'allc tree boxes, green roofs, pcrvioiis pavernent, und other practices provide u 
mechanism to clean polluted runoff, detain waters that would cause combined sewer 
overflows of raw sewage, limit peek flooding, reforest the city landscape, and even cool 
urban "heat-islands." The City of Seattle has established a "Department of Green Streets" 
to work on this issue. Green infrastructure is an elegant solution to a host of problems - 
with the added benefits of green jobs and downtown revitalization. 

Below, I describe a few examples of projects in the State of New York that would be 
funded by wastewater infrastructure money in an economic stimulus plan. These 
examples fix existing, documented problems: 

Westchester County 

The $33 1 million upgrade of the New Rochelle Plant is being undertaken in part by 
an agreement between EPA and the states of New York and Connecticut to remove 
approximately 58.5% of nitrogen from the Long Island Sound basin. This project 
will include a significant plant expansion and upgrade along with installing 
wastewater treatment technology to remove nitrogen to meet mandated discharge 
requirements by 2014. New Rochelle is the largest municipal discharger of 
nitrogen from Westchester County to Long Island Sound, and the installation of this 
technology will further protect the Sound from hypoxia (low dissolved oxygen) con 
ditions during the summer months. Additional SRF appropriation will finance 
portions of this project. 

Village of Cuba 

Additional appropriation to the SRF would allow the Village of Cuba, a financially 
challenged community of 1,600 residents in rural Alleghany County, to embark on 
a $2.2 million project to enhance their sewer system, thereby protecting Clean 
Creek which is the drinking water supply source for the City of Clean. Added 
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benefits of this project include providing sewer service to economically 
disadvantaged residences around Cuba Lake, replacing their septic systems which 
will protect the water quality of Cuba Lake. 

Town of Patterson 

Additional SRF appropriation will allow financing of $3.5 million to fully fund a 
$10.5 million construction for a new wastewater treatment plant and collection 
system that connect two projects that are key aspects of the 1997 EPA driven New 
York City Watershed Memorandum of Agreement. This project will replace failing 
septic systems and two non-compliant wastewater treatment plants whose 
discharges are part of the New York City water supply watershed. 

Town of Hague 

Additional SRF appropriation would allow the Town of Hague, a small residential 
community of 564 residences in rural Warren County, to construct a $6 million 
project to collect and properly treat wastewater, thereby protecting the northwest 
shore of Lake George. The pristine waters of Lake George are important to the 
region’s economy and have resulted in its development as an important recreational 
resource and its use as a source of drinking water. 

Rockland County 

This $125 million project, in the western part of Rockland County, is located in a 
federally designated, sole-source aquifer. The proposed wastewater treatment plant 
will replace failing septic systems, protecting the aquifer. In addition, the plant, 
which will utilize advanced treatment technologies, will discharge to the Ramapo 
River which becomes a part of the water supply for Mahwah, New Jersey. This 
project was recently recognized by EPA with the PISCES Award for innovation and 
excellence. Additional SRF appropriation will finance portions of this project and 
help ensure that work on this project, already underway, proceeds without delay. 

New York City - Kings County - Paerdegat Basin Combined Sewer Overflow 
Retention Facility 

This $370 million project will construct a treatment and storage facility for peak 
flows up to 1 billion gallons per day of combined storm water runoff and sewage 
that currently discharges untreated during rain events to Jamaica Bay, a water body 
classified for primary contact recreation and bathing. The Paerdegat Basin facility 
will provide treatment for combined sewers that cover 1/3 of Brooklyn (Kings 
County). Additional SRF appropriation will finance portions of this project 

New York City - New York County - Wards Island Wastewater Treatment 
Plant Upgrade 

This $508 million project is being undertaken in part by an agreement between EPA 
and the states of New York and Connecticut to remove approximately 58.5% of 
nitrogen from the Long Island Sound basin. Wards Island is the largest municipal 
discharger of nitrogen into the East River (a tidal strait to the Long Island Sound), 
and the installation of these improvements will further protect the Sound from 
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hypoxia (low dissolved oxygen) conditions during the summer months. Additional 
SRF appropriation will finance portions of this project. 

Thank you for the opportunity to testify today about New York State’s infrastructure 
needs, particularly wastewater. We are not alone in these needs. Many other states are 
suffering financially and would greatly benefit from an economic stimulus package that 
would help get people to work on critical stale services. 
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Chairman Oberstar, Ranking Member Mica and members of the Committee on 
Transportation and Infrastructure, thank you for the opportunity to testify today on behalf 
of the National Association of Manufacturers (NAM) about infrastructure investment and 
economic recovery. 

The NAM is the nation’s largest industrial trade association, representing small 
and large manufacturers in every industrial sector and in all 50 states. Three-quarters of 
the NAM’s membership are small and medium manufacturers. Headquartered in 
Washington, D.C., the NAM has 10 additional offices across the country. We represent 
the nearly 14 million men and women who make and invent things in America. 

The NAM’s mission is to enhance the competitiveness of manufacturers by 
shaping a legislative and regulatory environment conducive to U.S. economic growth and 
to increase understanding among policymakers, the media, and the general public about 
the vital role of manufacturing to America’s economic future and living standards. 
Manufacturers are reliant on our nation’s vast interconnected network of roads, railways, 
airports, inland waterways, and seaports that support and supply every sector of the 
economy. ’While many of our members are predominantly reliant on motor carriers to 
deliver finished products to their customers, manufacturers rely on air freight to deliver 
time sensitive and high value cargoes, railroads for raw materials as well as finished 
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products, the inland waterways for efficient and bulk-sized movements and seaports for 
export to overseas markets. The NAM believes that a renewed federal commitment to 
our nation’s transportation infrastructure will help ensure our nation’s manufacturing 
competitiveness. Transportation infrastructure and its ability to carry the weight of our 
economy safely, efficiently, and at a competitive cost to shippers and consumers alike, 
underlies the very core of our economic prosperity. 

The manufacturing community welcomes your hearing because we believe 
increased public investment in our nation’s deteriorating infrastructure accomplishes two 
major objectives. First, it will help prepare the nation for its rebound and second, it will 
help states and localities make progress on the growing backlog of transportation 
infrastructure projects that are critical to manufacturers. While infrastructure investment 
will not calm the financial markets or boost consumer confidence, a targeted approach to 
infrastructure in the stimulus bill will provide a solid return on investment and provide 
lasting economic benefits to American business and industry that will create tens of 
thousands of jobs and support one of the great engines of economic development and 
growth - transportation. Ivan Seidenberg, the CEO of Verizon recently remarked to the 
NAM’s Board of Directors at our fall meeting that “if there was a lesson in the Wall 
Street and financial services implosion, it’s the importance of allocating capital to those 
things that really add value, build businesses and create wealth for American workers and 
investors.” From the perspective of the NAM, investing in our transportation 
infrastructure accomplishes just that and there is no better time than today to initiate a 
program that promises to maintain and improve our inland waterways, aviation, rail, 
roads, bridges, and highway infrastructure. 
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There is no question that tough economic times are ahead not just for the 
American economy, but also for our competitors and trading partners. International 
responses to the economic downturn range from Canada’s willingness to engage in a 
transatlantic free trade agreement with its European Union trading partners to China’s 
announcement last week that it would enact a stimulus measure to encourage 
continuation of exports through tax refunds and ramp up infrastructure spending on 
roads, airports, nuclear power plants and hydroelectric power stations. This infrastructure 
investment boost is on top of the current 12% of China’s GDP dedicated to infrastructure 
spending. In Australia, the government passed a broad economic stimulus two weeks ago 
that fast tracks $600 million for roads and bridges to help better position the nation for 
economic recovery and the next resources boom. Here in the United States, dedicating 
federal resources to our inland waterways, aviation, rail and highway infrastructure will 
contribute to creating a stable economic climate that is centered on recovery and future 
growth. 

Manufacturers are dependent on our nation’s inland waterway system to move 
coal for power, petroleum for domestic manufacturing and consumer use as well as 
getting agriculture products to market for export. This cost effective and environmentally 
beneficial way to move goods will be in jeopardy if we do not adequately maintain and 
modernize our locks and dams along this often overlooked system. Excessive project 
delivery delays coupled with inadequate infrastructure investment levels already hamper 
the efficiency of the inland waterway system. We are behind in funding for major lock 
and damn modernization projects. Through our industry partners, we have learned that 
16 lock and dam projects already approved by Congress could productively and quickly 
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use $1 to 1.5 billion to expedite job-creating construction work associated with these 
projects. As you know, the Inland Waterway Trust Fund does not currently have 
sufficient resources to support this $1 to 1.5 billion expenditure level and funding for 
infrastructure included in a stimulus package could help alleviate this pressure and 
expedite this important job-creating infrastructure investment. 

In addition, there’s $500 million in high priority operation and maintenance work 
along the inland waterway system and funding this need will begin to address a critical 
backlog. Also, the American Society of Civil Engineers has identified an overall $7 
billion need for all water resource systems under the jurisdiction of the Army Corps of 
Engineers. Hundreds of projects that include addressing the maintenance backlog, flood 
control, hydropower, navigation, water supply, and dredging could be accomplished in a 
national economic recovery program. 

And it’s not just our inland waterways that could use an immediate boost. 

Because adequate and long-term funding for our aviation infrastructure has also been 
postponed during the 1 lO* Congress for a later date, the NAM believes that it is 
important to include aviation funding for our airports in the next stimulus. Because air 
travel is forecasted for growth over the next ten years and it’s anticipated that the number 
of aimual passengers will reach the one billion mark by 2015, the current and temporary 
slowdown in aviation provides the right circumstance to begin building the support 
network to meet the projected demands expected in just seven to eight years. According 
to the GAO, aviation system demand will grow from 45,000 flight operations per day to 
61,000 flight operations per day by 2016. Airport construction projects that support 
safety, security and projected capacity needs could also be funded at $1 billion and create 
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approximately 35,000 quality jobs that will support this staggering future growth. 

While the NAM strongly supports the transition to a satellite-based air traffic control 
system and all the benefits associated with a Next Generation Air Transportation System, 
we believe that building the “bricks and mortar” of aviation infrastructure today would 
help put air traffic modernization on a sustainable path moving forward and support 
future economic growth associated with the aviation sector. The current cost of relying 
on the bond markets to provide the short-term and long-term capital is far too high for our 
nation’s airports and a federal source of additional financing will certainly help keep key 
infrastructure projects moving. 

As we have witnessed, the effects of the current financial crisis are far reaching 
and have limited borrowing capabilities for both the public and private sectors. States are 
financially strapped and as a result, roads, highways and bridges are usually some of the 
first items to be deferred and slated to be accomplished at a later date when revenues 
return to state coffers. While I am sympathetic to those decisions made by the states, we 
have reached a breaking point in our nation’s surface transportation infrastructure and we 
do not have the luxury to defer critical maintenance and capacity enhancing projects. 
Eighty-percent of our nation’s freight moves across our nation’s roads, highways, and 
bridges by truck. The deteriorating condition of our surface transportation infrastructure 
and the challenges associated with traffic congestion have a negative effect on the 
manufacturing economy beyond wasted time and fuel. Nearly 20% of our small and 
medium-sized manufacturers recently reported to us in a survey that they risked losing a 
customer due to bottlenecks and other traffic delays over the past five years. Further, the 
federal government is not in a position to tell the states to find the money because the 
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cost of borrowing and bonding for states and localities is challenging, if not untenable 
given current market conditions. While we have a major surface transportation 
reauthorization just around the comer, we cannot and should not wait until September 30, 
2009 to provide the states $18 billion in critical funding for transportation inffastracture 
projects that are ready to go. 

The economy continues to deteriorate and market conditions will not improve 
overnight. Unfortunately, conditions in the manufacturing sector continue to decline and 
we believe a further weakening in the coming months is a reality. We are in this situation 
for some time, so I think the measures that Congress considers in the next stimulus need 
to address both short-term and long-term challenges. Targeting inffastracture that 
supports freight movements, which are projected to increase 70% by 2020, would provide 
critical support to American manufacturing. Federal investment in our highways and 
roadways do indeed achieve economic benefits to U.S. industry and we believe American 
manufacturers win when investment in inffastracture increases. A well-known study 
published in 1994 by two New York University economists concludes that highway 
investments lowered production and distribution costs in nearly every industry sector. 
Specifically, the study found that for every dollar invested in the non-local road system, 
U.S. industries realized production and distribution cost savings averaging 24 cents to the 
dollar, annually. Without question, transportation helps keep our economy moving and 
we need every sector of our economy functioning to break out of this economic 
downturn. Our global competitors - China, India, Japan and the European Union - 
already heavily invest public and private resources in inffastracture and as China just 
indicated, its government will allocate even more to infi-astracture building in the wake of 
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this downturn. To help keep American businesses and manufacturers competitive, we 
must do better than 2.4% of our GDP towards public infrastructure spending. 

We know the projections looking ahead and the growing demands that will be 
placed on our transportation infrastructure are very real. By 2020, one-third of the entire 
Interstate Highway System will be congested, impairing both the reliability and 
increasing the cost of goods movement. For members of the NAM, access to a reliable 
and cost-effective transportation network by land, sea, and air is critical to their 
businesses and the nation’s competitiveness in world markets. We believe the case is 
strong for the federal government to commit resources to transportation infrastructure 
projects that are ready to go and will provide meaningful, long-lasting public benefit in 
any t)?pe of economic environment. 

Mr. Chairman, thank you for the opportunity to testify today and I will be happy 
to respond any questions. 


### 
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Good morning and thank you, Chairman Oberstar, Ranking Member Mica and members of the 
Committee. I am honored to be before you today with the opportunity to testify on the important role our 
nation’s regions play in directing federal investments in infrastructure, 

I am Gary Gallegos, the Executive Director of the San Diego Association of Governments (SANDAG), 
located in San Diego, California, and an Executive Director’s Council board member of the National 
Association of Regional Councils (NARC). I am here today to stress the need for federal-level investment 
in our nation’s infrastructure, and to illustrate how Regional Councils and Metropolitan Planning 
Organizations effectively and successfully plan intermodal transportation networks, and link policy 
concerns with practical solutions. 

The National Association of Regional Councils is a national, non-profit trade organization that serves as 
the national voice for regionalism, advocating for multi-regional cooperation as the most effective way to 
address community planning and development opportunities and issues. NARC is governed by local 
elected officials and represents member organizations composed of multiple local governments that work 
together to improve America’s communities - large and small, urban and rural. Through advocacy and 
assistance, NARC’s mission is to increase funding and authority for all regional councils and metropolitan 
planning organizations (MPOs), regardless of their size or location, and to strengthen American regions 
and communities in transportation, economic and community development, homeland security, and the 
environment. 

Regional councils deliver an array of federal, state and local programs that provide planning support and 
technical assistance to local governments. The network of nationwide regional councils Includes 
organizations such as Metropolitan Planning Organizations (MPO), Councils of Government (COG), 
Rural Planning Organizations (RPO), Economic Development Districts (EDD) and Local Development 
Districts (LDD). Most regional councils are created by compact and enabling legislation as consortia of 
local governments. Their mission is the delivery of services and programs for economic development, 
first responder and 9-1-1, health care, infrastructure development, aging services, air and water quality, 
land-use planning, work force development, and transportation planning at a regional level. MPOs are 
mandated under federal law and as such have important responsibilities in planning and programming 
federal transportation dollars at the local and regional level. As such, regional councils and MPOs 
represent local elected officials from cities, counties, townships, and villages. 

The San Diego Association of Governments is a statutorily created consolidated agency serving the 
more than 3 million residents of the San Diego region. The 18 cities and county governments comprise 
SANDAG, which serves as the forum for regional decision-making. SANDAG builds consensus, makes 
strategic plans, obtains and allocates resources, plans, engineers, and builds public transportation, and 
provides information on a broad range of topics pertinent to the region's quality of life. 

In addition to transportation, SANDAG’s regional work includes population and employment growth 
forecasts, habitat planning, housing, census, energy, economic prosperity, public safety, binational and 
interregional planning, and shoreline preservation. The agency’s program budget for the fiscal year 
beginning July 1, 2008, totals $966 million, which includes a $56 million overall work program with the 
remainder dedicated to the capital program. As the federally designated MPO, SANDAG is responsible 
for regional transportation planning and programming of federal, state, and local funding (attachment 1). 
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SANDAG has responsibilities far beyond what is required by the federal government for a metropolitan 
planning organization. In addition to the federal MPO designation, SANDAG is designated by tiie State of 
California as the Regional Transportation Planning Agency (RTPA) for San Diego County. There is some 
overlap in these two designations; both require the agency to develop a long-range regional 
transportation plan as well as a shorter-term regional b’ansportation improvement program. 


Most importantly , and unlike many of our COG and MPO colleagues nationvwde, the augmented state 
responsibilities vest in SANDAG the authority to decide and direct where state and federal funding in the 
region will be used. California has independent - and unique - regional participation requirements. 
Senate Bill 1435 (1992) required subvention of federal Surface Transportation Program (STP) and 
Congestion Mitigation and Air Quality (CMAQ) programming decisions to MPOs/RTPAs, and Senate Bill 
45 (1997) gave the same regional agencies the responsibility for programming state dollars (State 
Transportation Improvement Program funds). Vesting this degree of authority within the regional planning 
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Further, on January 1, 2003, a state law (Senate Bill 1703) consolidated all of the roles and 
responsibilities of SANDAG with many of the transit functions of the two regional transit agencies. The 
consolidation gave SANDAG responsibilities for transit planning, funding allocation, project development, 
and eventually construction in the San Diego region in addition to its ongoing transportation 
responsibilities and other regional roles. 

All of NARC's members, SANDAG included, support this Committee's efforts to create and maintain a 
robust transportation network, and commend the Committee's commitment to a strong federal 
partnership with our nation's local elected officials. NARC and its members welcome the Committee's 
questions in addressing the needs, opportunities, and challenges facing our nation's regional 
organizations and constituent local governments. 

Mr. Chairman, the financial realities of underinvesting in infrastructure are significant at the local level. 
The report by the National Surface Transportation Policy and Revenue Study Commission, reiterated 
that, since 1980, the federal commitment to infrastructure spending has remained stagnant, while the 
commitments of both state and localities have continued to increase. 

The U.S. Chamber of Commerce’s Future Highway and Public Transportation Finance Study states that 
our nation needs to invest an additional $50 billion annually to maintain our infrastructure network, and 
another $100 billion annually to improve it. Another panelist at today's Committee hearing, the American 
Society of Civil Engineers, has given the nation's transportation network a "D'’ grade, estimating that $1.6 
trillion is needed over the next five years for infrastructure upgrades. 


Additionally, analysis by the consulting firm Moffett & Nichol reports that as the economy softens, more 
companies are moving their operations overseas in search of cheaper markets, thereby eliminating 
American jobs. This creates a secondary pressure of increased imported goods moving through U.S. 
ports and border crossings, adding to highway and rail traffic congestion as goods move to market. 


All of our regions, as studied by NARC, face severe underinvestment as needs outstrip our ability to fund 
critical infrastructure. Both urban and rural America are sitting on billions of dollars of unfunded, dormant 
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infrastructure projects. For example, the Detroit metropolitan region has identified an unfunded J30 
billion worth of transportation projects. In smaller Huntington VW, the region has identified over $600 
million in needed transportation Improvements and only $230 million in anticipated revenue. 

The nation’s regional planning agencies are currently working on their comprehensive transportation 
plans to create a vision of what users of a system in the year 2040 will need, and are planning for 
approximately 120 million projected additional users by 2050. 

Regional planning agencies are today’s “boots on the ground” planners and implementers of fomortow’s 
regional infrastructure. In order to continue our successful efforts, regional planning organizations need a 
strong federal partner and decisive federal leadership to help make safe and secure transportation a 
reality. If the federal government wishes to be part of a unified solution tomorrow, federal leadership 
needs to be at the table today. 

Mr. Chairman, the convergence of a softening economy, rising unemployment, forecasted population 
growth, and the clear need for substantial investments in the country's infrastructure network provides us 
with the opportunity to address our nation’s infrastructure. The question is - how can Congress best 
direct funding not only to provide family-wage jobs, but also to create a world class, globally competitive 
transportation system in the process? Let me offer San Diego as a successful example of progress 
toward that goal. 

The San Diego Example 

The State of California and SANDAG are pressing forward with many “Self-Help” projects. At the local 
level, our region’s voter-approved, half-cent local sales tax program, TransNet (attachment 2), which 
has been an important element in constructing, expanding, and maintaining the network of highway, 
public transit, and local street and roads in San Diego County. Due to the program’s success in 
accomplishing its goals and SANDAG’s good work in communicating these accomplishments, in 2004, 
67 percent of the region’s voters approved a 40-year extension of TransNet. Today, SANDAG 
administers a $14 billion TransNet sales tax program that will fund highway, transit, local streets, smart 
growth and bicycle/pedestrian projects, and environmental mitigation efforts through 2048. SANDAG also 
operates several commuter programs, including the Interstate 15 FasTrak® program (allowing single- 
occupant vehicles to use the 1-15 Managed Lanes for a fee), the RideLink Transportation Demand 
Management program (carpool/vanpool programs, 511 transportation information service, and other 
commuter-oriented programs), and a Freeway Senrice Patrol (providing service for stranded motorists on 
all major highways). 

The State of California also has made an investment in the state’s infrastructure. In 2006, voters 
approved nearly $43 billion in statewide infrastructure bonds to address transportation, housing, public 
education, and water projects. These infrastructure bonds have helped to keep California’s economy 
moving during hard economic times. The California Infrastructure Commission Report found that every 
$1 billion of transportation spending in California creates approximately 18,000 new jobs in the state. 

Additionally this November, California voters will decide the fate of a $9.95 billion bond to create the 
nation’s first high-speed rail system connecting Northern and Southern California. The statewide high- 
speed rail project, if approved, is expected to create more than 160,000 new jobs in California. For the 
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San Diego region, this translates to 45,000 new jobs according to the San Diego Institute for Public 
Research. 

Innovation that Moves You 

In September 2008, SANDAG opened the first 4.5 mile segment of our Interstate 15 Managed Lanes. 
When fully completed, this project will create a 20-mile multimodal facility in the median of Interstate 15. 
It will feature a four-lane Managed Lane facility with a movable barrier; multiple access points to the 
regular highway lanes; and, direct access ramps tor buses, carpools, and FasTrak customers {paying 
solo drivers). A high-frequency Bus Rapid Transit (BRT) system also will operate In the Managed Lanes. 

This $1.3 billion project is an example of a successftil partnership among federal, state, and local 
governments. To complete the initial segments of the Managed Lanes, SANDAG has invested $176 
million in TransNet local sales tax funds, and successfully competed for $400 million in funding from the 
California infrastructure bonds (Proposition IB, 2006) by illustrating the employment, labor income, 
financial output and taxes generated by our proposed projects. Congress has appropriated less than $10 
million for the project, with a combination of annual appropriations as well as an appropriation in 
SAFETEA-LU. With full funding, we would be on track to complete the 20 miles of Managed Lanes by 
2012 . 

At the regional-level, we have the drive and ambition to undertake and deliver major transportation 
infrastructure projects. With Caltrans, our state Department of Transportation, we have employed an 
alternative delivery method known as design-sequencing to advance the Interstate 15 Managed Lanes 
(attachment 3). And we are working hand-in-hand with our public transit partners to develop and 
implement the first BRT system in San Diego using these same Managed Lanes and serving a strong 
commuter market in the Interstate 1 5 corridor. 

The Interstate 15 Managed Lanes projects is just one several major Early Action infrastructure projects 
that SANDAG Is advancing in order to improve the region’s transportation infrastructure and tackle 
growing traffic congestion head-on. In January 2005, shortly after passage of the TransNet Extension in 
late 2004, the SANDAG Board of Directors adopted an aggressive Early Action Program to accelerate a 
variety of high-priority regional transportation projects. These major construction and infrastructure 
projects include Interstates 5, 15, and 805, and State Highways 52 and 76; the Mid-Coast Corridor 
Transit Project (Trolley) from Old Town to the University of California, San Diego campus and the 
University City community; the Super Loop Transit Project, also in the University City community; and 
BRT projects along the interstate corridors. 

While the new sales tax revenues would not begin flowing until April 2008, our financial analysis 
determined that it made sense to advance the funding through bonds to deliver the Early Action 
Program. The benefits of delivering the program early, combined with the project cost escalation that 
could be avoided with the use of bonding, were estimated to exceed the interest costs on the bonds. 
SANDAG subsequently approved a financial strategy for implementing the Early Action projects that 
included expanding the existing commercial paper program to $335 million and issuing $600 million of 
long-term variable rate debt in April 2008. 
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The tremendous progress that we have made on the Interstate 15 Managed Lanes is based on a 
decision that the region made several years ago to focus on major corridors - not just individual 
transportation projects. With Interstate 15, we planned for, secured environmental clearance, and 
developed the concept for the entire corridor. This "accordion approach” allowed us to envision what was 
needed over the long-term and at the same time be competitive and get projects to construction as 
funding became avaiiable. 

Mr, Chairman, SANDAG is continuing to press the envelope in innovation in the San Diego region by 
undertaking a third border crossing project in partnership with Caltrans. In September, Governor 
Schwarzenegger signed into law California Senate Bill 1486 by State Senator Denise Ducheny, This 
legisiation provides SANDAG with the authority to set, levy, and collect tolls or fees for the use of a new 
highway - State Route 1 1 and a new border crossing - the Otay Mesa East Port of Entry (attachment 
4). SANDAG plans to bond against these tolls/user fees to advance construction of the new border 
crossing and state highway. 

The new Otay Mesa East Port of Entry will help reduce traffic delays at the existing San Ysidro and Otay 
Mesa Ports of Entry and will provide an alternative crossing for commercial traffic. Each day, an 
estimated 62,000 vehicles, more than 25,000 pedestrians, and neatly 3,000 trucks cross the U.S.-Mexico 
border northbound at our existing crossings (attachment 5). Typical peak period wait times exceed two 
and a half hours. Our recent research shows that California loses $3.9 billion due to these border 
crossing delays, and the lost economic opportunity In San Diego alone excseds $3,3 billion. 

The construction of this project is expected to provide 8,200 jobs in our region for a total of $464 million 
In labor income. Additionally the combined operation of the new Otay Mesa East border crossing. State 
Route 11, and State Route 905 highways will bring in 34 million jobs and $1.2 billion in labor income to 
our region. 

Arguably, a new international border crossing is a federal responsibility. However, SANDAG's Board of 
Directors - locally elected mayors, council members, and county supen/isors, along with business and 
community leaders, recognize the importance of border infrastructure improvements to our own 
economy. While Mexico is the United States’ third largest trading partner, it is California's number one 
export market. Trade also is the fastest growing component of the San Diego regional economy. Our 
local leaders realize that to get the new border crossing project off the ground, local investments are 
needed sooner to strengthen and sustain our local and regional economies. The State of California also 
has acknowledged the importance of this new project. Through Caltrans, the state has been leading the 
way to secure a Presidential Permit for the Otay Mesa East Port of Entry as well as the environment 
clearances tor both the border crossing and the planned State Route 1 1 highway. We expect to break 
ground on this project no later than 2013, 

Making the Case for Federal Investment 



State and regional agencies like SANDAG have moved forward aggressively to continue to address 
state, regional and local transportation challenges, but we cannot invest in our nation’s infrastructure 
alone. We as a nation recognized the value of building a national transportation network under the 
successful Interstate Highway Program of President Dwight D. Eisenhower's Administration. Today, we 
have an even more urgent need to rebuild and grow our national intermodal transportation system. 
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Highways, transit, ports, border crossings, and raB infrastructure need focused attention and focused 
investment. 

The nation's economic woes have been felt at alt levels of government. According to the UCLA Anderson 
forecast, unemployment in California is expected to stay in the middle seven percent range next year, 
because the state economy is not producing the jobs required for new entrants to the labor force. The 
California housing market also will continue to get worse, before it gets better. Locally, we have seen our 
TransNet sales tax revenues shrink. TransNet sales tax receipts for fiscal year 2008 were 1.4 percent 
less than the prior fiscal year, with the quarter ending June 2008 4.5 percent lower than the same quarter 
of last year. There appears to be a growing consensus nationwide that the economic slowdown will 
continue to have significant effects on revenues now and into all of 2009, 

Here in San Diego, the decline in local sales tax-based revenues will have effects on all transportation 
agenrifiS: For our public transit partners, the financial impact during fiscal yaar 2009 Is estimatad ba $5.1 
minion lass ravsnua tor ths San Qiagc Matrcpclltan Transit Systam and a $2 1 milllcn less for tha North 
County Transit District. These shrinking revenues are occurring at the same time that public transit 
agencies in San Diego and across the country are facing high fuel prices and increased demand for 
services. Faced with declining local TransNet sales tax revenues and ttie tightening of the municipal 
credit market, local jurisdictions also are postponing capital improvement projects. The decline of 
TransNet revenues is expected to result in $4.7 million less funding for the TransNet Major Corridor 
Program during fiscal year 2009. 

Yet we continue to see an overwhelming number of infrastructure needs, and limited resources in both 
the County of San Diego and the State of California. According to the U S. Census Bureau, California 
ranks 48‘^ in Investment in highways, and 40*^ In overall infrastnjcture investment based on personal 
Income. This is despite the multi-billion dollar Infrastnjcture bond measures passed by California voters 
In 2006, and the billions of transportation dollars invested by the self-help local sales tax measures 
currently in effect in 19 California counties. The success of SANDAG’s ovm $14 billion TransNet program 
will rely on leveraging our local sales tax funding with an equal amount of matching funds from other 
sources (a combination of state and federal dollars) to implement the more than 40 major highway and 
transit corridor projects in the 40-year program. 

Federal investment is necessary, and it is needed now. There have been small rays of hope during this 
troubled economic time. Many of our recent bid openings for major transportation infrastructure projects 
in the San Diego region have come in lower than originally estimated. Just last week, the contractor’s bid 
for construction of the north segment of the Interstate 15 Managed Lanes came In 12 percent less than 
the engineer’s estimate. If we can get infrastructure projects ready and out ttie door, we can take 
advantage of an opportunity to improve our transportation system, and at the same time give our 
economy a much needed jumpstart. 

As Congress contemplates a possible second economic stimulus, we urge you to consider InfrastrucUire 
investments in the overall package. San Diego, like many other regions across the nation, will benefit 
from federal Investments in infrastructure. Our region is poised with a number of “ready-to-go" 
transportation projects, some of which include: 
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Prolect 

Descriotion 

Cost 

SR 905 

Construction of new highway between interstate 805 
and Otay Mesa Border Crossing 

$25 million 

SR 125/SR 905 
interchange 

New freeway-to-freeway interchange. 

$25 million 

Buses on Shoulders 
System (BOSS) 

New bus service from Otay Mesa to Chula Vista and 
Sorrento Valley utilizing the Interstate 805 freeway 
median shoulders and a bus guidance system 

$6 million 

San Diego Trolley Blue 
Line Upgrades 

Installation of crossovers as an initial phase to 
retrofitting the light rail transit (LRT) line for low-floor 
vehicle operation; realignment of track at Civic Center 
Drive in National City 

$16 million 

New LRT Low-Floor 

Vehicles 

Purchase new low-floor vehicles for San Diego Trolley 
Blue Line 

$25 million 

Articulated CNG- 

Powered Buses 

26 sixty-foot buses equipped with automatic 
passenger counters 

$15 million 

CNG Powered Buses 

55 forty-foot buses equipped with automatic 
passenger counters 

$22 million 

Regional Fiber Optic 
Network E)q>anslon 

Expands MTS and Caltrans fiber optic network 

$25 million 

Regional Rail Grade 
Separations 

LRT grade separations within Chula Vista 

$3 million 


Federal leadership and stimulus funds will help regions across the country take ready to go projects from 
concept to completion. In addition, regions and states also would benefit from concerted efforts to 
streamline federal processes. With cooperation and determination, federal, state and local partners can 
work together to get projects to construction more quickly. From our past experience rebuilding from the 
California earthquakes, major infrastructure projects were able to move into construction In a matter of 
months over the standard process of two to four years. 

Conclusion 

Mr. Chairman, we continue to live off the infrastructure investments made by the federal government as 
long ago as the Great Depression. Where would the entire Southwestern portion of the nation be without 
the Hoover Dam? In the San Diego region, we have reaped benefits for generations from Depression era 
infrastaicture investments like the construction of much of San Diego State University. We need a similar 
vision and commitment from the federal government today. 
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Mr. Chairman, as we face our own challenging economic times, we join other regions across the country 
to encourage Congress to use the power of federal investment to stimulate the economy, create Jobs and 
make the same lasting impression on the nation’s infrastructure in the 21“ century as our nation’s 
leaders did in the 20* century. 

Regional planning agencies such as SANDAG stand ready to partner with federal and state governments 
to deliver high-caliber infrastructure projects to rebuild America and put us on a path to economic 
recovery and prosperity. 

Mr. Chairman and members of the Committee, on behalf of SANDAG and the National Association of 
Regional Councils, I thank you for the opportunity to testify before you today. 
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MEMBER AGENCIES: 

Cities of: 

Carlsbad, Chula Vista, 
Coronado, Del Mar, 

El Cajon, Encinitas, 

Escondido, Imperial Beach, 

La Mesa, Lemort Grove. 
National City, Oceanside, 
Poway. San Diego, 

San Marcos, Santee, 

Solana Beach, Vsta, 
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ADVISORY MEMBERS 

Imperial County, 

California Department of 
Transportation. 

Metropolitan Transit System, 
North County Transit District, 
U.S. Department of Defense, 
San Diego Unified Port District, 
San Diego County Water 
Authority, Southern California 
Tribal Chairmen's Association, 
and Mexico 
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A Forum for Regional Decision-making 

The 18 cities and county government are 
SANDAG serving as the forum few regional 
decision-making. SANDAG is the San Diego 
region's primary public planning, transporta- 
tion, and research agency, providing the 
public forum for regional policy decisions 
about growth, transportation planning, 
environmental management, housing, 
open space, energy, public safety, and 
binational topics. As a result of Senate Bill 
1 703, which consolidated all of the roles and 
responsibiliti^ of SANDAG with many of the 
transit functions of the Metropolitan Transit 
System (MTS) and the North County Transit 
District (NCTD), SANDAG also is responsible 
for transit planning, funding allocation, 
project development, and construction in the 
San Diego region. 

leadership 

SANDAG is governed by a Board of Directors 
composed of mayors, councilmembers, and 
county supervisors from each of the region's 
19 local governments (with two representa- 
tives each from the City of San Diego and 
the County of San Diego). Voting is based 
on membership and the population of each 
jurisdiction. Supplementing these voting 
members are advisory representatives from 
Imperial County, Caitrans, MTS, NCTD, the 
U,S. Department of Defense. San Diego 
Unified Port District, San Diego County 
Water Authority, Southern California Tribal 
Chairmen's Association, and Mexico. 
Regional Responsibilities 
Current major initiatives include early delivery 
of transportation projects utilizing TransNet 
and Proposition IB funds; implementation 
of a third border crossing and conneaing 
highway improvements in East Otay Mesa; 
development of planning, funding, and 
execution strategies for a Quality of Life 
program that vwll include regional infrastruc- 
ture investments in the areas of habitat 


conservation, water quality, shoreline 
preservation, public transportation, and other 
potential infrastructure areas; collabora- 
tion with the San Diego Regional Airport 
Authority on airport planning, and addressing 
the impacts of transportation and land use 
on greenhouse gas emissions. 

Other areas of continued emphasis include 
implementing sustainable Transporta- 
tion Demand Management programs by 
expanding the 51 1 traffic information system 
and Compass Card program, and utilizing 
performance measures to ensure effective 
transportation network management; 
continuing collaborative efforts among 
SANDAG, Caitrans, and local jurisdictions to 
address future transportation and planning 
needs; continuing Interregional planning 
efforts between SANDAG and partner 
agencies in neighboring counties, Mexico, 
and tribal nations; and implementing 
smart growth concepts contained in the 
Regional Comprehensive Plan. 

Monthly Board of Directors and Policy 
Committee meetings provide the public 
forums and decision points for significant 
regional issues. Citizens and representatives 
from community, civic, environmental, 
education, and business groups are involved 
in the planning and approval process by 
participating in committees, workshops, and 
public hearings. 

Budget 

Each year, SANDAG adopts an overall work 
program and budget with federal, state, and 
local funds to support its regional responsi- 
bilities. The fiscal year 2009 program budget, 
covering the period July 1, 2008, through 
June 30, 2009, totals $966 million, including 
the $55.9 million overall work program and 
the annua) portion of the Capital Program in 
the amount of $650 million. 

(Continued on reverse) 
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The 1 8 cities and county government are SANDAG serving eS -Ute forum for regkjnal decision-making. SANDAG builds 
consensus; plans, engineers, and builds public transit and transportatiOT projects; makes strategic plans; obtains and allocates 
resources; and provides information on a broad range of tCH>k3 pertinent to the region's quality of life. 
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City of Chula Vista 

Hon, Cheryl Cox, Mayor 
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Hon. Phil Monroe, Councilmember 
(A) Hon, Carrie Downey, Mayor Pro Tern 
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City of El Cajon 

Hon. Mark Lewis, Mayor 

(A) Hon. Jiiiian Hanson-Cox, Councilmember 

City of Encinitas 
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(A) Hon. Teresa Barth, Councilmember 
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City of San Diego 
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City of San Marcos 
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(A) Hon. Dave Roberts, Deputy Mayor 
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Hon. Bill Horn, Supervisor 
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North County Transit District 
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The region’s window to in-depth 
information on the TransNet Early Actioti 
Program. KeepSanOtegoMoving.com 
includes project descriptions, constnjctian 
schedules, public meedng notices, maps, 
and news releases. 



The TransNet Dashboard, an interactive, 
online reporting tool, provides the 
public with timely inibrmation on how 
TransNet tax dollars are spent This 
Web-txised tool is a key element of 
KeepSanDiegoMoving. com. 
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Expanding the transportation network 

Travel north, south, east, or west in the 
San Diego region and you wiil see the 
results of the TransNet program, which for 
20 years has funded highway expansions. 
Trolley extensions, pedestrian-friendly 
projects, bikepaths, local road improvements, 
and transit programs throughout the 
entire region. 

In 1987, San Diego County voters recognized 
the challenge to keep San Diego residents, 
visitors, and commerce on the move, and 
they approved TransNet— a regtonai haif-cent 
sales tax collected to finance transportation 
improvements. 

That initial 20-year TransNet program 
generated approximately S3.3 billion between 
1 988 and 2008. SANDAG, which administers 
TransNet funds, distributed the money in 
equal thirds among transit, highway, and 
local road projects. In addition, $1 million 
was earmarked annually for bicycle paths 
and facilities. The program also funded 
seven innovative Walkable Community 
Demonstration Projects in Encinitas, San 
Marcos, Oceanside, El Cajon, and the 
communities of North Park, Golden Hill, and 
Clairemont in the City of San Diego. 

TransNet Extension 

In November 2004, more than 67 percent of 
voters countywide approved the extension 
of TransNet to 2048. The 40-year extension 
will generate more than S14 billion for 
transportation improvements, with the funds 
allocated using a similar formula — dedicated 
to transit, highway projects, local roads , and 
other new programs. 


The extension will help fund major highway 
expansion projects along Interstates 5 , 
8, 15, and 805, as well as State Routes 
52. 54, 56, 67, 76, 78, 94 , 125, 905 , and 
numerous local road projects. In addition, it 
will support a robust public transportation 
system, including new BRT services and 
carpooi/Express Lanes along many of the 
major transportation corridors. 

The TransNet extension includes some added 
features over the initial program. It supports 
an innovative $850 million environmental 
mitigation program to offset the impacts 
of future transportation improvements 
while at the same time reducing overall 
costs and accelerating project delivery. The 
extension also provides for a $280 million 
smart growth incentive fund. In addition, 
approximately $5 million a year of the 
available funds wii! go to bicycle paths 
and facilities, pedestrian improvements, 
and neighborhood safely projects. The 
extension also created the Independent 
Taxpayer Oversight Committee to monitor 
the expenditure of TransNet funds. 

TransNet Dollars 
Keep San Diego Moving 

TransNet is a success story -- adding. 
227 lane miles of highway; financing 
more than 800 local road projects'; and 
expanding regional transit with 85 miles 
of trolley and commuter rail lines, as well 
as providing discounted transit passes for 
disabled people, seniors, and students. For 
additional information and documents, visit: 
www.sandag.org/transnet 


(Continued on reverse) 
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Previous TransNet Successes: 

» San Diego Trotfey extended to Santee, 
Old Town, and through Mission Valley 
to San Diego State University and 
La Mesa. 

» COASTER Commuter Rail opened 
between Oceanside and San Diego, 

» State Route 52 extended from 1-15 
to Santee. 

» State Route 125 completed from 
Spring Valley to Santee. 

» South Bay and East County 
communities connected via major 
expansions of State Routes 54 
and the South Bay Expressway. 

» State Route 56 completed linking 

» State Route 76 widened through the 

» State Route 78 widened to six lanes 
and many interchanges upgraded. 

» Sprinter fight raif opened connecting 
Oceanside and Escondido. 


Early Action Projects 

0 SR 76 -Widening 

^ SR 52 -Widening 
and Extension 

Mid-Coast and 
Super Loop Transit 

M5 Managed Lanes and 
Bus Rapid Transit (BRT) 

l-S North Coast Corridor - 
Environmental Effort 
and HOV Lanes 

i-805 Corridor - 
Environmental Effort & BRT 

^(t) sprinter - 

Oceanside to Escondido 

(0 Trolley - Vehicle and 
Station Upgrades 
(Blue and Orange Lines) 

Mid-City Rapid Bus 

V" ■ Project CampJeted 


Hre TransNet Eariy Action Program 

With the goal of efficiently using TransNet extension funds going forward, 
SANDAG created the Early Action Program to expedite congestion relief. 
The program focuses on jump starting construction of the region's top 
prbrity transportation infrastructure projects. 



September 2008 
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Transportation 

1-15 MANAGED LANES 

FACT SHEET 



Punded ProjsfCt 



401 B Street Suite SOO 
SsnDiego, CA9?t0l 
(619)699-1900 
fax (619) 699-1905 
•r/mv.sandag.arg 



The Project 

This project will build on the success of 
the l-t5 High Occupancy Vehicle (HOV) 
Lanes and FasTrak* program by creating 
a 20-mile Managed Lanes facility in the 
median of i-15 between State Route 163 
(SR 163) and State Route 78 (SR 78). 
Once completed, it will feature a four-lane 
Managed Lane facility with a movable 
barrier (similar to the movable barriers on the 
San Diego-Coronado Bridge); multiple access 
points to the regular highway lanes; and direct 
access ramps for buses, carpools, and FasTrak 
customers. A high-frequency express bus 
system, known as Bus Rapid 
Transit (BRT), will operate krtinese 
Managed lanes. 


The Need 

The average daily traffic on 1-1 5 
ranges from 170,000 to 295.000 
vehicles, with daily commute 
delays ranging from 30 to 
45 minutes in the general 
purpose lanes. The 1-15 
FasTrak program successfully 
demonstrates that value pricing 
can be an effective tool for 
increasing use of an HOV facility 
while maintaining free-flow 
conditions on the facility. 


Project Costs 

The total costs for the freeway 
improvements and the transit 
elements of the 1*1 5 Managed 
Lanes are estimated at $1.76 
billion (2006 dollars). 


(Continued on reverse) 
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Project Status 

The Managed Lanes will be constructed in 
three phases (see map). The Middle Segment 
will be the first phase of the Managed 
Lanes to be constructed. It is scheduled 
to open to traffic in 2008. The movable 
barrier allows for up to three added lanes 
available to drivers during rush hours in the 

peak diieCLiOi'K 

y> Carpools and 1-15 FasTrak users will 
enter and exit the Managed Lanes 
from the freeway lanes at seven access 
points along 1-15. 

» A BRT system will operate in the 
Managed Lanes by 2012. Transit stations 
and park and ride lots will be located 
along 1-1 5 and will be connected to the 
Managed Lanes via direct access ramps. 
These direa access ramps will allow 
both BRT buses, carpoolers, and 1-15 
FasTrak customers to bypass freeway 
on-ramps. 

» SANDAG approved implementing 
electronic tolling on the Managed Lanes 
for solo commuters. The tolls will be 
charged on a per-mile basis that is based 
on traffic conditions. 


Funding Status 

To date, SANDAG and Caltrans have 
secured $176 million in TransNet funds 
for the complete construction of the 
Managed Lanes. Recently SANDAG secured 
$350 million from the Corridor Mobility 
Improvement Account and an additional 
$50 million in State Transportation 
Irnprovenient P rogram augrnentation from 
the Cdiifotnid Transporialion Commission. 
To date. Congress has appropriated $4.7 
million (FY 2004 $2 million; FY 2005 
$1.7 million; FY 2006 $1 million) and 
$5 million was included in SAFETEA-LU. 


January 2008 
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TQF Fact Sheet 


STATE ROUTE 11 AND 
PORT OF ENTRY 

FACT SHEET 


ITAY MESA EAST 



Caltrans 




Project Description 

Slate Route 1 1 and a new federal port 
of entry (POE) wiil improve the efficient 
movement of people, goods, and services 
between the United States and Mexico. 
This project proposes construction of 
SR 11, a new four-iane freeway, and a 
new POE located in the unincorporated 
community of East Otay Mesa within the 
Otay Subregional Planning Area in the 
southernmost portion of San Diego County. 
From the SR 125/SR 905 interchange. SR 1 1 


The proposed Otay Mesa East POE would 
be located approximately two miles 
east of the existing Otay Mesa POE. 
The proposed 100 acre site would be 
sufficient to accommodate ail the federal 
agency and security functions currently 
anticipated to be necessaiy for the long-term 
effeaive operation of an international POE. 

(Continued on reversej 



would extend east approximately 2.5 miles 
to the proposed Otay Mesa East POE at the 
U.S.-Mexico border. 


SR 1 1 includes two travel lanes in each 
direction and a truck bypass road between 
the POE and the existing state Commercial 
Vehicle Enforcement Facility(CVEF). Proposed 
structures include overcrossings at Enrico 
Fermi and Siempre Viva Roads and a connector 
road to the CVEF. Caltrans is the lead agency 
for design and construction of SR 1 1 . 
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The U.S. General Services Administration is the 
lead agency for design and construction of 
the new POE. 

The Need 

The San Diego and Tijuana region is the 
largest urban area along the entire U.S.- 
Mexico border, with a combined population 
of more than four million people. This 
combined population is anticipated to grow 
to more than 5.5 million by the year 2020. 
Two international POEs, San Ysidm and Otay 
Mesa, currently link San Diego and Tijuana, 
The new POE at Otay Mesa East will help 
reduce traffic at the two existing San Ysidro 
and Otay Mesa land ports. The capacities 
of the existing U.S. and Mexican POEs in 
the region are currently being exceeded at 
certain times of the day and the year, causing 
excessive border wait times for those making 
both commercial and personal trips. Trade 
and travel in this area are forecasted to 
continue to grow rapidly, and border delays 
are expected to increase correspondingly. 
SR 11 becomes a critical facility to connect 
the new POE with the regional highway 
system via SR 905 and 5R 125. The new 
Otay Mesa East POE and SR 11 will alleviate 
long and unpredictable crossborder delays 
at the San Diego-Tijuana POEs and also 
improve air quality by reducing truck and 
passenger vehicle emissions due to idling and 
traffic congestion. 

Project Costs 

The project cost for both the four-lane freeway 
and the POE is currently estimated at $715 
million. The TCIF request is for $75 million to 
leverage approximately $640 million in public 
and/or private investments. 


Project FtnarKing and Revenues 
Currently, a total of $13.8 million is 
programnted to pr^are the environmental 
docurr^nt. On f»half of Caltrans, SANDAG 
conducted a financial feasibility assessment 
for both the new freeway and the POE. 
The primary objective of the study was to 
determine the financial feasibility of building 
SR 1 1 and the Otay Mesa East POE as toll- or 
fee-based facilities. Traffic, revenue, cost, 
and financial risk models were developed 
for this analysis. The study concluded 
that the toll option K a potentially good 
prrtwtWgH that thefs 3re sufficient 
external resources to cover the capital, 
operations, aixl maintenance costs of the POE. 
SR 1 1 canrxjt be considered without the Otay 
Mesa East POE. Kiblic participation vrould be 
necessary to attract sufficient private capital 
and finance constnjction and management 
of the POE. 

A more complete financial analyas wilt be 
conducted to explore the potential of iwn- 
toil revenues (e g., development fees, interest 
earnings on operating reserves) to make up 
revenue shortfalls, especially in POE O&M 
costs (e.g., baseline staffing paid by CBP 
and additional staffing covered by tolls/fees). 
This analysis needs to complement a similar 
analysis performed by Mexican counterparts 
for the proposed Otay Mesa East POE and 
connecting roads in Tijuana. 

Next steps underway include working with 
federal and state delegations to obtain 
necessary approvals and legislation for toil/ 
user fees and finance partnerships. The 
recently introduced SB 1486, which would 
establish the Otay Mesa East Toll Facility 
Authority, serves as an important first step 
in this direction. 


Project Status 

The project currently is in the environmental 
stage and will be completed in two phases. 
Phase 1 is a Programmatic Environmental 
Impact Report/Environmenta! impact 
Statement. A draft was contpleted in January 
2008. The purpose of the Phase 1 document 
is to identify and preserve a corridor for the 
future SR 1 1 , and the future Otay Mesa 
East POE in San Diego County. Phase 2 will 
be a project specific document and will be 
completed in late 2009. 

A Presidential Permit application for the POE 
was submitted to the Department of state in 
January 2008. Both the Phase 1 Environmental 
Document and Presidential Permit are 
expected to be approved in Spring 2008. 


February 2008 
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Borders 


2007 UPDATE: 

ECONOMIC IMPACTS OF WAIT TIMES IN THE 
SAN DIEGO-BAJA CALIFORNIA BORDER REGION 
FACT SHEET 


JURISDICTIONS 

Of THE SAN DIEGO REGION 

City of Carlsbad 

City of Chula Vista 

City of Coronado 

City of Del Mar 

City of El Cajon 

City of EnciniTas 

City of Escondido 

City of Imperial Beach 

City of La Mesa 

City of Lemon Grove 

City of National City 

City of Oceanside 

City of Poway 

City of San Diego 

City of San Marcos 

City of Santee 

City of Solana Beach 

C/ty of Vista 

County of San Diego 

ADVISORY MEMBERS 
Imperial County 
California Department of 
Ttansportation 
Metropolitan Transit System 
North County Transit District 
U.S. Department of Defense 
San Diego Unified Port District 
San Diego County Wafer 
Authority 

Southern California Th'bat 
Chairmen's Associadon 
Mexico 

(TSMMtmG 


401 8 Street, Suite 800 
San Diego. C4 92101 
(619)699-1900 
Fax (619)699-1905 ' 
www.s3ndag.org 


Inadequate infrastructure capacity at the 
border crossings fc«tw«en San Die^ County 
and Baja California currently creates traffic 
congestion and delays for cross-border 
personal trips and freight movements that 
cost the U.S. and Mexican eoanomies an 
estimated $7.2 billion in foregone gross 
output and more than 62.000 jcfe in 2007. 
Two-hour or longer delays in freight 
movement at the Otay Mesa - Mesa de 
Otay and T^ate -Tecate ports of enby are 
significantly impacting productivity, industry 
competitiveness, and lest business income at 
the regional, state, and national level. 

The Otay Mesa - Mesa de Otay Port-of- 
Entry (FOE) is the busiest commercial border 
crossing between California and Mexico. 
In 2006, this POE handled more than 1.4 
million trucks and $28.6 billion worth of 
goods in both directions, which represents 
the third highest dollar value of trade among 
ail land border crossings between the United 
States and Mexico, Another $1.2 billion in 


merchandise and more than 140,000 trucks 
crossed at the Tecate -Tecate POE. 

Trade is the fastest expanding component of 
the San Diego regional economy. Mexico is 
the United States' third largest trading partner 
(after Canada and China) and California's 
number one export market, inadequate 
and aging infrastructure and more stringent 
security requirements create congestion at 
these two commercial border crossings. 
Added wait times also discourage personal 
trips across the border at the San Ysidro, Otay 
Mesa, and Tecate POEs, in 2007, delays at 
the border are expected to contribute to a 
loss in output that exceeds $2,9 billion and a 
loss in employment of more than 40,000 jobs 
for the San Diego region and Baja California 
combined. 

Border delays in freight movement result 
in increased transportation costs and 
interruptions in manufacturing and delivery 
cycles, it is estimated that at today's level of 
(Cortflr)ued on reverse) 
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processing time at the border — more than two hours per truck — San Diego 
County loses $539 million in annual revenue from reduced freight activity. This 
translates into more than 2,900 jobs or $1 55 million in lost labor income a year in 
2007. Labor income losses fall heavily in the machinery and equipment sector. 

In 2007, the overall impact at the state level is anticipated at $847 million in 
foregone output and $242 million in labor income losses (or more than 4,300 
jobs). For the United States, total output losses are estimated at $ 1 .5 billion and 
employment losses at more than 9,000 jobs in 2007. 

The overall economic impacts of delaying trucks at the border are substantially 
higher on the Mexican side of the border than the American side. For Baja 
Calitornia, total output losses are expected to amount to $1 .6 billion and 8,200 
jobs annually in 2007, Though the machinery and equipment sector iS the most 
affected in terms of output losses, manufactured goods and agricultural and food 
products experience most of the jobs lost. For Mexico, total impact is estimated 
at $2.4 billion in lost output and about 12,900 fewer jobs in 2007. 

SANDAG, in partnership with Caltrans, developed an economic model to assess 
the magnitude of regional economic impacts resulting from delays at the ports 
of entry. This model serves as an analysis tool to understand economic impacts 
as the volume of travel increases and/or as a result of security screenings 
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Before 
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Infrastructure Investment and Economic Recovery 
October 29, 2008 


I. INTRODUCTION 

Good morning, Mr. Chairman and Members of the Committee: 

I am Andrew Herrmann. I am a senior parmer at Hardesty & Hanover, LLP, a 
transportation consulting engineering firm headquartered in New York City. I am a 
registered Professional En|ineer in 26 states and a member of the Board of the American 
Society of Civil Engineers (ASCE), and I am pleased to appear before you today to 
testify on behalf of ASCE on the issue of infrastructure investment and economic 
recovery for the nation. 

II. NEED FOR ECONOMIC RECOVERY 

For a variety of reasons well known to this Committee the nation faces a severe economic 
slump in the coming months. Many economists already believe that the nation is in a 
recession. For example, the Congressional Budget Office (CBO) predicts that the 
country’s real gross domestic product will decline noticeably in 2009. The CBO 
estimates that unemployment will exceed six percent next year nationally; in many parts 
of the country the job loss will be far steeper. 

Recently Paul Krugman, a Nobel-Prize-winning economist, wrote in the New York 
Times that we may be in a steep recession already. “It could be very long,” Mr. Krugman 
added. 

This is grim news. It is clear that Congress and the president will have to work quickly to 
soften the worst of the slowdown. Just last week, Ben Bemanke, chairman of the Federal 
Reserve Board, testified before the House Budget Committee that further economic 
recovery legislation probably is required. 


ASCE was founded in 1852 and is the country's oldest national civil engineering organization. 
It represents more than 146,000 civil engineers individually in private practice, government, 
industry, and academia who are dedicated to the advancement of the science and profession of 
civil engineering. ASCE is a non-profit educational and professional society organized under 
Part 1.501(c) (3) of the Internal Revenue Code. 
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“With the [economic] outlook exceptionally uncertain, the optimal timing, scale, and 
composition of any fiscal package are unclear,” Mr, Bemanke said. “With the economy 
likely to be weak for several quarters, and with some risk of a protracted slowdown, 
consideration of a fiscal package by the Congress at this juncture seems appropriate. Any 
fiscal package should be structured so that its peak effects on aggregate spending and 
economic activity are felt when they are most needed, namely, during the period in which 
economic activity would otherwise be expected to be weak.” 

The U.S. Transportation Department reported in April that every $1 billion of federal 
highway investment (including the accompanying state match) supports 34,779 jobs. It is 
important to note the total number of jobs supported by highway investment-including 
construction-related jobs and dependent industries-rose about 12.5 percent from 1.65 
million jobs in 1996 to 2.13 million jobs in 2007 as a result of increased highway 
investment from all levels of government. 

Moreover, the National Association of Clean Water Agencies (NACWA) has estimated 
that each $1 billion invested in clean water infrastructure supports the creation of more 
than 47,000 jobs. 

For these reasons, ASCE strongly supports efforts to pass legislation in this Congress to 
promote a national economic recovery in a time of financial distress. 

in. NEED FOR INFRASTRUCTURE INVESTMENTS 

As an initial matter, we firmly believe that any economic recovery legislation should 
contain significant new funding for many of the nation’s aging infrastructure systems, 
which are the indispensable lifelines of our economy. The nation’s surface transportation 
systems, wastewater treatment facilities, waterways, and airports are all in need of repair 
and updates. We recommend $38.5 billion in new infrastructure spending as part of 
economic recovery legislation. 

In his New York Times column, Mr. Krugman was clear that public works investments 
are necessary to aid the recovery. “This is ... a good time to engage in some serious 
infrastructure spending, which the country badly needs anyway,” he said. 

The Associated Press recently reported that a number of economists now believe that 
spending on new roads, bridges and other public works projects would create jobs and 
provide a more durable boost to the economy than more rebate checks. 

The economists argued that a common concern about infrastructure spending — that it 
takes time to gear up and may not kick in until after the recession is over — is less 
compelling now because the U.S. economy “likely will experience an extended 
downturn.” 

Such investments are desperately needed. Three years ago, ASCE’s 2005 Report Card 
for America 's Infrastructure gave an overall grade of “D” to 1 5 critical infrastructure 
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systems. We said then that it would take an estimated $1.6 trillion to upgrade the 
existing infrastructure. 

This nation continues to under invest in infiastructure at the national level. Indeed, the 
total of all federal spending for infrastructure as a share of all federal spending has 
steadily declined over the last 30 years, the CBO reported earlier this year. 

We need cite only a few of the more pressing infrastructure investment needs. 

A. Surface Transportation System 

The CBO recently estimated that America’s investment in surface transportation 
infrastructure by all levels of government in 2004 was $191 billion (in 2006 dollars), or 
1.5 percent of gross domestic product (GDP). 

The federal government provided about one-quarter of those funds, and states and 
localities provided the rest. Those funds were split about equally between spending for 
capital projects and operation and maintenance. Most of that spending was for roads. 

In comparison, the Chinese government invested an estimated 2.5 percent of GDP in 
highway construction in 2001, according to the American Road and Transportation 
Builders Association. 

The National Surface Transportation Policy and Revenue Study Commission concluded 
this year: “We need to invest at least $225 billion annually from all sources for the next 
50 years to upgrade our existing system to a state of good repair and create a more 
advanced surface transportation system to sustain and ensure strong economic growth for 
our families. We are spending less than 40 percent of this amount today.” 

In 2007, the Department of Transportation (DOT) reported that the cost to maintain the 
nation’s highways would require an annual investment of $78.8 billion in 2004 dollars by 
all levels of government. Even at this level, however, congestion would worsen, 
according to the report, because it would finance too little new highway capacity. The 
U.S. DOT report calculates an annual investment of $89.7 billion in 2004 dollars would 
be required to achieve this policy goal. Most of the additional $11 billion investment 
each year would be for new capacity. 

The DOT report, however, may understate the need. The American Road and 
Transportation Builders Association believes that federal highway funding in the next 
surface transportation bill would have to start at $54.5 billion in FY 2010 and grow to 
$61.5 billion by FY 2015 to provide the federal share of the annual highway investment 
needed to maintain both physical conditions and operating performance. 

B. Wastewater Treatment Systems 

In January, the Environmental Protection Agency (EPA) reported that we must invest at 
least $202.5 billion just to prevent combined sewer overflows and sanitary sewer 
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overflows at the nation’s 16,000 publicly owned wastewater treatment works. But in 
2002, the EPA estimated that the projected gap in what is spent on sewage treatment 
systems and what is needed was between $331 billion and $450 billion by 2019. 

C Waterways Infrastructure 

The Corps of Engineers operates and maintains 240 locks at 195 locations along 12,000 
miles of inland waterways. The average lock on these waterways is 53 years old — ^past 
the 50-year service life. 

It costs on average about $600 million to replace a lock. If we were to replace just half of 
the 240 locks that are known to be beyond their design life, we would need to spend $72 
billion. Simply to rehabilitate the other half of the system would cost another $30 billion. 

That’s more than $100 billion just to bring otir antiquated waterways into the 21“ 
century. 

At the annual rate of spending of $ 1 80 million in the administration’s budget proposal for 
FY 2009, it would take the Corps 20 years simply to fund all the inland waterways 
projects authorized in WRDA 2007. 

D. Public Transit 

In February, the Committee estimated that there are $15.8 billion in capital needs to 
maintain the nation’s public transit systems in their present condition. The need increases 
to $21.8 billion if funds are authorized for transit improvements. 

E. Aviation 

The nation needs to invest $17.5 billion annually in airport capital improvement 
programs, the Committee reported this year. 

F. Drinking-Water 

The nation’s drinking-water treatment systems face an annual shortfall of $11 billion to 
replace aging facilities that are near the end of their useful life and to comply with 
existing and future federal water regulations. The shortfall does not account for any 
growth in the demand for drinking-water over the next 20 years. 

G. Dams 

In 2005, we estimated that $10.1 billion is needed by 2019 to address all critical non- 
federal dams-dams which pose a direct risk to human life should they fail. 

IV. IMMEDIATE INVESTMENT PROPOSALS TO AH) RECOVERY 
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A. Surface Transportation System 

Recovery legislation should provide $18 billion for necessary reconstruction projects 
for the nation’s highway systems. A number of state departments of transportation 
polled by the American Association of State Highway Officials earlier this year identified 
more than 3,000 highway projects totaling approximately $l8 billion that could be 
implemented 30 to 90 days after enactment of federal economic recovery legislation. 

B. Wastewater Treatment Systems 

Congress should authorize $6.5 billion for the repair and construction of publicly 
owned sewage treatment works (POTWs). There are between $3 billion and $10 
billion worth of upgrades for publicly owned treatment works now on the drawing boards 
and that could begin construction within weeks if Congress provides the required 
assistance. Under the program that passed the House in September (H.R. 7110), the EPA 
would have had the discretion to use only one and a half percent of the $6.5 billion in the 
bill (approximately S 1 00 million) in the form of grants. Any new funds should be 
distributed primarily in the form of grants or negative-interest loans for ready-to-go 
POTW projects based on the local community’s economic situation. 

C. Waterways Infrastructure Repairs Pending 

The Corps of Engineers has an enormous amount of infrastructure work that needs 
tending. We estimate that the Corps requires approximately $7 billion in new 
funding to: 

• Substantially reduce the backlog of critical maintenance and repairs at an 
estimated 360 multiple purpose flood-control, hydropower, recreation, water- 
supply, and navigation projects and upgrade recreation facilities. 

• Improve the safety of several high-risk dams. 

• Restore and improve hydropower plants to meet an industry standard 98 percent 
plant availability. 

• Recapitalize the oldest and most at-risk projects on the nation’s 12,000 miles of 
inland waterways. 

• Fully dredge to their authorized depth the nation's 296 highest use, deep-draft 
commercial ports. These ports manage approximately 2.6 billion tons or 94 
percent of the nation’s commercial import and export commerce. 

• Fully dredge inland waterways to their authorized depth and width to ensure that 
the approximately 750 million tons of commercial goods that flow through these 
works annually reach their intended markets. Among the industries most affected 
by the aging waterways are agricultural exports and all of bulk commodities, 
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including iron ore for domestic steel plants, coal for power plants, and fertilizer as 
well as bulk road construction materials and others. 

• Repair and upgrade critical coastal protection projects that defend key population 
centers from natural disasters. 

While there are many other worthwhile infrastructure programs that concern us deeply, 
ASCE believes that the list above is a badl y needed beginning to the problem of renewing 
our economy and preserving public health, safety, and welfare through a concentrated 
federal reinvestment in America’s failing infrastructure. 

D. Public Transit 

There are $4.6 billion worth of transit projects ready to begin construction today, 
according to the American Public Transit Association (APTA). Congress also has 
authorized another $800 million in projects to avoid immediate service cuts throughout 
the country. 

We recommend that Congress provide $5.4 billion for transit projects as part of the 
economic recovery legislation. 

E. Aviation 

There are $600 million worth of capital improvement projects ready to begin 
construction almost immediately, according to the Federal Aviation Administration. 
These involve important improvements to runways, lighting, and security. Congress 
should provide this amount for critical airport capital programs. 

F. Drinking-Water 

We recommend that Congress provide $1 billion in new financial aid to the nation’s 
drinking-water treatment systems to begin critically needed upgrades. 

G. Dams 

We recommend that the economic recovery package contain $50 million for the dams in 
greatest need of repair. 

V. LONG-TERM SOLUTIONS TO THE INFRASTRUCTURE CRISIS 
A, National Infrastructure Bank 

The National Infrastructure Bank Act of 2007 (S. 1926) would begin to address a 
problem that is rapidly approaching crisis levels — ^the physical deterioration of the 
nation’s major public works systems. 
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Briefly, the legislation would establish a National Infrastructure Bank. The Bank would 
be an independent body designed to evaluate and finance “capacity-building” 
infrastructure projects of substantial regional and national significance. 

Eligible infrastructure projects would be limited to publicly owned mass transit systems, 
public housing, roads, bridges, drinking-water systems, and sewage-treatment systems. 

Sponsors — states, cities, counties, tribes, or an infrastructure agency such as a transit or 
wastewater treatment agency, or a consortium of these entities — would propose 
infrastructure projects. To be eligible, the projects would need a minimum federal 
investment of $75 million. 

The National Infrastructure Bank would evaluate and finance “capacity-building” 
infrastructure projects of substantial regional and national significance, the bill would 
prime the pump to begin meeting the staggering investment needs for our infrastructure. 

We believe the National Infrastructure Bank Act of 2007 is essential to beginning the 
long-term effort to maintain or replace economically vital infrastructure systems across 
the nation. This nation cannot afford to wait much longer to invest significant sums in its 
infrastructure, and this bill will help to lead the way. 

B. Federal Capital Budget 

ASCE supports the establishment of a federal multiyear capital budget for public works 
infrastructure construction and rehabilitation. This budget would be similar to those used 
by state and local governments. The capital budget must be separated from non-capital 
federal expenditures. The current budgeting process at the federal government level has a 
short-term, one- to two-year, focus. Infrastructure, by its very nature, is a long-term 
investment. 

The current federal budget process does not differentiate between expenditures for 
current consumption and long-term assets. This causes major inefficiencies in the 
planning, design and construction process for long-term investments. A federal capital 
budget could create a mechanism to help reduce the constant conflict between short-term 
and long-term needs. It also would help increase public awareness of the problems and 
needs facing this country's physical infrastructure. 

Without long-term financial assurance, the ability of the federal, state, and local 
governments to do effective infrastructure investment planning is constrained severely. 

C. Public-Private Partnerships 

We need to say a few words about the use of public-private partnerships (PPPs) in 
providing financial assistance to U.S. infrastructure. 

ASCE recognizes PPPs as one of many methods of financing infrastructure 
improvements. PPPs are contractual relationships between public and private sectors in 
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infrastructure development. They have been defined as “a cooperative venture between 
the public and private sectors, built on the expertise of each partner that best meets 
clearly defined public needs through the appropriate allocation of resources, risks and 
rewards.” 

ASCE supports the use of PPPs only when the public interest is protected and the 
following criteria are met: 

• Any public revenue derived from PPPs must be dedicated exclusively to 
comparable infrastructure facilities in the state or locality where the project is 
based. 

• PPP contracts must include performance criteria that address long-term viability, 
life-cycle costs, and residual value. 

• Transparency must be a key element in all aspects of contract development, 
including all terms and conditions in the contract. There should be public 
participation and compliance with all applicable planning and design standards, 
and environmental requirements. 

• The selection of professional engineers as consultants and subcontractors by 
federal, state, and local agencies should be based solely on the qualifications of 
the firm. 

ASCE supports the development of criteria by governing agencies to protect the public 
interest. Examples of criteria include input from affected individuals and communities, 
effectiveness, accountability, transparency, equity, public access, consumer rights, safety 
and security, sustainability, long-term ownership, and reasonable rate of return. 

D. Other Financing Options 

In addition, ASCE supports: 

• User fees (such as a motor fuel sales tax) indexed to the Consumer Price 
Index. 

• Appropriations from general treasury funds, issuance of revenue bonds, and 
tax-exempt financing at state and local levels, 

• Trust funds or alternative reliable funding sources established at the local, 
state and regional levels, including use of sales tax, impact fees, vehicle 
registration fees, toll revenues, and mileage based user fees be developed to 
augment allocations from federal trust funds, general treasuries funds and 
bonds. 

• Public-private partnerships, state infrastructure banks, bonding and other 
innovative financing mechanisms as appropriate for the leveraging of 
available transportation program dollars, but not in excess of, or as a means to 
supplant user fee increases. 

• The use of budgetary firewalls to eliminate the diversion of user revenues for 
non-infrastructure purposes. 


- 8 - 



Mr. Chairman, that concludes my statement. I would be pleased to answer any questions 
that you or the Committee may have. 
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Introduction 

The U.S. labor market has been struggling with job loss since the start of the year. The economy has lost 
760,000 jobs since January, and the unemployment rate has risen to 6. 1 percent, up from 4.7 percent a 
year ago. Underemployment has also surged, reaching a 14-year high in September. 

The future outlook is even bleaker. The credit crunch appears to be spilling over from Wall Street to Main 
Street with consumers and businesses beginning to have trouble obtaining credit. We will likely see 
declines in consumer spending in the third and fourth quarters of this year and an acceleration of the pace 
of job loss over the next several months. 

Forecasts of future unemployment rates vary, but a look at past recessions (particularly the severe early 
1980s and mid-1970s downturns) suggests that unemployment in the range of 8 to 9 percent would not be 
surprising. Evidence from the last two recoveries suggests that employment levels would not fully 
recover until mid-2010 or beyond. 

A recovery package that focused on job creation through infrastructure investment could help reduce the 
severity and length of the job market downturn. A broad-based rescue package should be at least as large 
as the package passed in January, and should include infrastructure investments, aid to states, and 
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consumer supports. * The infrastructure investment component should include $75 billion in new 
investments that would focus on “ready-to-go” and “fix-it-first” projects that could begin immediately 
and employ over 1 million people. This recovery package would provide a boost to the overall economy 
and stimulate Jobs across industries and across the nation. 

This testimony gives some background context for understanding the length and depth of a downturn in 
the labor market, and discusses the job market implications — in terms of timing and industry impact — of 
investments in infrastructure projects. 
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John Irons and Ethan Pollack, “A Rescue Package for Main Street” Economic Policy Institute, October 27, 2008. 
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Duration of Job Losses 


The U.S. economy has experienced 10 recessions since 1945 with an average duration of 10 months as 
measured from the start of the recession to the bottom according to the “official” measures by the 
National Bureau of Economic Research (NBER). During these periods, economic activity in general 
declines with the economy experiencing lower total output, reduced capacity utilization, a decline in the 
number of jobs, and a resulting increase in the unemployment rate. During the recover>% economic output 
increases and people are rehired. 


In the past two recessions, however, employment growth has been sluggish even after the official end of 
the recession. Both the 1990-91 and the 2001 recession lasted only 8 months, but it took the labor market 
1 1 months and 30 months, respectively, to finally hit bottom (see Figure 1). Further, with sluggish 
growth even after hitting bottom, it took 32 months and 48 months to regain the total number of Jobs that 
existed prior to the downturn.^ 


Figure l. Total Nonfarm Employment, January 1985 ■ 
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Month 
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Month Number Duration 

Month 

Duration 

Early 1990s 

Jun-1990 

109,817 

May-1991 108,196 11 

Feb- 1993 

32 

Early 2000s 

Feb-2001 

132,530 

Aug-2003 129,822 30 

Feb-2(X)5 

48 

Current 

Dec-2007 

138,078 




* Duration is measured in months from employment peak; number of jobs in thousands. 


' This is a modest measure of a full recovery since it does not include job creation to provide for population growth. 
Obviously, recovery periods by this measure would be even longer than noted in this document. 




323 


J. Irons j Infrastructure Investment and Economic Recovery | Page 4 of 12 


A similar pattern emerges when looking at other measures of employment. Total private employment in 
the 1990-91 and 2001 recessions took 23 and 31 months to hit bottom; and 38 and 54 months to recover 
(see Figure 2.) 

The construction industry took longer to recover in the 1990s, taking over 6 years to reach pre-recession 
levels. Although it recovered faster during the 20(M)s (see Figure 3), that situation was an exception, 
owing in large part to the unique construction boom. We can unfortunately expect the construction labor 
market to look more like the 1990s. 

fFe can thus expect continuing declines in overall employment and a continuing weakness in labor 
markets for another 2 to 3 years, with total private and construction employment taking as much as 4 
years to fully recover. 


Figure 2. Total Private Employment, January 1985 - September 2008 
(THOUSANDS) 
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Jul-2003 108,231 31 

Jun-2005 

54 
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* Duration is measured in months from employment peak; number of jobs in thousands. 
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Figure 3. Construction Employment, January 1985 - September 2008 
(THOUSANDS) 
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Sep-2006 7,732 




j * Duration is measured in months from employment peak; number of jobs in thousands. j 
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Timing and Impact of Federal Investments 

National investments in infrastructure — especially transportation infrastructure— have been criticized as 
being too slow to have an impact in an economic downturn. 

Economists often point to what are called “inside” and “outside” lags. The “inside” lag includes the time 
it takes to consider and pass legislation and to plan projects. The “outside” lags include the time it takes 
for those projects to put people to work and to be completed. In the past, both the inside and outside lags 
have often meant that spending on infrastructure comes too late to help the economy. For example, a 
1986 study by the GAO found that only about a third of infrastructure spending has been put to use within 
a year of the 1983 jobs package, and about half was spent within 2 years.^ 

There are several reasons why such criticism is less founded today, and why a properly designed recovery 
package can have a swift impact on jobs and the economy. 

First, Congress itself can reduce the “inside lag” by quickly passing a recovery package. Congress can 
also require that states and localities must begin projects within a certain time period, such as 90 days, 
from date of enactment. A strong signal from Congress today would allow states to begin to craft their 
priorities so they can be ready to go when stimulus is passed. 

Second, in a time when there are huge unmet needs, spending can have a more immediate impact. 
Virtually every state, locality, and school district will have already identified a variety of “ready-to-go” 
projects that are simply waiting for funding. Many of these projects include maintenance and repair 
backlogs that exist because of inadequate funding. Congress need not dream up new projects, but can 
simply rely on projects ready to go. The final section below provides examples of many of these projects. 

Third, recent experience has demonstrated that major projects can be implemented quickly. Consider, for 
example, the tragic collapse of the 1-35 bridge in Minneapolis that occurred in August 2007. The 
concrete for the replacement bridge began flowing last winter, and the bridge was recently opened for 
traffic - just over 1 year later and well ahead of schedule. A survey by The American Association of 
State Highway and Transportation Officials finds that “state transportation departments could award and 
begin more than 3,000 highway projects totaling approximately S18 billion within 30-90 days from 
enactment of federal economic stimulus legislation.” 

Further, funding for school repair and construction could be put in place by this siunmer. According to an 
NCES survey in 1999, 76% of all schools reported that they had deferred maintenance of their buildings 
and needed additional funding to bring them up to standard. The total deferred maintenance exceeded 
$100 billion, an estimate in line with earlier findings by the Government Accounting Office."' 


‘ See GAO “Emergency Jobs Act of 2003: Funds spent slowly, few jobs created”, December 1986. 

■' Lawrence Mishel, Ross Eisenbrey and John Irons, “Strategy for economic rebound; Smart stimulus to counteract 
the economic slowdown” Economic Policy Institute, January 1 1, 2008. 
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Fourth, given that a well-maintained infrastructure is in the national interest and that there are many 
projects that will need to be undertaken anyway (for example to repair or replace aging sewer systems), 
an acceleration of funding for the projects will address those needs. Even if a project is not perfectly 
timed, the funding should not be considered to be wasted or ineffective. 

Finally, infrastructure investments should be seen as an insurance policy against a prolonged downturn. 
The stimulus package passed last January consisted primarily of rebate checks that have already been paid 
out and either spent or saved by consumers. Had that package included a boost to infrastructure 
investments (as EPI recommended at the time)’, we would today be seeing some job creation as a result 
of that investment boost. While the future path of the economy is uncertain, we do know that employment 
weakness will continue for a substantial period of time, and that including an infrastructure component 
can provide some insurance against a prolonged downturn. If the economy is still weak in 9 months, we 
don’t want to be in a position of again looking back and asking “what if. . 

Job Impact 

The total number of jobs lost in the last two recessions as measured from the start of the downturn to the 
bottom was 1.6 million (1990-91) and 2.7 million (2001-03). As noted above, labor market weakness can 
persist for months and years after the start of a recession. 

Estimates of the number of jobs created by $1 billion of construction spending range from 14,000 to 
47,000.’ Using the conservative estimate, a $75 billion boost would support over 1 million jobs. While 
this would not fully offset projected losses, it would reduce the size of the drop and would reduce the total 
recovery time. Because of the reach on the construction and transportation sectors, these jobs would be 
spread throughout the economy. 

The estimates presented above do not fully capture the impact of different kinds of public investment. For 
example, investments in “fix-it-first” projects are likely to have a greater job impact per dollar spent 
because a smaller share of the money would be spent on materials, while a greater share would be spent 
on labor. The same is likely true of projects that promote energy efficiency through, e.g., retrofitting of 
existing buildings. 

Breakdown by industry and job quality 

Besides the top-line number of total jobs created by a given amount of infrastructure spending, assessing 
the effect of capital investments on labor market outcomes also requires knowing something about the 
“upstream” (or supplier) jobs created by this spending. 

Table 1 shows how many jobs in upstream industries are created by every 1,000 jobs created in various 
categories of infrastructure spending.’ Specifically, we track two possibilities: investment in construction 


’ Ibid. 

’ibid. 

’ The calculations in this table were conducted by EPI economist L. Josh Bivens and utilize the employment 
requirements tables of the Bureau of Labor Statistics (BLS). The employment requirements tables actually present 
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and rail. Every 1,000 jobs created through investment in construction will support 610 total upstream 
jobs. Of these upstream jobs, 64% are created in four sectors: manufacturing, retail, professional/ 
scientific/ technical services, and administrative, supfwrt, waste management and remediation services. 

Table 1. Upstream job creation per 1,000 sector-specific jobs 


Every 1,000 jobs created through investment in rail transport supports 587 total upstream jobs. Of these 
upstream jobs, 62% are created in four sectors: manufacturing, wholesale, professional/scientific/ 
technical services, and government. Investments in passenger rail would support even more upstream 

jobs. 

Manufacturing and professional/technical/scientific services combined comprise over 35% of the 
upstream jobs, and both of these sectors are characterized by much higher hourly compensation than the 
economy-wide average. Of the remaining upstream sectors, only retail trade and administrative and 
support and waste management and remediation services (together comprising 23% the upstream jobs) 
are characterized by hourly compensation below the economy-wide level. 


very detailed industry employment linkages between 201 separate industries. Table 1 aggregates these industries 
into 20 larger super-sectors. 
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These super-sector (and more-detailed industry) breakdowns are the first step that allows for a detailed 
accounting of what a given level and type of infrastructure investment implies for relative demands for 
workers of different educational attainment, experience levels, genders, regions, and ethnic backgrounds. 


Financing 

To have the greatest impact on the economy, the recovery package should be deficit financed.* While 
deficits should not be ignored, it is also important to remember where deficits currently stand in relation 
to recent history. In 2007, deficits were just 1 .2% of gross domestic product, lower than any year since 
1974 (with the exception of the latter 1990s). This year we saw an uptick in deficits to 3.2% of GDP, but 
that is primarily due to the economy’s slowdown (with the attendant loss of revenues and higher 
spending) coupled with the one-time stimulus last summer. This 3.2% is still well below the 4.7%-of- 
GDP deficit inherited by the Clinton administration in 1992, which was turned into surpluses with just six 
years of prudent policy as the economy recovered. 

In light of current economic developments, rising deficits are inevitable for the next couple of years. We 
know from history that increasing taxes on the middle class or cutting back on federal spending in the 
midst of a recession will only make things worse by reducing the demand for goods and services, thereby 
exacerbating the downturn. As a consequence, deficit reduction must take a back seat to short-term 
stimulus for the moment. 

But how far can the government go to help prod the economy? The government can still continue to 
borrow at very low interest rates and current levels of debt do not typically create excessive instabilities. 
Despite the fact that the budget surpluses inherited by President Bush have since been turned to deficits, 
the overall national debt as a share of the economy — ^at about 40% — is still on the low end of the 
historical norm (see Figure A). 


This section draws from John Irons, “The false fiscal dilemma" EPI Policy Memorandum #130, October 21, 2008 
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So by historical standards, there is room to fund stimulus and other initiatives, even without additional 
revenue. And though we cannot simply ignore the overall budget situation, allowing a temporary increase 
in the national debt next year to levels no higher than what we averaged in the 1990s (46.1%) would 
allow room for about $900 billion in additional debt. This level would fully cover the new debt required 
to finance the $700 billion Wall Street bailout as well as fund a substantial $150-200 billion stimulus for 
Main Street and the broader economy in 2009. Allowing the debt to increase by 2010 to no higher than 
the 1 990s peak (49.4%), would allow $ 1 .3 trillion to be used over the next two years to cover the bailout, 
a stimulus, and provide a substantial jump-start for investments in job creation, energy independence, and 
other priorities. 

However, over the long-term. Congress will need to address on-going funding for transportation more 
broadly. For example. Congress will look at surface transportation legislation next year, and funding 
mechanisms should be part of that discussion as well. 
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Composition of Infrastructure Investments 

As noted above, a total package on the order of $75 billion would be an essential part of a broader 
recovery package. 

Despite the need for a timely intervention, infrastructure should be done wisely. We must undertake 
projects that are environmentally sustainable, that address maintenance needs first, and that serve the 
public interest. The focus on sustainability would help to ensure that dollars are spent wisely, and the 
focus on maintenance would lead to the creation of a greatest number of jobs in the shortest amount of 
time. 

To implement, we must also look at a broad range of investments that will meet the public interest - for 
example, we cannot build roads and bridges simply for the sake of employing more people. But rather. 
Congress should look at public transit needs broadly, especially given the desire for energy efficiency and 
independence. Already, we have seen demand for public transit rise in cities across the nation as gas 
prices have spiked; further investments in public transit certainly seem warranted to meet this need.’ 

With that in mind there are several areas that should be part of a recovery package — including 
investments in transportation, in water and sewer systems, and in school buildings — ^that would serve the 
dual purpose of timely job creation and rebuilding national infrastructure. 

Several areas of investment have already been identified as ready-to-go; 

• Transit projects: 246 ready-to-go projects totaling more than $3.6 billion, could be implemented 
within 90 days of federal funding (American Public Transportation Association). 

• New transit projects: Approximately 400 projects totaling $248 billion proposed, with 58 of 
those — ^totaling $25.2 billion — far along in the planning process. Most of those 58 projects have 
already completed the environmental process and could begin within 4 months to a year 
(Reconnecting America). 

• Highway: 3,000 ready-to-go projects totaling $18 billion (American Association of State and 
Highway Transit Officials). 

• Bicycle/pedestrian projects: $325 million in ready-to-go projects (America Bikes). 

• Fleet Greening: $3.9 billion for clean vehicles, and retrofitting existing vehicles with green 
technology (Transportation for America). 

• Wastewater treatment projects: $4 billion in ready to go projects (National Association of Clean 
Water Agencies). 

• School repair and maintenance: $10 billion could be spent this summer (Economic Policy 
Institute). 


’ As a result, Congress may want to revisit the 80-20 split in federal fimding for transportation; and may wish to 
attach specific funding requirements to ensure that projects are ready to go. 
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The projects above are merely examples of the types of projects that could be started or resumed quickly 
if Congress provided funds. These project lists are by no means comprehensive — ^many states that have 
ready-to-go projects did not respond to diese surveys, and most of the lists are narrowly targeted to a 
specific type of project, leaving out other ready-to-go projects that did not fit within the designated 
category. While the precise number of ready-to-go projects may be unknown, it is clear that there are 
enough available for funding to allow Congress to invest significant resources in infrastructure and see 
the resulting job creation and economic growth within a relatively short period of time. 
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Good morning, Chairman Oberstar, Ranking Member Mica, and Members of the Committee. I am 
Tom Kiernan, President, of the National Parks Conservation Association. Thank you for inviting me to 
testify at today’s hearing on the important issue of economic recovery. 

Since 1919, the National Parks Conservation Association (NPCA) has been the leading voice of the 
American people on behalf of our naimnal parks. Our minion is to protect and enhance America’s National 
Park System for current and future generations. On behalf of our more than 340,000 members, we urge'the 
Committee to include restoration of national park transportation infrastructure in its economic recovery plan. 

Mr. Chairman and Mr. Mica, our national parks are home to some of the nation’s most iconic and 
sacred landscapes, monuments, and historic sites. They are among the most recognizable places in the world. 
The parks provide a mirror of the soul of America, and are the physical embodiment of the collective 
experience and spirit we value as Americans. More than 270 million visits are made to national parks each 
year by Americans and visitors from all over the world seeking to enjoy the visual grandeur, to learn about our 
cultural heritage and for spiritual renewal. 

Although it is not their primary purpose, our national parks play a significant role in the economies 
of many communities. As Congress develops an economic recovery program for our nation, investments to 
improve our national parks can be an important part of the effort that benefits unique places in our country 
and their mosdy rural communities nearby. As much as $440 million worth of road projects in our national 
parks arc ready to go to construction, and can rapidly produce as many as 7,000 jobs while also renewing our 
national heritage and helping to revitalize our national parks for our children and grandchildren. 

To enable visitors to experience these national treasures without unduly imposing adverse impacts on 
the natural, cultural, historical, and archeological resources inside the parks, the people of the United States 
have made very substantial investments in park infrastructure. Those investments have occurred over many 
years, but have been meager in recent years. Two times in our history, America made substantial investments 
in our national parks. Both were at times when our nation was investing in new infrastructure and jobs — one 
in a time of national economic crisis and the other during strong economic times. 

The first occurred during President Franklin D. Roosevelt’s first 100 days in office, when he initiated 
the Works Progress Administration and the Civilian Conservation Corps with the goal of bringing our 
infrastructure into the 20 century, creating jobs, and reforesting many parts of our country. The WPA 
provided needed jobs to millions of Americans during the Great Depression, and provided access to many 
magnificent national parks via newly created road and highway systems. World-famous park roads such as 
the Going-to-the-Sun Road in Glacier National Park, Montana and Skyline Drive in Shenandoah Park, 
Virginia were only two of the important park transportation projects completed by the WPA. 
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The second period of investment occurred during the economic boom that followed the Second 
World War, at a time when automobile ownership and tourist travel surged. It was apparent that national 
park infrastructure again required enhancement and investment to meet future needs. “Mission 66” was 
initiated as a ten-year National Park Service program intended to expand visitor services by the 50' 
anniversary of the Park Service in 1966. The program fcxused oh infrastructure projects such as roads, 
utilities, and visitor services. Through an investment of more than $7 billion in today’s dollars, the Mission 
66 program transformed the national park system into one of the most popular vacation destinations for both 
American families and foreign tourists. 


It is more than half a century since those last, signiBcant investments were begun, and the lack of 
sufficient reinvestment since that time is evident from examining the condition of park roads today. The lack 
of investment, along with the popularit)^ of the national parks, unfortunately has placed tremendous strains 
on national park infrastructure. For example, in Redwoods National Park one of the original segments of 
Highway lOi has not had its asphalt replaced since the 1960s. It is among the 53% of national park roads 
that are in poor condition. The road is in a constant state of disrepair, and is a safety hazard to vehicles and 
bicycles utilizing the road. The condition of the road is so poor that normal maintenance methods are no 
longer effective without complete rehabilitation. The road parallels Richardson Creek which provides habitat 
for Coho salmon, a federally listed species, and is a tributary to the Klamath River, an important salmon 
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native salmon. Fortunately, the Park Service does have a project to rehabilitate the Redwoods road that is 
ready to go. The project has received environmental clearance and all it needs is funding. The project would 
not only benefit the park, but would provide jobs to the surrounding Del Norte County which is one of the 
poorest in California. 


The dismal condition of national park transportation infrastructure is in large part due to decades of 
insufficient funding. The National Park Service has documented a total transportation investment need of 
more than $5 billion, comprised of $4.7 billion for roads, $220 million for bridges, and $508 million for 
front country trails that connect transportation nodes. The silver lining is, of course, that we now have an 
opportunity to begin reinvesting in critical park infrastructure in a way that puts Americans to work in 
unnerving economic times while meeting our stewardship responsibilities to our children. 


NPCA understands that the National Park Service has more than $270 million in 18 transportation 
infrastructure improvement projects that are ready to go to construction. When ready-to-go road projects 
that do not receive FLHP funding are included, the system-wide estimate exceeds $440 million. All these 
projects have obtained environmental clearance and can be contracted out within 1 80 days. 

The National Park Service, working in cooperation with the Federal Highway Administration, has 
achieved extremely high rates of obligating federal funds authorized for transportation projects. Projects in 
the Park Roads and Parkways programs have an astounding first-year obligation rate of 98 percent. Other 
park road projects have a first-year obligation rate of 80 percent. These are exceptional spend-out rates when 
compared to the much larger federal highway apportionment programs, which have an overall first-year 
obligation rate of approximately 25 percent. 


Mr. Chairman and Mr. Mica, the more than $440 million total for transportation projects in our 
national parks constitutes a very small slice of the overall economic recovery program currently under 
discussion by this Committee. Yet, as with the WPA and Mission 66, it will provide substantial and long- 
lasting benefits to our national parks and their visitors. Outdated and deteriorated transportation 
infrastructure cannot efficiently and safely accommodate the visitors to our national parks. 

Perhaps the most dramatic example of the desperate state of national park infrastructure and of the 
importance of park roads to local communities is the Going-to-the-Sun Road in Glacier Park, Montana. 
Ascending over the continental divide at Logan Pass, the Going-to-the-Sun Road is rated as one of the ten 
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best scenic drives in America. As such, it is a significant attraction generating over one and a half million 
visits per year making it an economic anchor for the tourism industry in the northwest portion of Montana. 
Yet, 75 years of rockslides and avalanches, severe weather, heavy traffic, and inadequate maintenance have left 
the road in urgent need of repair. Reconstruction b^an in 2007, but the funding has not kept pace with the 
project. More than $20 million in work is ready to begin if funding could be made available. ' There are 
many such examples of ongoing road work that could be accelerated for the benefit of both park visitors and 
the local economy. 

In some instances, the project being proposed is not to replace deteriorating infrastructure, but • 
instead to reduce infrastructure’s impact upon irreplaccjfole natural resources and systems. For example, the 
Tamiami Trail project in Florida will raise a key section of the roadway to allow more water to'flow frem 
Lake Okeechobee through Everglades National Park to Florida Bay to improve ecosystem function,' reduce 
harmful discharges to northern estuaries and increase water flow to water-starved areas. Unemployment in 
South Florida has risen dramatically with this economic downturn in particular because of the reduction in 
construction jobs. For a modest investment, this rwo-to three year project could produce divideiids that are 
truly immeasurable both for the local economy and the environment. ' 

As already noted, investment in park transportation infrastructure will bring immediate benefits to 
local commiiriities and the national economy. Transpormtion projects will first create high-paying ■ 

construction jobs that support local families. Using a standard public lands construction impact assessment 
model, as many as 7,000 jobs could be created through these projects. The secondary effect of these jobs 
upon the cornmunities surrounding the parks-^many of them in rural areas-— would increase the benefit 
manY tirhes over as the income of these families is pumped back into the local economy. NPCA recently 
conimissioned a study that found that every federal dollar invested in our national parks generates' at least four 
dollars iri'direct economic benefit to state and local economies, with significant additional indirect benefits. 
This study was conservative and the true benefit for these projects is probably closer to the construction 
industry standard of 6 to 1. 

Better access to our national parks encourages visits. International visitors are bringing their money 
to our country, which helps our economic growth and balance of trade; domestic visitors are keeping their 
vacation dollars at home by not vacationing overseas. In 2005, visitors spent $10^4 billion within the national 
parks and gateway communities. Such spending supported more than 50,000 jobs in the lodging and 
restaurant sectors and more than 25,000 jobs in retail trade and entertainment. It generated $5-6 billion in 
personal income and 246,000 jobs in local communities, most of which are in rural areas where jobs are not 
plentiful. 

Mr. Chairman and Mr. Mica, you have a tremendous opporrunicy to make a desperately needed 
investment in our national parks while also helping foster economic recovery for our nation, Ajnericans love 
our national parks, and this kind of modest investment in them as part of an economic recovery package will 
have outsbed benefits. By funding ready-to-go projects in America’s favorite places, the Committee can both 
foster the creation of good, needed jobs, and renew the national inheritance we have a collective responsibility 
to pass to our children in at least as good as condition as we received it. An investment in our national parks 
is both an investment in today and in our future. This would be a welcome first seep in reinvesting in road 
infrastructure in our national parks, while also providing needed employment opportunities in rural and 
urban areas across the country. 

This concludes my testimony and I will be happy to answer any questions you may have. 
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Thomas C. Kieman 
President 


National Parks Conservation Association* 

Protecting Our National Parks for Future Generations* 






November 4, 2008 

The Honorable James Oberstar 
Chairman 

Transportation and Infrastructure Comnuttee 
2165 Rayburn House Office Building 
Washington, DC 20515 




NOV 1 7 2001 

ILiOtnu U 


T5Cy 


Dear Chairman Oberstar; 

Thank you again for inviting the National Parks Conservation Association to 
testify at the Economic Recovery; Infrastructure Investing hearing. The national 
parks have played a vital role in previous economic recoveries and are poised to 
oe a part of this rescue plan. 

Attached for your information is a list of the $270 million in park transportation 
projects that I referenced during my testimony. I have also attached a second list 
of $170 million in transportation projects that have been additionally identified by 
the National Park Service as ready to go. Together they represent $440 million 
that could make a tremendous difference in the vi.sitor enjoyment and safety of 
oUr national parks. 

Representative Holmes-Norton’s raised questions whether other projects, 
including projects to renovate the national mall, should be included in the 
economic stimulus package. We will send additional information on National 
Mall and other National Park Service projects including Centennial Challenge 
proposals that would be appropriate for the package. 
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National Park Service 


FY 2009 Economic Stimulus Transportation Improvement Projects 


Unfunded, Ready-to-Go Projects (FLHP eligible) 


Project Name 


Estimated Costs 2008 


Death Valley 
National Park 


Redwood National 
and State Parks 


Mesa Verde 
National Paric 


Gustavus Dock Replacement/Alaska Marine Highway 
AK Terminal Project 

Rehabilitate Route 10 and South Rim spurs 
AZ (approximatefy 14.5 mite) 


Rehabilitate Bonnie Ciare Road (Route 11) Road 
CA/NV Segment from milepost 20 to milepost 7 


CA Repair Alder Camp Road 


Rehabilitate Route 10 frcHD HighwaylSO to Park Point 
CO (10) 




Fredericksburg & 
Spotsylvania 
National Military 
Park 


New River Gorge 
National River 


VA Reoaire to Wilderness Run Bridge 


TRelocate Turi^ey Spur Parking and Resurface Turkey 
WV Spur 


5,340,000 


11,200,000 


2,400,000 


8,349,579 


^91 

DC 

Eliminate Unsafe Conditions and Resurface and Repair 
Beach Drive and repave Rock Creek Parkway - P Street 
to Calvert Street 

$ 

13;500,000 

Everglades 
Tamiami Trail 

FL 

Complete Tamiami Trail renovation: 1) build a one-mile 
bridge in the project area’s eastern segment and 2) 
raise the headwater stage constraint in the L-29 Borrow 
Canal by one foot to eight and one half feet 

$ 

150,000,000 

QjggMQgi; 

MD 

Rehabilitate Park Tour Roads, Overlay Gravel Parking 
and Replace Existing Sidewalks 

$ 

4,200,000 

Little Bighorn 
National 

Monument 

MT 

Rehabilitate and widen Route 10 

$ 

7,300,000 

Glacier National 
Park 

MT 

Going-to-the-Sun Road - Ph VIII from Big Bend to 

Logan Pass 

$ 

21,350,000 

Theodore 





Park 

ND 

Rehabilitate North Unit Scenic Drive, Route 10 

$ 

7,100,000 

Craters of the 

Moon National 
Monument and 
Preserve 

OR 

Reconstmct Roads And Parking Lots (phase 11 of II) 

$ 

3,300,000 

Gettysburg 

National Military 
Park 

PA 

Resurfacing Overlay Routes 21, 16. Rehabilitation of 
three bridges at the paik and one bridge at Eisenhower 
National Historic Site 

$ 

760.000 

Badlands National 
Park 

SD 

Rehabilitate Badlands Loop Road, Phases 3 and 4 

$ 

12,400,000 

Big Bend National 
Park 

TX 

Pavement Preservation Program -Treat ail paved assets 
at Big Bend National Park 

$ 

10,000,000 


11211 
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National Park Service - Other Projects 


FY 2009 Economic Stimulus Transportation Improvement Projects 


Unfunded, Ready-to Go Projects (non- FLHP eligible) 


lasWJi 




Prolect Title 


Rehabilitate CNsoe Basin Cair^ground Roads 


ReccMTstruct North Camoaround Roads 


Rehab SadcBehom Campground, Roads, Utilities and Sites 


Overlay Campground Roads - Glacier Basin and Timber Creek 










{QSI 




Resurface Campground Roads - Madison. Canyon^ Grant and 
Fishing Bridge 


Parloiwde - Pavement Preservation 


Parkwide • Pavement Preservation 


Parkwide - Pavement Preservation 


Parkwide - Pavement Preservation 


Parkwde - Pavement Preservation 


Parkwide - Pavement Preservation 


Parkwide - Pavement Preservation 


Parkwide - Pavement Preservation 


Parkwide - Pavement Preservation 


Parkwide - Pavement Preservation 


Parkwide - Pavement Preservation 


Parkwide - Pavement Preservation 


Parkwide - Pavement Preservation 


Parkwide - Pavement Preservation 


Parkwide * Pavement Preservation ' 


Parkwide - Pavement Preservation 


Parkwide - Pavement Preservation 


Mill and Overlay West Mountain Drive and Summit Drive and 
Rebuild Retaining Wail on North Mountain Road 


Repair Coun 


Rehab Miners Castle Road • 2 miles 


Mill arwl Overlav Park Roads and Parkin 


GWMP 


ConstItuticHi Ave 


Ohio Ave 


ACAD 


CACO 


DEWA 


FONE 




Smoothride* Mill and Overlay Projects 


Eiai 


Pavement Management Repairs - Various Routes 


Pavement Management Repairs • Various Routes 


Routes 15 and 100 


Routes 10 and 100 


Routes 10, 11, 18. 22 


Routes 60, 132B 


Routes 10,14, 19, 24, 32, 33, 201,202 


Pavement Management Repairs - Various Routes 




Rehabilitate Alder Camp Road 


Rehabilitate Wawona Road: Phase 1 of 4 - Mile post 20.5 to 
Mile DOS! 26.98 


Rehabilate Remaining Segments of Valley Loop Road 


Slurry Seal Roads and Parkin 


Seal All Roads and Parking Areas 


Chip Seal Mud CanyorVDaylight Pass Road, Bonnie Clare 
Road M.P. 35 to 55, and Badwater Road, M.P. 35 to 55 


jChip Seal Keys View Road, 25 Miles of Route 12, Barker Dam 
I Road and Sheeps Pass Road 


■BESSIS] 

M.I.UI.I.I.I.I 


umig 

IKSB 

l ■BEBlEa»! 

IBEEESEi:*: 






[Surry seal Spnng Canyon Canpground. Kelter Ferry Cami^round and at Park 
iKeadquarlers. 


Slurry Seal All Roads and Parking Areas 
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MORA 

N/A 

PWR 


2,760,000 

NOCA 

81266D 

PWR 


555,000 

OLYM 

120620A 

HBi&SOHIl 



REDW 

N/A 

PWR 

Chip seal Cres^nt Beach and Davison Roads 


SAMO 

110654A 


Cl^ seat remaeider of what didn't get treated in 2006 

■KBSl 

SEKI 

N/A 

PWR 

Chip Se^ 27 Miles of Generals Hiqhwav 


WHiS 

94687C 

PWR 

Chip Seal Roads 

2,130,0001 

YOSE 

N/A 

PWR 

Chip Se^ El Portal. Tiopa and Foresta Roads 


BLR! . 


SER 



BLRI 


HESilHI 



GRSM 







SER 





SER 

NC Pave Lakeview Road 

MiUil.li!.!., 



SER 

Pavement Preservation Propram 

■RSSSl 

NATR 


SER 

Pave non-FLHP Elipible Areas - 9 District Offices i 

BBSS 

NATR 


SER • 

Various Projects - Erosion Repair Woric 


THRO 



Rehab SouB> Unit Scerwc Drive - Segment 1 1 A and 1 1 B - 1 1 
Miles 

13,580.000 


TOTAL 168,148300 
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SUNlfl^VER' 


SunPower Corporate Overview 


Incorporated in 1985 

HQ in Silicon Valley. California 

Nasdaq: SPWRA $1.4+ billion 2008 revenue 

Highest-performing solar electric systems worldwide 

Deliver most energy/m2 

Global Footprint: 




October 29, 2008 


1 
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Market Sectors Cover All PV Applications 


Residential Retrofit 


New Production Homes 


Power Plants 


Commercial & Public 



October 29, 2008 


2 
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0 50 ?5 300 150 203 2S( 

levelized Cost($/MWh) 
2009-2012 Timeframe 


October 29, 2008 


Solar PV Is Cost Competitive 


SUNK^ER' 


Reaching Grid Parity 


SUNPQWER 
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T«stirrrony to the House Committee on 
Transportation and Infrastructure 


Federal Solar Projects 




October 29, 2008 
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SUNK^ER' 


Testimony to the House Committee on 
Transportation and Infrastructure 


Federal Solar Projects 


Coast Guard, Boston, MA 


USPS, San Francisco, CA 


I Federal Solar Projects 


October 29, 2008 
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Nellis Air Force Base, Las Vegas NV - 14MW 


October 29. 2008 





Testimony to the House Committee on 
Transportation and Infrastructure 



What can solar offer? 

Jobs 

Green collar jobs 
Helps "Main Street” 

Puts plumbers, electricians, roofers, steelworkers, engineers, and 
architects back to work in solar jobs 

Helps revitalize manufacturing and high-tech sectors 

Save taxpayer $ 

Federal Gov’t is largest utility customer 
Spends $5.8 billion annually on electricity costs 

Unleash billions $ of private capital to build projects and save 
taxpayer $ 



October 29, 2008 
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TestimDny to the House Committee on 
Transportation and infrastructure 


What can solar offer? 

Security 

Solar displaces natural gas electricity production 
Hedge against future price inflation 
Especially important vwth OPEC-like natural gas cartel 
Carbon Displacement 

Climate crisis is the largest threat feeing our nation and the world 
Solar provides a carbon-free source of clean energy 




October 29, 2008 
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Testimony to the House Committee on 
Transportation and Infrastructure 


Thank you 

Thomas Leyden. Managing Director 
SunPower Corporation 
609 . 964.8901 



October 29, 2008 
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Laborers' 
InternatioTial 
Union of 
North America 


LiUNA! 

Feel the Power 


Testimony of Terence M. O’Sullivan, 

General President, 

Laborers’ International Union of North America, 
Transportation and Infrastructure Committee, U.S. House of Representatives 
Wednesday, October 29, 2008 

Thank you Chairman Oberstar, Ranking Member Mica, and distinguished members of the 
Committee. 


On behalf of the Laborers’ International Union of North America and the men and women who 
dedicate their lives to building America, I want to express our gratitude for the opportunity to be 
heard here today. 

As I speak to you the constraction industry is in the midst of the worst, most sustained downturn 
in 40 years. Unemployment among construction workers has nearly doubled since last year to 9.9 
percent, with just shy of 1 million construction workers out of work - the highest level in recent 
memory. 


This industry - a key driver of our economy - is in crisis. 


This year our nation has put in place two economic stimulus plans to get the economy moving 
again. Each of those plans focused on hundreds of billions of dollars as a shot in the arm for 
consumers or for Wall Street in the hopes of a needed kick-start. 

But these efforts were like using a can of Red Bull and a candy bar to fix the problem. They 
provided no lasting impact, left no sustainable jobs behind and did not provide tangible assets to 
taxpayers. From the bailout of Wall Street to tax rebate checks, each emphasized consumer 
spending or credit availability, not stimulus based on a jobs recovery or sparking sustainable 
economic growth. 

Building our economy by building America - the basics we all depend on every day - offers an 
historic opportunity to address urgent economic issues, to take care of America for a change and 
invest in lasting stimulus. 


I congratulate this Committee on its continual bipartisan focus on this issue and in particular for 
moving forward at this point in time. 

Mr. Chairman, it’s time to put some meat on the bones of economic stimulus by increasing 
income security, not just credit availability, and leaving behind real, lasting capital assets for our 
nation and the future generations who will pay for fixing our economy. 

More than ever, workers need paychecks, not stimulus checks. 


905 16th Street NW I Washington, D,C. 20006 I 202-942-2246 i www.LiunaBuildsAmerica.org 
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Just this year, nearly half of our 684,000 net job loss has been in the construction industry. In 
fact, since the beginning of 2007, there are 601,000 fewer construction jobs -jobs that are a 
powerhouse of our economy, filled by workers whose incomes quickly circulate throughout 
commimities across the country. 

In September 2007, the unemployment rate among construction workers was 5.8 percent 
In September of this year, it was 9.9 percent. Joblessness among construction workers is now 
higher than in any other industry sector. This decline in the constmction industry — unless 
something is done - is forecast to escalate further by another 7 percent, or $35 billion less 
construction investment, in 2009. 

Construction jobs are too good to keep losing. They provide family-supporting pay averaging 
more than $40,000 year, a third more than average earnings. They benefit the working class 
population among the hardest hit by the current crisis - those stmggling with job loss, with 
foreclosures, with devastated retirement savings and with the very ability to simply make ends 
meet. They benefit a cross section of America - Afiican-American, Latino, whites, men and 
women. 

Amd the work these men and women could be doing is critical to our country, making our 
transportation systems, energy systems and education systems more productive and more 
competitive in the global economy. 

There are numerous build America projects which are ready to go today and can create good jobs 
right now. 

For example, in the public sector alone, we can start tomorrow with a green initiative retrofitting 
public buildings to increase energy efficiency, providing a shield against future oil costs and 
supply instabilities - and put 800,000 construction workers back to work, according to testimony 
flom the Political Economy Research Institute just last week before the House Education and 
Labor Committee. 

In states coast-to-coast, ready-to-go transportation projects, ranging fi-om routine maintenance - 
which left imdone threatens safety - to badly needed capacity upgrades which left undone leave 
America uncompetitive - have been put on hold due to a lack of resources. 

Just by way of example, in nearby Virginia where 1 1,400 construction jobs have disappeared 
since 2007, we can put thousands of people back to work on cracial projects right now tanging 
flrom needed improvements to the Fairfax County and Prince William County Parkways to 
bringing Metrorail Stations up to par to allow for a critical increase in mass transit capacity. 

Building America will build our economy now and for future generations in places such as 
Michigan, where 24,500 good construction jobs have been lost since 2007 ... in Illinois, where 
19,300 constmction jobs disappeared ... inMirmesota, where 11,300 constmction jobs have been 
lost...in Oregon, with 10,100 constmction jobs lost ...or in Nevada, where 19,700 constmction 
jobs have disappeared. 

In fact, there are ready-to-go transportation projects in every state in America, which we estimate 
based on available data, would support as many as 855,000 jobs within 90 days. 
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Getting these projects going will do more than address immediate pain. It will help to build 
America so America works again in every sense of the words. 

Today, 26 percent of our nation’s bridges are in need of repair or replacement. Roadways in poor 
condition or over capacity cost the typical motorist $1,000 a year in wasted gas and contribute in 
some fashion to a third of trafBc fatalities - not to mention our enslavement to foreign oil. 

And across America, our children are crowded into more than 220,000 temporary classrooms 
while modernization and upgrades of permanent structures could quickly begin, putting men and 
women back to work in virtually every community. 

There are ready-to-go water resources projects under the jurisdiction of the U.S. Army Corps of 
Engineers - ranging from flood control to water supply projects - which would create an 
estimated 332,500 jobs, and begin to address the 3,650 dams and levees that, three years after 
Hurricane Katrina, remain unsafe. 

Today the Environmental Protection Agency estimates sewage overflows at 850 billion gallons a 
year and that blocked or broken pipes result in the release of as much as 10 billion gallons of raw 
sewage a year. Needed upgrades for public water treatment plants could begin within weeks, 
creating approximately 300,000 jobs and finally addressing this problem. 

America has an urgent need for new energy sources and better use of those we have - yet our 
deteriorating power grid is costing us $80 billion a year in blackouts and inefficiencies. 

The 10 million American workers who are proud to say they build for living have a self-interest 
stake in what Congress does in the coming weeks on economic stimulus. But their stake does not 
end with self-interest. It is what we do - we build, we make things better, we proudly tell our 
children, “I built that,” leaving behind assets for future generations, real symbols of our nation’s 
greatness just as are the Hoover Dam, the Interstate Highway System, the Blue Ridge Parkway 
and numerous other accomplishments still in use today. 

America’s workers want to build America. Mr. Chairman, members of the Committee, now more 
than ever, we must help them to do it. 

Earlier this year LIUNA began a public information effort to help making building America a 
national priority. Through ads, media outreach and member mobilization, we intend to continue 
that effort. 

I would like the Committee to see and hear part of our message in this effort, called build 
America, so America works. 

[—video—] 

We intend to continue to bring the voices, faces, hopes, and dreams of the people who build 
America to light. 

Members of the Committee, I urge you to listen to people like Mike Agaman, a constmction 
laborer in Reno, Nevada, and a member of LIUNA. 
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All around him, Mike sees neighbors in crisis, feeing foreclosure on their homes and losing then- 
jobs. He sees dreams being destroyed. Mike used to build northern Nevada’s water and sewer 
lines, helping to prevent flooding. 

That work dried up. The credit squeeze and downward economic spiral has left him scrounging 
part-time work week-to-week. 

The bailout of Wall Street has not reached Mike or millions like him. 

The tax rebate check fix)m earlier this year is long gone. 

He has no capital gains. And a tax cut for the rich will do nothing for him. 

LIUNA members and millions of working Americans like them are asking; If we can spend 
trillions to bail out Wall Street and give tax breaks to the wealthy, can we seize this moment, 
finally tackle these enormous issues and take care of America and its Main Streets for a change? 

There is urgent work to be done and Americans urgently need work. 

This is about jobs and economic recovery, but it is also an historic opportunity to ensure the 
quality of daily life, to save lives, to fight for our country and the American Dream. 

Emerging nations such as India and China are investing four-times the share of their GDPs as we 
are in the backbones of their nations. It is no overstatement to say that the greatness of America 
is being tested here today and in the weeks ahead. 

This is a no-brainer. We can help rescue our economy, rescue working America, and leave 
behind real assets that will benefit our entire nation for years to come. 

As a first step, we urge Congress to enact stimulus with significant investment in building 
America in the area of $100 billion, or a third of a $300 billion total effort. It is a first step 
because the actual needs of the basics of our country, according to the American Society of Civil 
Engineers, are now 1 6 times that, or $ 1 .6 trillion, due to years of misplaced priorities and 
neglect. 

With the leadership this committee is demonstrating, we can turn lemons into lemonade and 
from this wrenching economic crisis create jobs and a lasting legacy that benefits every 
American every day. 

Mr. Chairman and members of this committee, thank you for the opportunity to offer this 
testimony. We are eager to continue to work with you in the future to build America, so America 
works again. 


### 
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John D. Porcari 
Secretary 

Maryland Department of Transportation 
On Behalf of 

The American Association of State Highway and 
Transportation Officials 

Regarding 
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Committee on Transportation and Infrastructure 
United States House of Representatives 


October 29, 2008 
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Mr. Chairman and Members of the Committee, my name is John Porcari. I am Secretary 
of the Maryland Department of Transportation. I am here today to testify on behalf of the 
American Association of State Highway and Transportation Officials (AASHTO) which 
represents the departments of transportation in the fifty states and the District of 
Columbia and Puerto Rico. We want to thank the leadership of the House of 
Representatives for aggressively moving forward with a package to achieve economic 
recovery. And we especially want to thank you for convening this hearing to discuss how 
investment in our nation’s infrastructure can have an immediate and long-lasting effect 
on our economy. 

Today, I would like to cover three points - 


1 . 

2 . 

3. 


An immediate and long-lasting economic gain can be realized from investing 
in our transportation capital assets across all modes (highway, transit, rail, 
aviation, and ports and waterways); 

The unprecedented fiscal crises already facing at least half of the States is 
taVing a toll OH OUT sbliity to prsscrvs, mMintMin wnd cpcrstc our 
trauSpoxtHtiGii systcinsi 


States have highway and transit projects that are planned and ready to start, 
and the construction industry has machinery and people ready to go to work. 
Congress can help to accelerate the process of getting projects moving with 
special attention to a few program administration details. 


It’s important to remember that capital investments are fundamentally different from 
other kinds of government operations spending. Transportation dollars are converted to 
physical assets that will last 50 to 100 years or more and provide future generations with 
a modernized system to enable us to remain competitive in the global economy. At the 
same time, such investments also create and maintain well-paying “made-in- America” 
jobs. By getting projects underway this winter and spring, new funding will support 
much-needed employment and puts idle equipment back in operation. 


We suggest that you consider an economic recovery package that provides funding for 
two types of transportation infrastructure projects - 


• First, the more routine, quick turnaround project types such as bridge re- 
decking or pavement resurfacing for which bids could be awarded within 120 
days. With funding, many of us can swiftly move forward on these projects. 
While slightly more than half of the states could initiate construction in late 
winter or early spring, the remaining states enjoy a year-round - or close to 
year-round - construction season and could have work underway over the 
next few months. 

• Second, we need funding for the more complex, larger projects that are ready 
to go but may need additional time - up to 6 months - to award bids and then 
begin construction. 
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In Maryland, we have identified nearly three dozen projects costing approximately $150 
million that we could obligate within 120 days should additional federal funds become 
available. About 80 percent of those projects would be in the urbanized areas of the State 
and the remainder in the rural areas. One of the projects on the list would overlay three 
lane-miles of an Interstate route in the urban area at a cost of $2.4 million. This particular 
facility carries 60,000 vehicles per day and the improvement would add 15 years to the 
pavement service life. If this resurfacing is not completed soon, the cost to maintain and 
rehabilitate the road will increase significantly. 

We have another overlay project on the list in a rural area of the State popular with 
tourists, carrying nearly 10,000 vehicles a day. Nearing the end of its useful service life, 
this facility now requires a stractural and functional overlay to meet the traffic demands. 
The estimated cost of this project is $1.8 million. It will improve almost 5 lane-miles and 
add 15 years of service life. The roadway is subjected to harsh winters and damaging 
snow-plow operations, and is exhibiting widespread surface raveling and fatigue 
cracking. If the resurfacing is delayed, the overall project cost will be higher because the 
roadway will continue to deteriorate. Additional preventive pavement activities will also 
be necessary to maintain the road in a safe condition. 

My second point is that today’s moribund economy coupled with last month’s 
unprecedented Highway Trust Fund cash flow crisis has resulted in an ever-increasing 
number of postponed or cancelled projects Just nine months ago, state departments of 
transportation identified more than 3,000 projects totaling over $18 billion for which 
contracts could be awarded within 90 days. The U.S. Department of Transportation has 
estimated that each billion of highway investment supports more than 33 thousand good 
paying American jobs. Today, that number and dollar value is considerably greater. Due 
to state budget crises, almost half of the States have been forced to shelve planned and 
ready-to-go transportation projects, reduce services to the public and eliminate state 
agency positions along with other cost-cutting measures. The budget gaps may widen as 
we continue to see a shrinking revenue pool from payroll, property and sales taxes as well 
as state motor fuel taxes and fees. The requirement most states have for a balanced 
budget means an immediate and severe impact in terms of delayed or cancelled projects. 

Just this fall, we in Maryland deferred $1.1 billion of needed transportation projects in 
our six-year capital program due to the economic downturn on State revenues. We have 
also been hurt by the recent shortfall in the Federal Highway Tmst Fund and the 
economic crisis on Wall Street, which had a chilling effect on the municipal bond market. 

Prior to this fall, bonds had supplemented many states’ abilities to move forward with 
critical projects. Now, however, my state has postponed the issuance of the remainder of 
GARVEE bonds — another $425 million toward meeting our critical needs. We are 
hopeful recent activity in the market will allow us to move forward with a bond sale 
sooner rather than later. We simply do not have the state revenue to proceed. 

While the funding we are discussing here today will not alleviate the issues in the bond 
market, this new infusion will dramatically help states to address immediate needs in 


3 



356 


their infrastructure program. AASHTO supports emergency funding as well as the 
following program adjustments to accelerate transportation investments. 

Congress can make the situation for all states significantly better. By acting to provide 
funding for recovery investments, Washington will be sending a signal that could help 
strengthen the markets for states that are looking to sell bonds. In addition, the provision 
of emergency funding and the adjustment of a few program requirements will help 
accelerate immediate transportation infrastructure investments. 


• First, we recommend temporarily suspending the matching requirement on 
federal funds. An exemption from the 20 percent non-federal match would 
relieve States from having to go immediately to their legislatures for 
additional funds to match the federal contribution. 


Second, we urge Congress to apportion the emergency funds to states based 


rtr* tViAsf r^lotltrpi rsf t*£«i*^rv iKo fr\ 

distributing obligfition authority. A **catcgory-neutrar* apportioruacnt would 
exoedite states' use nf these fiinns 


• Finally, we appeal to Congress to eliminate the $8.5 billion rescission of 
contract authority required in SAFETEA-LU to be applied at the end of this 
fiscal year. The looming rescission has caused most states to plan and 
program for significant additional program constriction, exacerbating the 
delays in further project plaiming and future project lettings. While this may 
have been a reasonable recalibration strategy when it was enacted over three 
years ago, the economic downturn, rapid inflation and terrible state of both 
federal and state transportation revenues make this upcoming rescission ill- 
timed and damaging to our nation’s transportation system. 


Beyond highway projects, our state and others have additional critical infi:astructure 
needs in transit, rail, maritime and aviation infrastructure. 


We hope Congress will agree to provide sufficient resources for the Army Corps of 
Engineers to maintain the proper depth and width of shipping channels that are essential 
for the safe and efficient operation of ships serving our Ports. With the growth in size 
and number of ships serving US ports, it is vital to keep our waterways maintained at 
their authorized depth on a year-round basis. The cost of inaction is great: this past 
summer, we dealt with that unfortunate reality in Maryland when insufficient dredging 
activities led to reduced operations and a shoaling incident with economic consequences 
but thankfully, no environmental damage. We may not always be so lucky and therefore 
urge full funding for the Corps Operations and Maintenance account. 

On the public transit side, system preservation is a pressing issue in the current economic 
climate — we must “fix it first” to serve our current riders as well as new customers who 
are using transit in ever-growing numbers as a result of higher gas prices, economic 
strains on families, and a desire for transportation alternatives. 
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Additional transit funds can be used to acx^lerate projects that are fundamental to the safe 
and efficient operation of our transit system in Maryland and other states. With 
supplemental fonding, we in Maryland can improve asset management, upgrade 
emergency and safety equipment, refurbish vehicles and stations, expand parking 
facilities and improve switches. 

And lastly, passenger rail projects should also be eligible for funding. The Federal 
Railroad Administration made awards this fall under the Intercity Passenger Rail grant 
program but left a significant number of good projects on the table due to lack of funding. 
Recent enactment of the rail safety bill that included authorization for intercity passenger 
and other rail programs points to the great support for these infrastructure needs 
nationwide and should be reflected in a comprehensive transportation funding measure. 

Mr. Chairman and Members of the Committee, I thank you for inviting me to testify and 
for your recognition of the role that near-term transportation infrastructure investments 
can play in accelerating our Nation’s economic recovery. My State and AASHTO stand 
ready to assist you and the other leaders in Congress as you deal with this most critical 
issue. I will be happy to answer any questions you may have. 
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Chairman Oberstar, Ranking Member Mica and distinguished members of the 
Committee, I want to thank you for the opportunity to testify. I am speaking today on behalf of 
both the Metropolitan Atlanta Rapid Transit Authority in Atlanta, Georgia (MARTA) and the 
American Public Transportation Association (APTA). I am MARTA’s General Manager and 
Chief Executive Officer, and I also proudly serve as the 2008-2009 chair of APTA. 

As Congress examines strategies to address the current economic crisis, I want to applaud 
this Committee for holding today’s hearing. We simply must get our economy back on track, 
and the most important way to do that is to create new jobs, and give our citizens the tools they 
need to find jobs and keep working. 

Throughout the state of Georgia and across the nation, transit providers are stretching 
every available dollar to meet rapidly increasing demand. Numerous projects on the drawing 
boards throughout my state are unfunded, simply because of a lack of available funds at the state 
and local levels for transit investment, The opportunity for the federal government to invest in 
job creation and environmental sustainability through transit infrastructure has never been 
greater. APTA has recently completed a national survey of transit systems, and we have 
identified more than $8 billion in “ready-to-go” projects that could begin within 90 days of 
federal funding being made available. These projects will create new economic activity and put 
thousands of people to work building much needed infrastructure. 

Moreover, transit is truly a lifeline for many who use it as their transportation to and from 
work, and for many others, it is an affordable and sustainable transportation choice that allows 
them to use more of their hard-earned wages for other pursuits. On average, a transit user saves 
more than $9,499 per year by taking public transportation instead of driving, based on recent gas 
prices. 


In the Atlanta region, MARTA carries more than 450,000 passengers per day on our 
heavy rail, bus, and paratransit services. Since the spring, we have seen our ridership consistently 
increase each month over the same month last year. MARTA provided service for over 14 
million cxistomers in September 2008 — a 13.3 percent increase in total ridership over September 
2007. Other regional providers, like the Georgia Regional Transportation Authority’s Express 
buses, Cobb Community Transit, and Gwinnett County Transit, take many more thousands of 
cars off Atlanta’s congested highways every day. 

To cite just a few examples of how transit agencies across Georgia could make immediate 
use of federal investment: 

• The Columbus transit system, METRA could immediately utilize $900,000 in stimulus 
funding to acquire three (3) replacement clean fuel buses; and Hinesville/Liberty County, 
home of Fort Stewart, has a critical need for $200,000 to purchase small passenger buses 
under an option to an existing contract. 

• Cobb County Transit and the Gwinnett County transit system-each located in suburban 
Atlanta— have combined near-term capital needs in the estimated amount of $22 million to 
construct a new park-and-ride lot and transit center, to acquire new buses and paratransit 
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vans, to complete the mid-life overhaul of 28 CNG buses, as well as implement smart-bus 
technology and security enhancements. 

• The Clayton County Transit System has an immediate need for $7.4 million for vital 
capital projects, including the acquisition of 12 clean fuel buses to relieve overcrowding and 
replace aging vehicles ready for retirement. 

• The Georgia Regional Transportation Authority has immediate unfunded needs of $21 
million to purchase 42 additional express coaches to meet ridership demands for downtown 
Atlanta routes, and an additional $15 million to construct three park-and-ride lots in 
Gwinnett, Henry, and Rockdale counties to meet rising demand for express bus service. 

• And finally, my own system, MARTA, could readily utilize $15.5 million in capital funding 
for vitally needed facility improvement projects. This includes $12.4 million for the 
Stonecrest park-and-ride facility in DeKalb County that will provide much-needed capacity 
to meet the increased demand for express bus service in the congested 1-20 East Corridor; 
and $2.5 million for the acquisition and installation of new bus mechanical lift equipment at 
our Brownsmill heavy maintenance facility. 

Ths projects in Atisnts srs Just tb.e tip ot' tits icsbsr§. I iticntiorieci wculier, /\PXA. licis 
recently completed a new survey of its member transit systems, and we have identified more than 
$8 billion in “ready-to-go” projects from 170 transit systems that could begin within 90 days of 
federal funding being made available. 

• The Chicago Transit Authority’s (CTA) ridership has been growing rapidly, increasing by 
over 21 million rides - an increase of 6 percent - from January through September of 2008, 
over the same period of the previous year. However, ridership would be even higher if 
aging and unreliable 1991 buses (which are much older than the 12-year FTA guideline for 
buses) were replaced, and if rail slow zones were reduced. The CTA's “ready-to-go” 
projects include the purchase of 200 diesel-electric hybrid buses from New Flyer, Inc. in St. 
Cloud, MN ($166 million) to replace the fleet's oldest buses; and track renewal projects for 
the Blue Line Dearborn Subway track ($87 million) and for the South Loop elevated tracks 
($31 million) that are home to the Orange, Brown, Green and Purple Lines. If federal 
funding were made available, the oldest buses in the CTA fleet could be retired, and 
deteriorating ties, track and fasteners could be replaced on select subways and elevated 
lines, thereby eliminating the main cause of slow zones on the system. Both the bus 
purchases and the track renewal are ready to proceed should federal funding be available. 

• In Eugene, Oregon, Lane Transit District’s (LTD) ridership increased 1 7 percent in FY 2008 
(33 percent in June alone), but the transit system is facing a significant funding shortfall as a 
result of declining local payroll taxes which support LTD. Despite a recent scheduled fare 
increase, LTD’s contingency funding will be exhausted by the end FY 2009, and the transit 
system is anticipating the need to cut 15% or more of its services. In addition to federal 
assistance to maintain its services, LTD could use federal funds immediately to purchase 20 
replacement hybrid-electric buses ($10 million) and remodel a bus maintenance facility 
($4.5 million). 


3 



361 


• Knoxville Area Transit (KAT) in Tennessee has experienced tremendous ridership growth 
and has a great need to replace a portion of its regular bus fleet. An infusion of $6.8 million 
would enable KAT to immediately acquire 20 clean fuel transit buses to replace older buses 
that have exceeded the FTA useful life standard. These buses would be acquired via a 
“piggyback” option to another bus procurement contract. KAT has seen its ridership 
increase by 15% this year alone, and by 23% between September 2007 and September 2008. 
These new buses would enable KAT to address this heightened passenger demand in a 
reliable and effective manner. 

• In the San Francisco/Oakland Bay region, the Bay Area Rapid Transit District (BART) is 
experiencing monumental ridership growth. BART carries more than 104 million 
passengers a year and just last month, BART passed the 400,000 daily ridership mark for 
the first time. These numbers do not look like they are going to decrease anytime soon. 
BART would target stimulus funding to respond to ridership demands by constructing a set 
of crossovers near the Pleasant Hill BART station. Crossovers would provide a much 
needed tumaroimd point to run more frequent trains to and from San Francisco from 
Pleasant Hill during peak commute hours. This $15 million project will reduce delays for 
passengers during peak hours, lay the foundation for expanded service and create local jobs. 
Additionally, BART faces the duel challenge of maintaining its aging system while 
addressing increased ridership and expanding service. The top priority for BART in this 
regard is shoring up its core systems, which would include replacing electrical equipment, 
emergency generators and rail switchers to ensure that service continues through this surge 
in ridership. These core systems projects are estimated to cost $25.3 million. 

• The California Capitol Intercity Rail Corridor could readily utilize $6 million in stimulus 
funding to support the construction of the San Jose Station Terminal Improvement Project. 
The South Terminal/San Jose Project is located at the Diridon Station in San Jose and 
includes construction of 2 new platforms at the Diridon Station (with stairs and ADA ramps 
to access the existing pedestrian underpass) and construction of new tracks and 
crossovers/tumouts. Construction is scheduled to commence in January 2009. Economic 
Stimulus assistance could be used to match $46 million in identified state, federal and local 
dollars and would be obligated into the project construction contract within sixty (60) days 
after award/allocation of funds. This project will greatly benefit this well-traveled corridor 
by expanding capacity along the rail route, thereby improving fluidity of station operations, 
enhancing reliability and supporting additional train service. 


Not only do transit systems need assistance for capital projects, transit providers also 
need help to maintain their current services. Transit systems across the United States are being 
forced to choose between raising passenger fares or cutting service to make up for shortfalls in 
local funding and the increased cost of diesel fuel this past summer. The burden is so great that 
35 percent of public transportation providers who responded to another recent APTA survey 
have been forced to cut or plan to cut the level of passenger service they provide in spite of the 
growing demand. Transit needs to be part of the solution to - not the victim of - the current 
economic crisis. This could not happen at a worse time. Public transportation ridership has 
grown dramatically this year, and we need to continue that growth. 
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We applaud the efforts of Chairman Oberstar and Ranking Member Mica to prevent fare 
increases and service reductions through the “Saving Energy Through Public Transportation Act 
of 2008” (H.R. 6052). Elements of this important bill were included in the recent stimulus 
package passed by the House, and it is essential that this support for agencies facing increased 
fuel costs and reduced local funding be retained in any future stimulus or economic recovery 
legislation. 

In addition to shrinking local sources of funding for public transportation, 31 of the 
nation’s largest transit systems, including MARTA, could be financially crippled in the coming 
months as a result of the collapse of the nationwide credit markets and the ratings downgrade of 
AIG and other insurers. From the early 1990s to 2003, the Federal Transit Administration urged 
transit systems to enter into innovative financing deals known as Sale-in/Lease Out and Lease- 
In/Lease Out (SILO/LILO) transactions. These transactions helped transit systems finance large, 
capital intensive projects by selling their assets to investors and leasing them back. The transit 
agencies received up-front one time payments in consideration for future tax benefits for the 
investors, until these transactions were prohibited in 2003. To secure these transactions, sale 
proceeds in the form of Treasury securities were placed into an account that AIG ana a small 
uiiniber of otlier iiisurers guaranteed. Under the terms of the contracts, transit agencies are 
responsible for replacing the guarantors of the secured assets if they fail to maintain a certain 
bond rating- often “AAA” status. Unfortunately, because AIG and the other insurers have lost 
their “AAA” rating, and there are no available financial institutions to replace them, the equity 
investors are able to find the transactions in default. Under this scenario, through no fault of their 
own, transit agencies could be forced to pay hundreds of millions of dollars in fees to make the 
investors whole. The banks have the opportunity to gain 100 percent of the tax benefits that 
have been disallowed, which would in turn devastate transit agencies, which will be required to 
pay more than $2 billion to the banks immediately. 

The U.S. Treasury has the power under the recently enacted Emergency Economic 
Stabilization Act of 2008 (P.L. 110-343) to take over the role of AIG and other insurers in 
SILI/LILO transactions. This would prevent any predatory action by banks against transit 
systems, and because the Treasury would be backing its own securities, there is no financial risk 
on the part of the federal government. APTA has urged the U.S. Treasury to take this action 
immediately. We urge Congress, and Members of this Committee, to contact the U.S. Treasury 
and request that they intervene on our behalf. Failing this, we hope to work with Congress to 
enact a legislative remedy in economic stimulus legislation or another legislative vehicle. 

In spite of these many challenges, as a veteran of more than 30 years in the public 
transportation industry - with stops in Houston, Washington, DC, New York, New Jersey, 
Dallas, Rhode Island, Sacramento, and now Atlanta - 1 can honestly say that what we are seeing 
today is truly a transit renaissance. 

More riders than any time in the last 50 years. 

Last year, 10.3 billion trips were taken on U.S. public transportation - the highest number 
of trips taken in fifty years. Public transportation use is up 32 percent since 1995, a figure that is 
more than double the growth rate of the population (13 percent) and up substantially over the 
growth rate for the vehicle miles traveled (VMT) on our nation’s highways (24 percent) for that 
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same period. In fact, in recent months growth in transit ridership has accelerated while use of 
our highways has fallen. Transit ridership grew by more than 5.2 percent in the second quarter 
of 2008, while the Federal Highway Administration (FHWA) has reported that the vehicle miles 
traveled on our nation’s roads declined by 3.3 percent. 

A national focus on preserving our environment for future generations. 

Consider a typical two-adult, two-car household where both adults commute separately 
by car. If just one person in the household switches a 20-mile total round-trip commute to 
existing public transportation, his or her aimual carbon dioxide (CO 2 ) emissions will fall by 
4,800 pounds per year, equal to a 10 percent reduction in all greenhouse gases produced by 
members of the household. If the entire household chooses to eliminate one of its cars and take 
public transportation, walk or ride a bicycle instead of driving for most of its trips, a savings of 
up to 30 percent in carbon dioxide emissions can be realized. This is more CO 2 savings than if 
that household went without electricity. 

A recognition that we cannot build our way out of traffic congestion any more than we can 
rely on just gasoline for our future energy needs. 

By reducing travel and congestion on roadways and supporting more efficient land use 
patterns, transit saves the U.S. 4.2 billion gallons of gasoline each year, the equivalent of more 
than 11 million gallons per day. That amount of savings is equivalent to oil refined from 102 
supertankers, or more than three times the amount of oil we import from Kuwait each year. 

If there were ever a time for us as a nation to move forward together and boldly, this is 
that time. There is a profound convergence of forces and events at work on every level - 
economic, demographic, environmental, global - that has placed us at a defining moment for our 
nation. 


After only one year as the General Manager at MARTA in Atlanta, I have already seen 
this shared vision for increased investment in transit and transportation manifest itself through an 
unprecedented effort by regional and state leaders to develop a multi-modal transit plan for the 
Atlanta region for the next 50 years. What we have accomplished together in the last year would 
not have been possible five or ten years ago, and it has much to do with the public’s desire for 
more transportation alternatives. 

As you can see, this shift is dramatic, and it is occurring all over the country. And it is 
occurring at a time when we could all use a little help to get through this economic downturn. 

We need help that demonstrably moves the needle - for our economy, global competitiveness, 
our environment, public health, national security, personal independence and household 
affordability - resulting in real outcomes addressing real needs for real people - across our 
country. I urge the Congress to move forward with an economic stimulus package that 
recognizes the value of investing in our nation’s public transportation infrastructure. 

An investment in public transit is - the single “best bet” that we can place as a nation. 
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NEIL ABERCROMBIE 

1ST District, Hawaii 



The Honorable James L. Oberstar 
Chairman, House Committee on 
Transportation and Infrastructure 
2165 Rayburn HOB 
Washington, D.C. 20515 

Dear Chairman Oberstar, 


I would like to bring to the attention of the committee the draft testimony of Mr. 
Anasstassis P. Margaronis, President of Santa Maria Shipowning and Trading, Inc. 
Please consider him as a witness for your hearing on Wednesday, October, 29, 2008 at 
9:30am. I have attached for your consideration his proposal. How the U.S. Marine 
Highway Can Create New Jobs and Economic Development in the United States. He has 
previously testified before the Committee in February of 2007 regarding the development 
of short sea shipping in the United States. 

I believe that Mr. Margaronis’ experience in the shipping industry will prove very 
valuable when dealing with the infrastructure issues that plague our transportation 
systems. His proposal to take some of that stress off our nation’s highways, and instead 
use our waterways, not only makes sense from an environmental standpoint, but would 
also allow for new construction of Jones Act vessels. He contends that this new 
construction would generate ship building as well as seafaring jobs. 

I would very much appreciate it if you would allow Mr. Margaronis to testify before your 
committee. I believe that this would allow Members of the Transportation Committee to 
get a better understanding of an economic stimulus opportunity that could benefit not just 
the shipping industry, but industrial sectors and the environment as well. 

Thank you very much for your consideration. 


Sincerely, 

VNeil Abercrombie 
Member of Congress 
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TESTIMONY BEFORE THE HOUSE TRANSFORATION AND INFRSTRUCTURE 
COMMITTEE BY ANASSTASSIS P. MARGARONIS, PRESIDENT OF SANTA MARIA 
SHIPOWING AND TRADING ON WEDNESDAY, OCTOBER 29™, 2008: 

“HOW THE MARINE HIGHWAY CAN HELP REBUILD THE U.S.ECONOMY" 

ECONOMIC IMPACT OF THE MARINE HIGHWAY 

For many years, the United States has faced a lack of investment in transportation, clean air, 
manufacturing, fuel-efficiency and family wage jobs that today can be addressed by investments 
such as the marine highway initiative. The marine highway can take thousands of trucks off U.S. 
roads and on to more fuel efficient American-built ships. These ships can be financed by the U.S. 
Maritime Administration's Title XI loan guarantee program that requires 5 cents of taxpayer 
money to guarantee every $1 dollar loan made to finance new ships. These marine highway 
guarantees will encourage banks to make more loans for U.S. jobs and economic development. 

Within the next two years, the United States can generate thousands of new high-paying jobs at 
new and existing shipyards in the Great Lakes, Atlantic, Pacific, Gulf and Mississippi river regions 
as well as cargo-handling jobs at U.S. ports and new jobs for American mariners. Ships require 
only 25% of the fuel used by trucks to carry the same cargo, so major savings in fuel costs and 
carbon emissions can be realized. Finally, marine highway ships reduce costs to taxpayers of 
highway maintenance and repair when they shift truckloads on to ships. 

TAKING 40,000 LONG-HAUL TRUCKS OFF U.S. HIGHWAYS SAVES TAXPAYERS MONEY 
It is possible to shift the average 20,000 truckloads per day that transit the East Coast 1-95 
corridor and the 20,000 trucks on the West Coast's 1-5 corridor on to new fuel-efficient ships. As 
a result, truckers can focus on shorter pick-ups and deliveries from ports rather than getting 
stuck in traffic on long-haui trips that are increasingly uneconomical due to high fuel prices. This 
also improves driver utilization for trucking companies. 

The estimated cost of building 66 ships to carry the 40,000 truckloads is $3.3 billion. This is 
based on Santa Maria's estimate of $50 million for a ship carrying 300 fifty three foot 
containers. The loan loss reserve for the Title XI program would require an allocation of $165 
million to guarantee $3.3 billion in shipbuilding. 

The cost to U.S. taxpayers of one road widening: the 710 freeway serving the ports of Los 
Angeles/Long Beach is $5.5 billion - primarily due to harbor trucking. An estimated 15% of that 
harbor trucking could be shifted on to 8 ships for deliveries to nearby San Diego for loan 
guarantees costing taxpayers $10 million. This would finance 8 small coastal ships at a 
construction cost of $208 miliion. 

SAVINGS TO THE HAWAII ECONOMY 

Another example is the state of Hawaii, where new, U.S.-built ships transporting containers from 
Southern California to Honolulu can cut existing ocean freight rates for Hawaii shippers and 
consumers by 10%-20% due to better fuel efficiency. 

INCREASED INVESTMENTS AT PORTS AND SHIPYARDS 

The increased shipping should not create additional congestion at ports if loan guarantees for 
improved cargo handling and improved rail access are factored. There will also be a need for new 
shipyards and improvements to existing ones. So adding $85 million will create additional 
guarantees for these improvements that will total $1.7 billion. In other words, marine highway 
guarantee of $5 billion will require $250 million in Title XI funding. 
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CHANGES IN THE TITLE XI PROGRAM 

The $250 million authorization for Title XI needs to include: charging applicants a processing fee 
to ensure against shipyard defaults. The approval process needs to be opened to new ship 
owners by taking into account positive cash-flow from long-term shipper contracts rather than 
debt to equity ratios that favor existing carriers. Shipper contracts should eliminate the need for 
outside market surveys currently required for Title XI approvals. Port handling guarantees need 
to be added. Finally, the application process needs to be streamlined so as to ensure 3 month 
approvals or rejections rather than the current system that can take years. To facilitate the credit 
worthiness issue, shipowner candidates should be recruited from existing trucking companies and 
shippers, such as Wal-Mart, who can demonstrate the marketability of new ships as well as 
benefit from cost savings and less vehicle emissions. 

CUTTING FUEL COSTS AND CARBON EMISSIONS 

This is made possible by modern ships that utilize only 25% of the fuel required for a similar size 
truckload and can be powered by the same ultra-low sulfur diesel fuel used by new clean truck 
engines. So, transport costs and fuel consumption can be cut and carbon and sulfur emission 
dramatically reduced. 

EMPLOYMENT IMPACT 

Best of all, coastal ships must be built in the United States by law - the Jones Act - so that 
shipbuilders and other suppliers in the Great Lakes, the Gulf Coast, as well as those serving the 
Pacific and Atlantic regions will all benefit. 

Santa Maria has projected that building two U.S. coastal ships capable of carrying 300 fifty-three 
foot containers will directly employ 250 workers. Projections are that shipbuilding creates 300% 
additional jobs, based on City of Philadelphia research on the Aker Philadelphia shipyard. The 
multiplier effect of service jobs is about 40%. This suggests that 250 direct jobs can create as 
many as 750 support jobs for workers in steel, paint, machinery, electronics, joinery and marine 
propulsion. A consultant's projection is that 12 new or existing shipyards will be needed to build 
the 66 ships over a 5 year period and require around 4,000 new shipyard workers. This, 
multiplied by 300% = 12,000 indirect jobs. Thus, building 66 ships should create 16,000 direct 
and indirect jobs. The 66 ships, in turn, will require two crews of 12 mariners each or 66 x 24 = 
1,584 new mariners. In addition several thousand new port-related jobs will be needed to handle 
and move new container cargo. All of these jobs pay over $20/hour and include healthcare and 
other benefits that bring total compensation to around $30/an hour. This is higher for longshore 
and harbor workers. 

HOW WORLD WAR II SHIPBUILDING HELPED PULL THE U.S. OUT OF THE DEPRESSION 
Shipbuilding helped pull the United States out of the Great Depression when orders for the 
Liberty ships and other wartime vessels created new jobs and manufacturing after the Japanese 
attack on Pearl Harbor in 1941.The shipbuilding effort employed over 600,000 Americans in 
stable, high-paying jobs financed by the U.S. Maritime Commission, now the U.S. Maritime 
Administration. Under the leadership of Admirals Land and Vickery and the support of 
industrialists such as Henry Kaiser, the United States built 5,000 vessels including 2,700 Liberty 
ships. On the West Coast, Kaiser built mass production shipyards within months and was at one 
point building ships within thirty days. The Liberty ships that Americans produced created a 
maritime conveyor belt that supported military operations in European and Asian theaters. The 
shipbuilding mobilization hired women and minorities into the industrial workforce for the first 
time to work as welders, fitters, plumbers and crane operators. Many new entrants had no 
previous shipbuilding experience and had to be trained from scratch. Shipyard incomes made 
during the war helped finance the post-World War II prosperity of the 1950s and 1960s, because 
higher wages stimulated increased growth and consumption. 
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The federally financed American shipbuilding Innovations in welding, modular construction and 
mass-produrtion were copied by Japan after World War II to modernize its economy, followed by 
Korea and today by China, 

CONCLUSION 

The $250 million taxpayer investment in the marine highway will generates $5 billion in loan 
guarantees that can build 66 new American-built ships and create thousands of new high-paying 
jobs as well as support for 

*Banks making loans for U.S. jobs and economic development 

*New cargo-handling and trucking jobs at ports 

*New sea-going jobs for mariners 

*New community college training for shipyard workers 

*Fuel savings for American shippers 

*Less foreign oil imports 

*Less carbon emission so as to fight global warming 

*Less taxpayer spending on highway maintenance where ships can replace trucks 

The carbon emission reduction is made possible by replacing fuel inefficient trucks with fuel 
efficient ships. Incidentally, new solar and wind technologies means that ships and cargo- 
handling equipment can be powered by renewable energy at ports creating the potential for zero 
carbon emission freight corridors within the next few years. 

The investment in the marine highway represents an important step in rebuiiding the United 
States economy and re-engineering it toward global competitiveness. 
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The Honorable Charles B. Rangel 
Cbaimian 

Committee on Ways and Means 
1102 Longworth House Office Building 
Washington, DC 20515-6348 

Tlie Honorable Jim McCiery 
Ranking Member 
Committee on Ways and Means 
i 139E Cannon House Office Building 
Washington, DC 20515-6348 

Dear Chairman Rangel and Ranking Member McCrery: 

As part of the Committee on Transportation and Infrastructure's efforts to 
improve the efficiency and coordination of our Nation’s transportation modes, we are 
committed to expanding the opportunities for and eliminating roadblocks to tiie 
expansion of short sea shipping initiatives. America’s coastal and inland watcr^^'ays 
represent an underutilized aitemative to tlie more common domestic cargo routes that 
utilize trtick and rail. However, waterborne transportation faces several obstacles that 
have prevented the wider use of short sea shipping opportunities. One of these obstacles 
is the imposition of the Harbor Maintenance Tax (IIMT) on the domestic movement of 
goods by vessel. 

As you are well aware, congestion on highways in the United States is increasing. 
This leads to delays, increased fuel consumption, increased costs and lost time and 
efficiency for the U.S. economy. The mai'itime industry is looking at increased uses of 
short sea shipping, also known as marine highways, as a possible way to take tmeks off 
our congested highways and move that cargo in a more fuel efficient way via water 
routes. Marine highways may prove to be an effective w'ay to lessen the growdli in 
congestion without the expense of building more miles of higliways. It is estimated that 
ftiel use for moving a Ion of cargo by inick is 20 miles per gallon, by rail is 435 miles per 
gallon, and by barge is as much as 1,000 miles per gallon. 
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The Honorable Charles B. Rangel 
The Honorable Jim McCrcry 
July 31,2008 
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Under cuitent law, all cargoes, including passengem that are transported to a U.S. 
seaport are subject to the imposition of the HMT, a duty equal to 0.125 percent ofa 
cargo’s declared value or the value of passenger tickets. For many short sea shipping 
operations, this means that the HMT is applied twice before the cai'go reaches its 
destination - once at the initial port of importation and again at the port of destination. 

Several bills have been introduced during the 1 1 O* Congress to exempt the 
transportation of cargo between domestic ports and, in some cases, between U.S. and 
Canadian ports in the Great Lakes and along the St. Lawrence Seaway from the 
imposition of the HMT, These bills have been referred to the Committee on Ways and 
Means, and we urge your Cormnittee to approve legislation to exempt domestic and Great 
I^akes-related cargo from the HMT. Such an exemption will encourage the greater use of 
energy-efficient and environmentally friendly short sea shipping opportunities. 

As a result of the HMT, volumes of domestically transported cargo by vessel are 
fairly low and revenues derived from the imposition of the HMT on such movements are 
miniscule as compared to receipts from international routes. The e.xemption of domestic 
vessel transportation from the HMT will not result in any significant loss of revenues, but 
it will promote alternatives to heavily congested rail and tiuck routes. 

We urge you to bring these bills before the Committee and to move legislation 
exempting domestic vessel transportation from the HMT before the end of the year. We 
look forward to working with you on this and other transportation issues. Thank you for 
your attention to this important matter. 
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The financial collapse of recent weeks made the national bridge problem worse. 
The principal bridge owners; states, counties and cities will now have to scrape 
for every dime just to meet their existing obligations much less replace 
thousands of structurally deficient bridges. 

The federal debt is now over $10 trillion dollars, nearly equaling our gross 
domestic product (GDP). Our Treasury Department and Federal Reserve 
recently added to this obligation by promising to bail out holders of toxic 
collateralized debt obligations related to the subprime mortgage crisis. In 
addition, the nationalization of Fannie Mae, Freddie Mac and AIG; and the $250 
billion capital infusion into the US banking industry foretell questionable future 
funding for transportation ^ 

This paper summarizes our recommendation on how Congress and the next 
Administration can most efficiently resolve our bridge problem without simply 
hurling unnecessary mountains of money at an ill-defined problem. 


Historical Context 

In 1967, the Silver Bridge collapse over the Ohio River resulted in a 
programmatic response from Congress and the Federal Highway Administration 
(FHWA) to institute a biennial bridge inspection program called the National 
Bridge Inspection Standards, or NBIS Inspectors were hired by State 
Departments of Transportation (DOTs), training courses were implemented, and 
the inspection process began in earnest. 
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For over thirty five years, bridge inspectors have used their eyes, flashlights, ball- 
peen hammers, wire brushes, rulers, cameras and clipboards to assess the 
condition of every U.S. bridge over twenty feet long. Bridge inspectors have 
done a reasonably good job, given their level of training and tools. However, the 
NBIS process has resulted in over 70,000 bridges being classified as structurally 
deficient. In addition, many more U.S. bridges are reaching the end of their 
design life, are being crossed daily by overweight vehicles, and have not 
received adequate maintenance in a long time. 

Over the past several years, thought leaders in the transportation industry have 
been questioning the efficacy of visual inspection using the NBIS protocols. In a 
landmark study published in Public Roads Magazine: “ Reliability of Visual 
Bridge Inspection " \ the FHWA concluded that visual inspection is subjective, 
highly variable, and not sufficiently reliable. It’s understandable that a visual 
inspection process can’t provide precision, so let’s not blame the inspectors. 
They’re doing the best they can, given the tools they have. 

However, there are fully commercialized advanced technologies that bring much 
needed precision and objectivity to the inspection and evaluation process. 
Further, advanced computer modeling adds another dimension to bridge 
evaluation that was not available even five years ago - technology to the 
rescue 

Given historically generous transportation funding, the inherent conservatism of 
visual inspection and analytics wasn’t considered a problem. For example, no 
one was particularly concerned about replacing a bridge ten years earlier than 
necessary. However, today’s financial crisis has changed the old paradigms. 

States, counties and cities, the owners of nearly all this nation’s bridges, have 
enormous funding challenges that will not allow wholesale replacement of all 
structurally deficient bridges. And with diminished ability to raise debt capital, the 
financial crisis makes this task that much more difficult. 

We believe bridge owners, despite having to pay only 20% of bridge replacement 
costs {Washington DC pays the other 80%); will still have difficulty in mustering 
the necessary funding. The unfortunate financial demise of Missouri DOT’S 
innovative Safe & Sound Program to rehabilitate or replace 803 bridges is a 
recent example. And we believe this funding condition will last for decades - it is 
not a temporary phenomenon . 

So bridge owners need to obtain the maximum safe life span on every bridge, 
simply to avoid having to fund the capital cost for replacement. 


Lifespan Technologies 


October 2008 


Page 2 of 7 
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Federal Funding Outlook 

This summer, the Highway Trust Fund (HTF) ran out of money This fund, used 
as the primary means to support highway construction projects, was granted an 
$8 billion dollar lifeline by Congress, just to keep ongoing projects moving 
forward. The National Surface Transportation Policy and Revenue Commission 
reported in January 2008 ' that future transportation funding would be 
problematic unless Federal gasoline taxes were dramatically increased as much 
as $0.40 per gallon. U.S. Department of Transportation Secretary Mary Peters 
led a minority report that argued for radical changes in the transportation funding 
process. 

We urge the Committee to consider how difficult it will be to raise gasoline taxes 
at a time of economic distress and roller-coaster crude oil prices, it’s one thing to 
take fewer trips to the grocery store; it’s altogether another matter for truckers to 
pay on top of already high costs for diesel fuel just to keep their rigs running. 

In a 2005 study, the American Association of State Highway Transportation 
Officials (AASHTO) ® called extending service life its #1 Engineering Grand 
Challenge This year the Transportation Research Board (TRB) approved a 
new Joint Committee for Bridge Preservation. Both of these actions show a 
growing consensus to safely extend the operating life of bridges. The 
engineering community sees the issues clearly. 

Shortly after the I-35W bridge collapse. Congressman James L. Oberstar, 
Chairman of the House Transportation & Infrastructure (T&l) Committee, held 
hearings to address the national problem of structurally deficient bridges. His 
initial Bill called for $25 billion dollars in funding to address the U.S. bridge 
problem on the National Highway System (NHS) This Biii was quickly reduced 
to $1 billion dollars because of Congressional and Administration resistance on 
the cost. Despite the resistance, the House overwhelming passed HR 3999 in 
July. Called the National Highway Bridge Reconstruction and Inspection Act , its 
key provisions include better inspector training, a risk adjusted prioritization 
process, and a $5 million dollar demonstration program for the use of advanced 
condition assessment technology. At this writing, the Bill (SB 3338) is being 
considered by the Senate Subcommittee on Transportation and Infrastructure. 

It seems highly likely that the new Administration will cooperate with Congress to 
pass the National Highway Bridge Reconstruction and Inspection Act AND 
provide stimulus funding for more local bridge projects. While the merits of 
Federal bridge funding in the form of a stimulus will be intensely debated, we are 
concerned that Federal funding of this nature will be rushed and dedicated to 
fixing the U.S. structurally deficient bridge problem by blunt force instead of a 
scalpel. The problem can and should be addressed with more engineering 
content, and less economic and political heroics. 


Lifespan Technologies 


October 2008 
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Defining the Challenge 

A proposal to replace all 70,000+ structurally deficient U.S. bridges would be met 
in many quarters with cheers. However, before launching into a program that will 
not only be costly, but may not be necessary, let's revisit the basics: 

• The NBIS visual inspection protocol has conservatively overstated the 
number of structurally deficient bridges that need replacement. 

• Continued reliance on visual inspection and overly conservative analytics 
compound the problem. 

• States and local bridge owners simply cannot afford to replace every 
structurally deficient bridge. 

• The federal budget is so overwhelmed with non-discretionary funding, 
bailouts, and other financial commitments that a big slug of transportation 
funding from Washington DC is unlikely and perhaps unwise. 

• Commercial technology is available, but underutilized, to definitively 
determine which bridges must be replaced and which bridges can be 
rehabilitated instead of replaced. 

The following examples are worth consideration as support for our proposal: 

Example #1 : The City of Phoenix used a novel rehabilitation process instead of 
replacing a bridge over the Salt River Canal. They proved the merit of this 
process by using an advanced condition assessment technology to objectively 
demonstrate that the bridge was strengthened. Fourteen more bridges are in the 
queue to use this same approach, eventually saving the City of Phoenix nearly 
$45 million dollars. 

Example #2 : The Pennsylvania Turnpike Commission employed advanced 
condition assessment technology to ascertain the need for an $875,000 steel 
repair program, recommended as a result of a visual inspection. The technology 
conclusively showed the steel repair program was unnecessary and further 
highlighted the need to repair another problem which was not delineated on the 
visual inspection report. 

Example #3 : The Georgia DOT recently completed a study using advanced 
condition assessment technology. Load testing was conducted on ten (10) 
randomly selected structurally deficient short-span bridges across the state. The 
study showed (using HS-20 loading criteria) that allowable weight increases 
without additional repairs were reasonable for all ten bridges, some more than 
double what traditional analyses showed. 

What remains difficult for those who are responsible for bridge inspection and 
evaluation is enthusiastic adoption of fully commercialized advanced condition 
assessment technology. While conventional wisdom suggests use of this 
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technology will result in added cost, technology practitioners and first hand 
experience suggest that bridge owners (and the federal government as the major 
funding source) can reap substantial returns on investment by employing better 
technology. 


The Proposed Solution 

Instead of authorizing major new Federal spending to fix the ill-defined U.S. 
bridge problem in the context of an economic stimulus, we advocate a four step 
approach; 

• Step#1: When a bridge is classified as structurally deficient, or has a 
sufficiency rating below 50 (eligible for replacement), require owners 
through use of targeted financial incentives to employ technically 
appropriate advanced condition assessment technology to determine the 
actual condition of the bridge. 

• Step #2: Have a third party engineering firm confirm actual bridge 
condition after evaluating the results of advanced condition assessment 
technology and certify the need for replacement instead of maintenance or 
rehabilitation. 

• Step #3; To provide the owner with a sizeable financial incentive to adopt 
advanced condition assessment technology and third party certification, 
the federal share for bridge projects should be increased from 80% to 85% 
of the total cost for those bridges that must be replaced, and from 80% to 
90% of the total cost for bridges that can be rehabilitated. 

• Step #4: For those bridges that must be replaced, a national risk adjusted 
priority system (as called for in HR 3999) should be used to properly apply 
and allocate limited funding to the most pressing needs, instead of a 
political prioritization process. 


An Example 

Assume a bridge is programmed to be replaced for $10 million. Under existing 
funding programs, the local owner contribution will be $2 million and the federal 
contribution will be $8 million. If the bridge must be replaced, assume a 15/85 
split in funding. If the bridge can be rehabilitated, assume a 10/90 split in funding 
to provide owners with a significant incentive. Finally, assume the owner’s cost 
of using advanced condition assessment technology will be $150,000 (typical for 
long-span bridges). There are only three outcomes to consider in this example: 
replacement, rehabilitation, or no action necessary. 
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Outcome #1 - No Action : The bridge is found to be in acceptable condition and 
does not need rehabilitation or replacement. 

Outcome #2 - Rehabilitation : The bridge can be satisfactorily rehabilitated 
instead of replaced. Assume $3 million dollars for this action. 

Outcome #3 - Replacement : The bridge, after a comprehensive assessment, 
must be replaced. 
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Using a statistical expected value analysis, assume Outcome #1 has a 20% 
probability of occurrence; Outcome #2 has a 20% probability and Outcome #3 
has a 60% probability. Therefore, the expected costs for both the owner and 
federal contribution are as follows: 


The Owner’s Expected Cost is $1,110,000; or nearly 50% less than the 
cost of the traditional funding approach. 


The Federal Expected Cost is $5,640,000; or about 30% less than the 
cost of the traditional funding approach. 


This example shows that safely deferring replacement on only four in ten 
structurally deficient bridges has a robust financial impact for both local owners 
and the federal budget by reducing the expected cost of unnecessary actions. 
The inescapable conclusion can be simply stated: 


FIX ONLY WHAT NEEDS FIXING AND SAFELY DEFER THE REST. 
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Summary: 

The inherent variability and subjectivity in the visual condition assessment 
protocol, as stated in the 2000 Public Roads * article and the 2004 Journal of 
Bridge Engineering ” article, make optimized bridge management exceedingly 
difficult and may result in unnecessary rehabilitation or replacement projects. 
Since state/county/city owners and the federal government cannot afford to 
conduct a bridge project before its time, they must adopt a process that rewards 
capturing and utilizing enhanced information, leading to improved financial 
outcomes. 

Industry and owner experience with advanced condition assessment 
technologies continues to demonstrate that a significant percentage of bridges 
are in better condition than visual inspection indicates. However, we believe that 
the inevitable decision to aggressively adopt advanced condition assessment 
technologies will be the result of long-term financial constraints, not technological 
elegance. There is simply too much financial gain to be ignored. In an era of 
significant financial stress and anxiety, our plan offers financial relief. 

If structure owners and the federal government capture and employ more 
precise, objective information BEFORE they start allocating billions of dollars to 
repair or replace structurally deficient bridges, the taxpayers win. 


Respectfully submitted: 

Peter J. Vanderzee 
President and CEO 
LifeSpan Technologies 
Atlanta, Georgia 
Tel: 770-234-9494 
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ASSOCIATION 

Written Testimony of Aerospace Industries Association 

House Transportation and Infrastructure Committee 
“Investing in Infrastructure: The Road to Recovery” 

October 29, 2008 

Members of the Committee Thank you for the opportunity to let Aerospace Industries 

Association (AIA) share with you our vision for the path necessary to foster economic 
growth in the aerospace sector. Representing nearly 300 manufacturing companies with 
more than 642,000 high wage, highly skilled employees, AIA operates as the largest 
aerospace trade association in the United States across three sectors: civil aviation, space 
systems, and national defense. Our member companies export forty-eight percent of their 
total output and they routinely post the nation’s largest manufacturing trade surplus, at a 
level approaching sixty billion dollars in 2007. The aerospace industry continues to look 
to the future, investing heavily in research and development, spending more than fifty 
billion dollars over the last fifteen years. 

We need look no further than today’s headlines to recognize the importance of the 
commercial aerospace industry to the U.S. economy. Once the contract is ratified 
between The Boeing Company and its 27,000 engineers and mechanics, their return to 
work will produce an immediate boost to GDP. Dozens of supplier companies can 
forego planned flex schedules and temporary layoffs as orders for parts resume. 

The U.S. civil aerospace industry needs the same thing every American needs right now: 
the confidence to purchase and produce products, and the incentive to take sensible risk. 
There is no clearer way to start down the path to economic recovery in the civil aerospace 
industry than investing in the rapid development and implementation of the Next 
Generation Air Transportation System (NextGen). Many experts in the field have 
testified for a number of years of the need for the transformation of our national airspace 
system from its current 1960s-based architecture to a 2 U‘ century, satellite-based model. 
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Both economic and environmental benefits are inherent in this new system. At a time 
when congress is actively engaged in promoting economic recovery instruments and 
policies to protect our planet from global wanning, robust investment in a single 
enterprise that will foster both is what we call a “no brainer.” 

When fully implemented, NextGen will reduce airline delays, shorten flight distances, 
reduce fuel consumption, increase system capacity and lessen the impact of aircraft noise. 
This committee is well aware of the task at hand. Automatic Dependent Surveillance - 
Broadcast (ADS-B) stations (about 700 of them) mu.st be installed and tested. Airport 
surface tracking equipment must be modernized to control aircraft and ground vehicles 
more safely and efficiently on the ground. Providing a System Wide Information 
management system, where all users get the same information when and where they need 
it, will enhance decision making for safety, security, and efficiency in the National 
Airspace System. Towers and air traffic terminal and enroute centers must be equipped 
to receive and disseminate new networked information. Data communications between 
the aircraft and the ground is an expensive but absolutely necessary element in 
transferring the system from one of “control” to one of “management.” Equally 
important, the controllers in these facilities must be part of the solution and trained to 
manage versus control traffic in the NextGen environment. To use the new 
infrastructure, aircraft of every size and purpose will need to invest in new onboard 
equipment. In total, when the NextGen infrastructure is in place and all aircraft are 
equipped to use the new system, the U.S. government and civil aerospace industry will 
have invested nearly forty billion dollars into the effort. 

In today’s economic environment, that kind of investment may strike some as expensive, 
but pails in comparison to the recently passed $700 billion Economic Stabilization Act. 

As you know, NextGen is absolutely necessary if commercial aviation is to achieve 
sustainable growth. By even the most modest estimates, the direct and indirect economic 
benefits of commercial aviation accounts for about five percent of U.S. GDP. The civil 
aerospace industry employs more than ten million people. To sustain this vital industry 
and allow it to grow in an environmentally sound way, NextGen air traffic management 
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infrastructure must be built; private aircraft owners must purchase new equipment; and 
airlines must replace older, fuel-guzzling aircraft with new, quieter, fuel-efficient, 
NextGen-ready models. To remove the risk inherent in large expenditures, the industry 
needs the economic confidence that NextGen has the fiscal commitment of the U.S. 
Government. This can be achieved in several ways: 

1 . Economic stimulus package funding increases for the Airport Improvement 
Program should include flexible eligibility for NextGen investments both on and 
off airside property. Funds to build taxiways and runways will create jobs in local 
districts and provide more room for aircraft, but without new NextGen 
approaches, new ground tracking systems, and ADS-B devices, growth at our 
airports will be restricted. Integrating security for passengers and baggage into the 
travel experience must be a priority so that the passenger is not as inconvenienced 
as they are today, while achieving the same security objectives. 

2. One year extension of existing legislation granting accelerated depreciation for 
the purchase of new, environmentally friendly aircraft and the addition of new 
language to provide the same benefit for the purchase of commercial aircraft. 

3. Any initiatives by congress to reduce risk and incentivize initial purchase 
decisions for new aircraft and aircraft equipment will help keep jobs, create new 
employment opportunities and improve fuel efficiency. Improved fuel efficiency 
translates to a smaller environmental footprint through reduced C02 emissions. 

All future growth in the civil aviation sector must be environmentally sustainable. 
Purchasers of environmentally friendly aircraft and NextGen avionics equipment could 
receive environmental tax credits — much like the tax credits given by some states to 
motorists who purchase hybrid automobiles. The State of Alaska has instituted a low- 
interest loan program for the purchase of certain NextGen-related aircraft avionics 
purchases. Similar initiatives at the federal level could incentivize a faster transition to 
NextGen. 

AlA and its members do not support handouts or bailouts. The only economic stimulus 
civil aviation needs in today’s economic crisis is growth made possible by the 
efficiencies of NextGen, and confidence in the industry that the commitment to 
implement NextGen is real and on a predictable schedule. 
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Chairman Oberstar and Ranking Member Mica, on behalf of Airports Council 
International-North America (ACI-NA) and our airport members and associate member 
companies, I want to thank you for the opportunity to submit this statement for the 
record. The mission of ACI-NA is to advocate policies and provide services that 
strengthen the ability of airports to serve their passengers, customers and communities. 
ACI-NA is the largest airport-based association, representing local, regional and state 
governing bodies that own and operate commercial airports in the United States and 
Canada. ACI-NA’s 366 member airports enplane more that 95 percent of the domestic 
and virtually all of the international airline passenger and cargo traffic in North America. 
Nearly 400 aviation-related businesses are also members of ACI-NA. 

Upgrading and maintaining our nation’s infrastructure is critical to the economy of the 
United States. For every $1 billion invested in transportation infrastructure, roughly 
42,000 jobs are created. Airports play a vital role in providing efficient movement of 
passengers and cargo both domestically and internationally. According to the GAO, 
federal Airport Improvement Program (AIP) grants provided $3.6 billion annually for 
airport infiastructure projects between 2001 and 2005. While these funds help airports 
make critical improvements enhancing airport safety, capacity, security and 
environmental protection, there remains a need to have access to additional sources of 
funding in order to continue these vital improvements. 

ACI-NA applauds the committee for its work over the past two years to enact a long-term 
reauthorization of the Federal Aviation Administration (FAA) and its programs. ACI-NA 
particularly appreciates the committee’s decision to include a provision increasing the 
cap on the Passenger Facility Charge (PFC) user fee to $7.00. This cap has not been 
adjusted since the year 2000. During that time, consumer inflation has increased 27%. 
However, over that same period, construction inflation has increased a staggering 43% as 
measured by the RS Means Construction Cost Index. Providing an increase in the PFC 
cap will allow airports to keep pace with these skyrocketing costs and complete safety, 
security, capacity and environmental projects which are necessary to continue serving the 
traveling public safely and efficiently. During the first six months following approval of 
the PFC increase in 2000, eight airports received approvals for projects allowing their 
PFC user fee to be raised to $4.50. ACI-NA believes a similar infusion of airport capital 
would result from increasing the PFC to $7, injecting at least $1.2 billion in additional 
airport funding in the next few months, adding an additional 42,000 jobs to the economy. 

AIP Funding Will Help Spur Economic Growth 

A multi-year reauthorization of the FAA is critical to the efficient administration of AIP. 
The AIP has been operating under several short-term extensions for over a year, spatming 
two fiscal years. This situation has resulted in uncertainty for airport financial managers 
and has caused several projects to be delayed due to the unavailability of funds. Recently, 
the Asheville Regional Airport in Ashville, North Carolina had to postpone a $2.5 million 
airport access project because it was informed by the FAA that not all of its previous year 
carryover funds would be available due to the partial year authorization and appropriation 
of the AIP program. This project was critical to providing access to help secure additional 
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development on the airport. This represents a foregone opportunity to stimulate the 
economy through job creation and other economic activity. 

It is no secret that these are difficult times for the nation’s air transportation system, 
airports being one of the lynchpins of that system. The last year has seen extremely 
volatile fuel prices which have caused airlines to drastically reduce, and in some cases 
eliminate air service at airports across the countiy. Airport operators have been working 
tirelessly with their airline partners to find ways to reduce costs in an effort to maintain 
air service. This has resulted in many capital projects being delayed so that rates and 
charges assessed to airlines can be maintained or even lowered. Smaller airports have 
been particularly hard hit. Even a small reduction in the number of flights servicing then- 
facilities can present a significant financial hardship as there are few (if any) remaining 
users to absorb the costs. 

While delaying capital projects may help in the short-term to stabilize airline costs, each 
deferred project represents foregone construction jobs and economic activity which is 
critical during this time of economic uncertainty. As the Committee considers the 
proposed economic stimulus package, ACI-NA strongly urges you to include funds for 
“ready-to-go” airport projects. FAA has indicated there are at least $600 million of these 
projects, which will create high paying construction jobs that have an immediate 
economic impact. Additionally, projects which are funded through AIP grants do not 
increase the rates and charges assessed to airlines operating at the airport. 

AMT on Airport Bonds is Negatively Impacting Construction 
Just as many industries and individuals have faced challenges with the current crisis in 
the credit market, airports have not been immune to these problems. The credit market 
for private activities bonds, know as PABs, has completely dried up due to the higher 
than normal interest rates applied to these bonds since the interest earned on them is 
subject to the Alternative Minimum Tax. With an increasing number of tax payers 
becoming subject to the AMT, the number of investors willing to directly purchase AMT 
airport bonds has decreased significantly. Further, in the current market environment the 
demand for AMT bonds has dramatically decreased with investors demanding a premium 
of 150 basis points or more, when bonds can be sold. 

Simply put, airports cannot find buyers for construction bonds as long as the interest is 
subject to the AMT. With PABs accounting for two-thirds of all airport bonds, 
construction at many airports across the country has been put on hold. In fact, many 
airports have not found buyers for AMT bonds during the last month, including airports 
with very favorable ratings by the credit agencies. Therefore, the airport industry asks 
that the Committee support eliminating the AMT penalty from airport PAB bonds. 

For example, Portland, Maine announced that uncertainty in the bond markets is delaying 
a passenger terminal expansion for the Portland International Jetport until 2010. In 
addition, Nashville International Airport (BNA) is delaying a consolidated car rental 
facility project due to the instability in the bond market. While these are just two 
examples; this problem is much more widespread. 
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As long as airport bonds are subject to the AMT, the number of buyers for these bonds 
will be limited. The housing industry’s bonds until August of this year were also subject 
to the AMT until the passage of the Housing and Economic Recovery Act of 2008 (H.R. 
3221), which granted these bonds an exemption from the AMT. It is my understanding 
that the housing bond market has already seen a positive impact from this new bond 
classification. In fact, the number of buyers for housing bonds is growing with savings to 
the bond issuer reaching as much as $8 million for 30 year bonds. The airport industry 
requires similar relief from the AMT. 

Furthermore, the projects that these bonds help pay for are for public goods that meet the 
test for public funding through AIP, or for being financed by the PFC user fee. They help 
fund safety and security upgrades that make our transportation and aviation systems more 
efficient. These airport projects also help create not only short term construction jobs, 
but also permanent jobs at the airport. Without relief from the AMT, airports will 
continue to struggle to find willing financiers of job-creating infinstructure and security 
improvements. 

In conclusion, airports can play an important role in creating jobs through construction 
and infrastructure and safety improvements. Airports are part of the larger transportation 
system with connectivity to roads, transit, and public transportation. As the committee 
continues to explore ways to spur economic growth through infrastructure, I ask that you 
help us meet our capital needs by passing an FAA Reauthorization bill with an increase 
in the PFC, provide additional AIP funding, and eliminate the AMT on airport bond 
interest. 

Respectfully submitted. 


Gregory Principato 
President 

Airports Council International- North America 
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Written Testimony Submitted for the Record to 
House Transportation and Infrastructure Committee 
Investing in Infrastructure: The Road to Recovery 
By America Bikes 


To the Honorable Chairman Oberstar and members of the Transportation and 
Infrastructure committee: 

America Bikes, a coalition of eight national bicycling and pedestrian organizations, are 
pleased to submit written testimony on the importance of investing in bicycle and 
pedestrian facilities as part in our nation’s infrastructure to stimulate economic recovery. 
We believe that infrastructure investments that include retrofits to existing streets to 
make them safe for all users, as well as new trails that create comprehensive networks, 
cannot only create new jobs, but can help American families recover from the economic 
downturn and lay the foundation to address some of our nation’s major crises, such as 
climate, energy, and health. 

Bicycle and Pedestrian Projects- A Missed Opportunity 

America Bikes member organizations have identified over 1.2 billion dollars of ready- 
to-go bicycle and pedestrian projects. Bicycle and pedestrian projects create jobs and 
keep workers employed. In fact, most bicycle and pedestrian projects are labor - 
intensive and require less expensive materials than road building projects thus creating 
jobs at roughly the same rate as highways or highway repair. However, if these projects 
are left out, as they are in HR 71 10, we will lose the opportunity to create a balanced 
transportation system that benefits all Americans. We advocate for the upcoming 
recovery bill to include explicit funding for bicycle and pedestrian projects as part of the 
transportation infrastructure investments. 

Giving Americans Money Safe and Cost-Effective Options 

Over the last few years, we have seen families suffering from the high price of gas and 
looking for other options to commute to work, get their children to school, and run their 
errands. As a result, we’ve seen a reduction in vehicle miles traveled and substantial 
increases in the number of people choosing to ride public transit, bike, or walk. 
Unfortunately, the current system often makes other transportation options unsafe or 
impossible. 

An August 2008 study of older Americans by AARP found that due to high gas prices, 29 
percent of respondents are walking, 16 percent were using transit and 15 percent are 
biking instead of driving for some trips. This is despite the fact that 40 percent said they 
did not have access to adequate sidewalks, 55 percent do not have access to bike 
lanes, and 48 percent do not have a comfortable place to wait for the bus. Additionally, 
47 percent said they felt unsafe just walking across the street!’ Those living on a fixed 


American Association of Retired People “AARP Poll: Fighting Gas Prices. Nearty a Third of Americans age 50+ hang up 
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income often have to choose between risking their safety and breaking their bank 
account. 

High gas prices and hard economic times are also causing school districts across the 
country to cancel bus routes causing families to scramble to find transportation for their 
children. Walking and biking to school is not always a safe option. In 2006, 
approximately 23,000 children age 14 and under were injured and 429 were killed while 
walking or bicycling^, and half of all children struck by a car at school were struck by a 
parent driving another child to school^. Investing is sidewalks, intersection 
improvements and trails that make walking and biking a safe option for school children 
helps struggling families save time and money. 

Building Efficiently 

The recovery bill can create jobs now, and save money later, by investing in projects that 
include access for all users. By prioritizing Complete Streets projects, and by fixing 
existing roads to complete streets standards, this recovery bill invests not only in jobs, 
but also in projects that will not have to be retrofitted in the future. 

America has built a comprehensive road system, and now it is time for us to invest in 
metropolitan networks for bicycling and walking. These networks create safe and 
convenient options for getting to work, to school, to shopping and to transit that save on 
gas, promote energy independence and reduce global warming pollution. 

A recovery package that includes funding for transportation infrastructure but does not 
include investments to improve bicycling and walking denies the current trends in 
transportation and needs of the American public. Overall bicycle and pedestrian projects 
are not included in the recovery bill despite the fact that biking and walking make up 10 
percent of all transportation trips nationally and contribute a much larger percentage of 
the solutions including job creation, high gas prices, economic slowdown and health and 
safety. America Bikes urges the Transportation and Infrastructure Committee to pass a 
recovery bill that includes a balanced set of transportation investments with explicit 
funding for bicycle and pedestrian projects. 

America Bikes members include: 

Adventure Cycling 

Association of Pedestrian and Bicycle Professionals 

Bikes Belong Coalition 

International Mountain Biking Association 

League of American Bicyclists 

National Center for Bicycling and Walking 

Rails to T rails Conservancy 

Thunderhead Alliance for Biking and Walking 


their keys to Walk but find sheets inhospitable, Public Transportation Inaccessible. News Release. August 1 3, 2008. 
httD://www.aarp Qrq/research/press-center/aarD poll fighting oas prices nearly a third of am.1-html . Accessed 
November 10, 2008 

^ Washington State Department of Transportation: cited In Safe Routes to School. National Highway Transportation & 
Safety Administration, 2002. Cited from Safe Routes to Sdx)ol National Partnership 

http://www.saferoutespartnership.ora/media/file/3B Resource What is Safe Routes to School v3.pdf . Accessed 
November 10, 2008 

^ National Highway Traffic Safety Administration, National Center for Statistics and Analysis, Traffic Safety Fact Sheets 
2006, Children. Available at www.nhtsa.gov/portal/slte/nhlsa/menultem.6a6eaf83cf719ad24ec86e10dba046a0/ Cited from 
Safe Routes to School National Partnership 

htto://www.S3feroutesoartnership.orq/media/file/3B Resource What is Safe Routes to School v3.Ddf . Accessed 
November 10, 2008 
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Testimony of Kurt J . Nagle 
President and CEO 

American Association of Port Authorities 
For 

U.S. House of Representatives 
Transportation and Infrastructure Committee 
Hearing on 

“Investing in Infrastructure — ^the Road to Recovery” 
October 29 , 2008 


Good morning, Chairman Oberstar, Ranking Member Mica and Committee members. I 
am Kurt J. Nagle, President and CEO of the American Association of Port Authorities. 
AAPA is a trade association, representing public seaport authorities throughout the 
western hemisphere, including the 86 leading U.S. public port authorities on all four 
coasts. AAPA and its members are committed to keeping seaports navigable, secure and 
sustainable. 

We greatly appreciate the request from the Committee leadership to provide this written 
testimony on the need for maritime infrastructure improvements and the immediate 
economic impact that constructing the associated projects will have in aiding the nation’s 
economic recovery. For centuries, seaports have served as a vital economic lifeline to all 
Americans and a critical link for access to the global marketplace. 

Making investment in transportation infrastructure a high priority can play a major role in 
our Nation’s road to recovery. Such investments will create jobs and help construction 
and engineering businesses, small and large, immediately. These investments will also 
pay dividends in the mid- and longer-term by making the movement of goods more 
efficient, with less congestion and less air pollution and delivering economic prosperity 
throughout the country. 

Significant investments are needed in all aspects of our transportation system, but the 
area that has to date received less focus and is increasingly vital to our economy is the 
infrastructure that carries freight, consumer goods like food, clothing, electronics and 
toys to store shelves, fuel to the pump and building and other materials to U.S. 
businesses. An efficient system provides consumers the choices they demand at prices 
they can afford. It also helps U.S. farmers and manufacturers compete and thrive in the 
global economy. 

A recent infrastructure needs survey of America’s leading seaports provided details on 
the type of projects that are needed and are immediately ready to advance to construction. 
The attached survey forms provide a sample of those projects. We would be pleased to 
provide more extensive detail to the Committee. 
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We ask that the Committee consider these compelling points of why, in these economic 
times, seaports are excellent targets of opportunity for investment to help America’s 
economy recover now and have that recovery sustained into the future 

• Creating new high pa}dngjobs and sustaining current employment: Seaports 
provide some of the highest paying blue collar jobs in the country. Seaport jobs 
pay significantly more than other areas of the economy. These jobs are IN 
AMERICA. 

Maritime jobs provide strong family wages for American workers. Ports are part 
of the solution to getting America back on track economically. 

• Seaports deliver the goods and allow for consumer choice. When the economy is 
suffering, the public has less money to spend and the public is looking for more 
affordable options. Because of seaports, consumers have less expensive options 
for food, clothing, medicine, fuel, building materials as well as consumer 
electronics and toys. All of these goods, from the dollar bin at Target to the 
bananas in the grocery store move through America’s ports. 

• Seaports deliver prosperity to America serving as a critical link for access to the 
global marketplace. In fact, over 99 percent of all goods that are shipped overseas 
to and from this nation come through seaports. Most food, clothing, medicine, 
fuel and building materials, as well as consumer electronics and toys that 
Americans buy every day come primarily through seaports. 


Returning to Prosperity: Seaports and connecting transportation system a key 
player in the Solution to the economic crisis 

• Fast-increasing exports of American-made goods through America’s seaports to 
overseas buyers are helping buoy the U.S. economy as well, with export sales 
amounting to almost $234 billion in the first half of 2008. This represents a 35% 
increase over the same period last year, and is helping to stimulate job creation 
and business development here at home, while helping to ease our international 
trade imbalance. More than 40 percent of America’s economic growth last year 
was attributable to exports. 

• Keeping America Safe and Secure 

o Seaports serve as the transit point for most military mobilization, and it is 
the first line of homeland defense against a dirty bomb. We must continue 
to keep America safe by providing secure seaport facilities to both protect 
our borders and move goods. We also must ensure there is adequate 
capacity to handle military cargo in surge times. 
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• Seaports invest significantly in our economy and infrastructure. Infrastructure 
improvement that helps to enhance the movement of goods flov^fing into and out 
our country is good for America. 

• There are major infrastructure challenges that need to be addressed and which 
could help our nation on our road to economic recovery. Investing resources into 
seaports’ infrastructure - waterways (through dredging projects) highway, and rail 
- is imperative for meeting both consumer and economic demands. Greater 
investment in maintaining and improving the port navigational channels 
infrastructure, greater investment in road and rail projects near ports to alleviate 
congestion and resulting pollution, port security improvements, and use of greener 
technologies — these are infrastructure investments that will create jobs and make 
America strong. By making investments in seaport infrastructure now we can 
help solve the challenges facing ports today - capacity, congestion, security and 
environmental improvement — and create a world class freight transportation 
system of tomorrow. 

• Building and maintaining a world class deep draft navigation system to keep ships 
moving efficiently is critical. Without modem, navigable channels into seaports, 
business and consumer access to the global market place will be harmed, 
impacting trillions of dollars of economic activity which support the employment 
of millions of people. With near 30 percent of our economy tied to our overseas 
trade, we must ensure ports and international trade have a healthy future. For 
dredging, shippers already pay for maintaining ship channels, but much of this 
funding has sat dormant in a federal trust fund — used to offset spending in other 
areas. This is unfair and short-sighted. There is growing competition from 
Canada and Mexico, whose governments are making significant investments in 
port infrastructure hoping to steal away some of U. S. ports’ lucrative business. If 
the U.S. continues to ignore these inffasfructure needs, maritime jobs, which are 
some of the highest paid and most stable union jobs in the U.S., will be lost as 
cargo moves to Canada or Mexico. Permanent full use of the Harbor Maintenance 
Trust Fund is the best and most equitable solution. 

• Ports already are investing millions of dollars to significantly reduce the 
environmental impact of surrounding communities and natural resources. 
Increasing funding for the Diesel Emissions Reduction Act can help ports make 
more improvements and will grow more green jobs, as most emissions reduction 
technologies are manufactured here in the United States and those that are not are 
likely to enter through U.S. seaports. 

• This is also an opportunity to stimulate short sea shipping - taking cargo off busy 
highways and shipping it by water. Think of all the trucks that could be taken off 
the road if more cargo was shipped by water. 

• America’s seaports are investing in excess of $2 billion a year in marine terminal 
capital improvements that are helping them handle freight and cruise passengers 
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more efficiently, while creating jobs and keeping down the spiraling costs of 
consumer goods that must move through these complex facilities. 

Highway 

Increase funding for “last mile” road connections into and out of our nation’s 
seaports and other facilities moving freight. This was included in the last 
House/Senate and Administration’s highway reauthorization bill, but was deleted in 
conference. These critical road coimections are in worse condition and have received 
less funding than other portions of highway/road systems. 

Develop programs dedicated to the transportation of goods and freight mobility- 
While lauded as a high priority, few freight programs were funded in the last highway 
bill. 

Provide incentives to take cargo off the highways and move it to maritime highways. 
By stimulating short sea shipping, the industry can grow U.S. jobs at seaports and 
on U.S. ships. These jobs are often some of the highest paid jobs in the U.S. Also, 
eliminating the Harbor Maintenance Tax on domestic short sea movements into ports 
will provide needed incentives to increase use of the marine highways. 

v' Eliminate rail crossing bottlenecks with roads in high freight movement areas by 
funding needed grade separations. 


Rail 

Provide a tax credit to railroads to encourage expansion of capacity. 

Water 

The Corps of Engirieers estimates that at least $5 billion in new water resources projects 
are needed now and could proceed rapidly, as mentioned below. That amount includes 
critically needed new port channel deepening projects and Sault Saint Marie lock 
replacement , long over due maintenance of navigation channels, repair of jetties and 
other protective works and flood control works that protect port facilities as well as major 
population centers. We urge you to include the Civil Works Program projects in your 
recommended program. Specifically, 

Provide additional funds for maintenance dredging. Shippers have already provided 
this funding, which sits idle in the Harbor Maintenance Tax Trust fund. Navigation 
channels are not being maintained at even their currently authorized depths and/or 
widths resulting in higher cost goods and navigation safety concerns. (Increase 
funding to the Corps of Engineers.) 

Increase funding for deepening projects to make ports ready to accommodate larger 
ships in the maritime trade in order to build a world class ports system to 
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accommodate exports and imports and cruise passengers. (Increase funding to the 
Corps of Engineers.) 

Environment 


Increase funding for the EPA Diesel Emission Reduction program. This program is 
helping ports convert to greener, less polluting technologies. The program is 
authorized at $200 Million but current funding is only $50 Million. 

In conclusion, America’s seaports and maritime industry need infrastructure investments 
NOW in all supporting modes, water, surface and rail, to keep the U.S. competitive in the 
world economy. These investments would provide immediate good paying jobs that 
could be sustained well into the future. 
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AAPA Member Survey - Infrastructure Projects Planned for U.S. Ports 


The American Association of Port Authorities (AAPA) conducted a survey in October of 2008 of 
its U.S. Port Authority members on immediate needs for infrastructure projects that are planned, 
designed and permitted. These are the type of projects that would benefit from an 
infrastructure economic stimulus bill. 

The survey contained the following open-ended items. 

PI.EASE LIST WAT ER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO. 

List in;iiniui>c’incc projects and amount needed and jobs created 

List dueponinc| projects and the amount needed and jobs created 

Li^t confined disposal projects and the amount needed and jobs created 

Pl.LASK LIST HIGHWAY PROJECTS THAT ARE FULLY DESIGNED PERMITTED AND REA. T 10 OO itn.s 
mny include rail crossing) INCLUDING COST ‘SHARE 

ARE THERE OTHER PORT INFRASTRUCTURE PROJECTS THAT ARE FULLY DESIGNED. PFRMI I TFD AND 
READY TO GO THAT WOULD BE El IGIBLE FOR FEDERAL FUNDING? (Please describe, inrludmci amount of 
funding and jobs created.) 

COULD YOU USE MORE FUNDIN UNDER EPA S DIESEL EMMISSfON CONTROL GRANT PROGRAM 
If yes, please estimate costs and describe the prefect 

ARE THERE NEW POLICIES THA' LUULD IMMEDIATELY HELP PORTS IN TERMS OF FINANCING NEW 
INFRASTRUCTURE? if ySs, please explain. 


Port of Albany, NY 

PLEASE LIST WATER PRO JECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO: 

List your maintenance projects and amount needed and jobs created (If known); - Wharf Replacement at Shed 4 & 5> 
60 - 75 jobs.1 year, 7.5 - 16 


Port of Baltimore - Maryland Port Administration 

COULD YOU USE MORE FUNDING UNDER EPA'S DIESEL EMMISSION CONTROL GRANT PROGRAM? 

Y0S, $4,275, OQO. 

If yes estimate cos^ and describe the project: 

The Port of Baltimore, is working with EPA to establish a variety of technolc^y and operational improvements that wii 
generate significant emission reductions from manne and seaport acWvity in Maryland's air quality non-attainment 
areas. The challenge will be providing an effecUve comb|rtation of incentives that enable the industry to voluntaniy 
implement emission reduction projects. It is estimated that approximately $4,275,000 will be required to implement a 
majority of the identified air quality improvement projects. 


Calhoun Port Authority - Point Comfort, TX 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO; 

Other water projects - type and amount and jobs created If loiown: - Matagorda Ship Channel Jetties S80 to $100 
million 
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Port Canaveral, FI. 

PLEASE LIST W ATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO; 

List your maintenance projects and amount needed and |obs create (if known): Maintenance Dredging (sediment 
basin, main channel) - $4.5 million - 77 jobs based on MAR^ PoTtt<it inputs. 

List deepening projects and the amount needed and jobs created: - West Turning Basin Deepening and Widening - 
$25 million - 1 ,067 Full Time Jobs based on larger cnjtse ships (Dfeney, RCL, Carnival). 

Other water projects - type and amount and jobs crated if known: - South Cargo Pier Extension and Widening - $1 1 
million -372 jobs basedonFSTED economic anatyss ^:. 

PLEASE LIST HIGHWAY PROJECTS THAT ARE FULLY DESIGNED. PERMITTED AND READY TO GO (this 
may include rail crossing) INCLUDING COST-SHARE. 

List the type of intennodai connectors into your port - Highway (amount required and jobs created): - George King 
Boulevard Widening - $9 million - 142 jobs initially plus significant road capacity expansion and safety improvements. 

List other highway and rail prefects that could use immediate help. Include the amount and jobs created: - Charles 
Rowland Drive Realignment for Croise Terminal #8 (Disney) and Cruise Terminal #1Q:(RGCL.. Carnival, NCL) - $4.6 
million - Approximately 100 immediate construction Jobs and considerable safety and access improvements. 

ARE THERE OTHER PORT INFRASTRUCTURE PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND 
READY TO 60 that would be eligible for federal funding (please describe, Including amount of funding and 
Jobs created) , n 

Cruise Terminal #8 Parking Garage ^$9 million - Approx. 200 jobs based on latter cruise ships and additional ; : : . 
passenger capacity- This is a design, bid. build package that is ready to go. 

7. ARE THERE NEW POLICIES THAT COULD IMMEDIATELY HELP PORTS IN TERMS OF FINANCING NEW 
INFRASTRUCTURE? If yes, please expl »m 

Absolutely. Streamlined environmental pennits for harbor improvements (dredge, spoil, and bulkhead/berth 
construction). Also, conflicts between state and federal permitting requirements add considerable cost and complexity 
to relatively simple harbor improvement projects. There needs to be a "lead" agency that recognizes the economic 
Importance of timely harbor improvement construction. 


Cedar Bayou Navigation District, TX (Gulf Ports Assoc.) 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO, 

Llstdeepening projects and the amount needed and jobs created: - Channel improvemerit:prb]^ to Widp^ 
deepen Cedar BayOu, Texas channel - channel feeds into the Houston Ship Channel. 

List confined disposal prbjexrt and the amount needed and job created: - This project has a completed, feasibility ^udy 
that has been accepted by the ASA and 0MB and is ready for construction funding. It’s importance Is that It feeds into 
the Houston, Ship Channel which is home to over 1 00,000 barge transits per year. The Port Of Houston Authdri^. and 
the Cedar Bayou Navigation Board signed an MOA to support the project PHA Chairman has written letters to 
members of Congress in support of the project 


Port of Corpus Christ! Authority , TX 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO; 

List deepening projecte and the amount needed and jobs created: - Corpus Christi Ship Channel-La Quinta Terminal 
Extension, Federal amount needed is $55,000,000; Port match is $13,600,000; 2,500 jobs will be created. 

PLEASE LIST HIGHWAY PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO (this 
may include rail crossing) INCLUDING COST-SHARE. 

List the type of intermodal connectors into your port - Highway (amount required and jobs created): - Joe Fulton 
Internationa! Trade Corridor Phase ii, federal amount needed is $15,000,000; 500 jobs will be created. 


Port of Davisville, R1 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO: 

List your maintenance projects and amount needed arid; jofe created (if known): - South Bulkhead Maintenance 
Dredging, $1,100,000, 29 Jobs, We have cost-share ftinds. 
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PLEASE LIST HIGHWAY PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO (this 
may include rail crossing) iNCLUDtNG COST-SHARE. 

List the type of intermodai connectors into your port - Highway (amount required and jobs created); - Maritime Way 
Port Connector Road. $1,925000, 25 Jobs, we have cost-share funds 

List other highway and rail projects that could immediate help. Include the amount and jobs created: - Commerce 
Park Connector Road, $4,000,000, 52 jobs, we have cost-share funds. 

ARE THERE OTHER PORT INFRASTRUCTURE PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND 
READY TO GO that would be eligible for federal funding (please describe, including amount of funding and 
jobs created): 

Davisville Short Sea Terminal Crane, $3,000,000, 19 jobs, we have cost share funds. 

ARE THERE NEW POLICIES THAT COULD IMMEDIATELY HELP PORTS IN TERMS OF FINANCING NEW 
INFRASTRUCTURE? If yes, please explain: 

You could allocate fiinds to MPOs on a formula like other forms of infrastructure 


Port of Everett, WA 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO; 

List your maintenance projects and amount needed and jobs created (if known): - 1 ) S. Marina Covered Moorage 
Roof Repairs and Utility Upgrades - Packages B' and 'C, $13.0M, approx 20 construction jobs for 1 yr; 2) Fender Pile 
Replacement, $260K, approx 5 const jobs for 1 mo. 


List deepening projects and the amount needed and jobs created: - Expansion of the Lower Settling (Downstream) 
Basin in foe Snohomish River Federal Navigation Channel 
Estimated Total Budget: $3.5 million 
Est. Jobs: 25. 

Other water projects - type and amount and jobs created if knovm: - 1 ) Dolphin Berth Mods, $500K, approx 6 const 
jobs over 4 mo; 2) S. Terminal Wharf Upgrades. $1M, approx 7 const jobs over 9 mo. approx 30,000 longshore hrs 
per yr. 

PLEASE LIST HIGHWAY PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO (this 
may Include rail crossing) INCLUDING COST-SHARE. 

List the type of intermodai connectors Into your port - Highway (amount required and jobs created): - None folly 
permitted and ready to go. 

List the type of intermodai connectors Into your port - Rail connections into foe port Highway (amount required and 
jobs created): - None fully permitted and ready to go. 

List other highway and rail projects that could use immediate help. Include the amount and jobs created: - 1 ) Mt. 
Baker Terminal Access Road and Utilities. $1.2M, approx 5 const jobs over 9 mo: 2) Rail Access Recovery - Ph 2, 
$1.1 M, approx 5 const jobs over 6 mo, 10,000 long^ore hours peryr. 

COULD YOU USE MORE FUNDING UNDER ERA’S DIESEL EMMISSION CONTROL GRANT PROGRAM? 

More funding for EPA Diesel program? Yes. The Port has at least three pieces of cargo handling equipment and yard 
equipment that would benefit from diesel retrofit technology. 

If yes, estimate costs and describe the project: 

This project would include installation of diesel retrofit packages to reduce particulate emissions for a mobile harbor 
crane, a reach staker, and a maintenance vehicle. We estimate a total of $20K would be required. 

ARE THERE NEW POLICIES THAT COULD IMMEDIATELY HELP PORTS IN TERMS OF FINANCING NEW 
INFRASTRUCTURE? If yes, please explain: 

Yes. Providing grant opportunities for marine terminal capital infrastructure improvements that have an approved 
master plan and a viable business plan. 


Port of Freeport, TX 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO: 
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List your maintenance projects and amount needed and jobs created (if known); - $4.5M 50 jobs 

List deepening projects and the amount needed and Jobs created; - Widen and deepen our channel to 55 feet x 600 
feet at a cost of $330 million; approximately 1000 jc^ 

List confined disposal project and the amount needed and jobs created: $2.5 million and 25 jobs 

Other water projects - type and amount and jobs created if known; Velasco Container Temiinal - $330 million and 
4,400 jobs; Berth 5 extension - $10 million and 50 Jobs; Berth 7 bulk rice loader- $5 million 
PLEASE LIST HIGHWAY PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO (this 
may include rail crossing) INCLUDING COST-SHARE. 

List the type of intermodal connectors into your port - Highway (amount required and jobs created): - Upgrade US 
Hwy36 $140M 500 jobs, Upgrade St Hwy 523 $150M 500 jobs 

List the type of intermodal connectors into your port - Rail connections into the port Highway (amount required and 
jobs created): - Shortline R/R $100M 250 jobs, expanded rail storage yard $25M 50 jobs 


Port of Galveston 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO: 

List your maintenance projects and amount needed and jobs created (if known): - Maintenance of Galveston Harbor 
Channel and Berths- $10 million- Retention of current jobs (approx. 1500) 

List deepening projects and the amount needed and jobs created; - Deepening Galveston Harbor Channel and 
Berths- $50 million - Estimated job creation 2,800 

List confined disposal project and the amount needed and job created; - Pelican Island and San Jacinto CNsposal 
Areas ~ $12 million 


Georgia Ports Authority - Savannah, GA 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED. PERMITTED AND READY TO GO; 

List your maintenance projects and amount needed and jobs created (if known); - Brunswick Harbor - $10,000,000. 
Savannah Harbor O&M - $18,895,000. 

List deepening projects and the amount needed and jobs created: - Savannah Harbor Expansion Project - 
$3,024,000 

PLEASE LIST HIGHWAY PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO (this 
may Include rail crossing) INCLUDING COST-SH/U^E. 

List the type of intennodal connectors into your port - Highway (amount required and jobs created): - GA Highway 
307 Overpass (eliminates at grade rail crossing) - $23,000,000 

COULD YOU USE MORE FUNDING UNDER EPA’S DIESEL EMMISSION CONTROL GRANT PROGRAM? 

Yes 

If yes, estimate costs and describe the project: 

Previous grant funding request of $500,000 submitted for emission control project with Rubber Tired Gantry cranes at 
the Port of Savannah was fonded at $250,000. The remaining balance ($250,000) is still needed. 


Port of Grays Harbor - Aberdeen, WA 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO; 

List deepening projects and the amount needed and jobs created: - USAGE General Reevaluation study for the 
Grays Harbor at Chehalis (Washington) navigation channel deepening project is immediately needed. Phase 1 
Genera! Investigation Reconnaissance study is complete. Funding needed: $1 million federal; $1 million local 
sponsor. Jobs created: 300 Jobs created with completion of deepening construction phase due to demand and Port 
expansion plans for Import/export bulk, breakbulk and ro!!-on/roH-off cargo and increasing vessel sizes. 

Other water projects - type and amount and jobs created if known: - Port Marine Temninal No. 1 Upgrade. $4.8 
million. Jobs; 1 ) Construction jobs; 2) 30 jobs retained; and 3) 50 new jobs are contingent upon this project. Terminal 
No. 1 will be upgraded to load and unload deep water bulk cargo vessels, in addition to barges. The business 
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expansion plans of three import/export businesses are c«itingent upon this upgrade project, enhancing international 
trade opportunities for the region, state and nation. 

PLEASE LIST HIGHWAY PROJECTS THAT ARE FULLY DESIGNED. PERMITTED AND READY TO GO (this 
may include rail crossing) INCLUDING COST-SHARE. 

List the type of intermodal connectors Into your port - Highway (amount required and jobs created): - Port industrial 
Road Improvements. $4 million. Jobs: 1 ) Construction jobs; 2) 1 .000 jobs retained (road is primary feed to 56 
businesses located in Port industrial parik area and Marine Terminal); and 3) 200 new jobs will result from business 
expansion served by the roadway. Project wll uf^rade the easting transportation corridor to meet growing intermodal 
use serving the Port cargo yard, marine terminal and Industrial park areas. Project will improve safety, capacity and 
freight mobility. A Federal 1^09 request was submitted, and kinds are listed in Senate 09 Transportation budget. 

List the type of intermodal connectors into your port - Rail connections into the port Highway (amount required and 
jobs created); - Two projects: Install Rail Crossing at industrial Road and W. 1 st St. $500,000. Jobs; 1 ) Construction 
jobs; and 2) 15 new jobs are contingent upon this project. Rail crossing is immediately needed to serve new liquid 
bulk import/export business in Port Marine Terminal complex. E)q>and Port Marine Terminal No. 4 Rail Infrastructure. 
$2.5 million. Jobs: Consfruction jobs; and 2) 100 new jobs are contingent upon this project. New rail infrastructure is 
needed to serve Port Tenninal No. 4 breakbulk and roll-on/roll-off import/export facility under development. 

ARE THERE OTHER PORT INFRASTRUCTURE PROJECTS THAT ARE FULLY DESIGNED. PERMITTED AND 
READY TO GO that would be eligible for federal funding (please describe, including amount of ftinding and 
jobs created): ^ 

Marina Vessel Haul-Out Infrastructure and Boat Repair Work Yard, Westport, WA. $8 million. Jobs: 1) Construction 
jobs; 2) 1 ,500 jobs retained; and 3) 150 new jobs are contingent upon this project. Project is immediately needed to 
meet expansion plans for Westport Shipyard, globally competitive yacht builder, and the growing fleet of commercial 
fishing vessels, as well as charter fishing, sport fishing, and recreational boaters at the 450 slip Westport Marina. 

R&D Lab and incubator Facility Construction. $4.5 million. Jobs: Construction jobs; 2) 125 jobs retained; and 3) 15 
new jobs are contingent upon this project. The R&D Facility Is immediately needed to serve globally competitive 
manufacturers located in Grays Harbor County, Washington, who are focused on developing next-generation 
renewable energy and sustainable product development. These businesses are currently recruiting world-class 
scientists to work in the new lab. The shared, state-of-the-art fecility will lead to new innovations, collaboration 
between scientists from both the private and 'non-profit sectors, and opportunities for youth to work side by side with 
experience, leading researchers In a rural community. 


Port of Green Bay, WI (Brown County Port & Solid Waste Department) 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO; 

List your maintenance projects and amount needed and jobs created (If known): - Green Bay Harbor Backlog 
dredging $15M 100 jobs 

List confined disposal project and the amount needed and job created; - Cat Island Restoration Project, Renard Isle 
Closure, etc. $9M (80 jobs) 


Port of Los Angeles, CA 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO; 

List your maintenance projects and amount needed and jobs created (if known): - Annual Maintenance Dredging - 
The Port of Los Angeles routinely performs maintenance dredging at various berths tiiroughout the harbor to maintain 
adequate water depth at berth for shipping activities. On a yeariy basis the port averages approximately 40,000 cubic 
yards of dredging at a cost of $1 .5 million per year. Yearly constmction jobs approximately 1 2 FTE's. Cost seeking 
from federal - $750,000. 

List deepening projects and the amount needed and jobs created; - Berth 145-147 Wharf Reconstruction - This 
project provides for new and modernized berthing facilities and deeper draft at a container terminal- Draft will be 
increased from current -45 feet to -53 feel to accommodate the largest container vessels in service. Dredging 
volumes amount to approximately 280,000 cubic yards and approximately 350,000 tons of rock dike will be 
constructed. Constmction cost of this work is $25 million. Construction jobs: 200 FTE. Cost seeking from federal - 
$12.5 million. 

PLEASE LIST HIGHWAY PROJECTS THAT ARE FULLY DESIGNED. PERMITTED AND READY TO GO (this 
may Include rail crossing) INCLUDING COST-SHARE. 

List the type of intermodal connectors into your port - Highway (amount required and jobs created); 
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1. ) i-110 Connectors Program: C Street Access Ramps. Merial interchange improvements on 1-110. 

1-110 carries 10% of all U.S. containers volume. One-time benefit of $193M in economic output; 1,540 FTE one-year 
Jobs; $63M wages; $5.31M state taxes; $0.88M local taxes. Reg. improvements will sustain 318.000 new trade- 
related jobs and $1 B (2007 dollars) in annual state revenues by 2030. The emissions benefit of the project in 2030 is 
calculated to be 132 tons per year of a combined PM10, ROG, and NOx. and 124,200 tons peryear of C02. Total 
Project Cost - $29,281 M; Share Seeking - 13.074M. 

2. ) !-1 10 Connectors: i-1 10 Access Ramp & SR47fl-1 10 NB Connector 

1-110 Connectors: I-1 10 Access Ramp & SR47/I-1 10 NB Ccmnector: Arterial & fwy-to-fwy interchange improvements 
on SR 47 (Vincent Thomas Bridge) and 1-110; l-110cames 10% of all U.S. containers. One-time benefit of $193M in 
economic output; 1,540 FTE one-year jobs; $63M wages; $5.31 M state taxes; $0.88M local taxes. Reg. 
improvements will sustain 318.000 new trade-related jobs and $1B (2007 dollars) In annual state revenues by 2030. 
The emissions benefit of tfie project In 2030 is catoilated to be 200 tons per year of a combined PM10, ROG, and 
NOx, and 82,500 tons per year of C02. Total Project Cost - $50.719M; Cost Seeking - $22.547M. 

List the type of intermodai connectors into your port - Rail connections into the port Highway (amount 
required and jobs created); 

1. ) South Wilmington Grade Separation 

Hwy-rail grade separation of rail line that connects to Alameda Corridor. One-time benefit of $128M in economic 
output; 1 .000 FTE one-year jobs; $42M wages; $3.5M state taxes; $0.65M local taxes. Regional improvements will 
sustain 318,000 new trade-related jobs, and $1B (2007 dollars) in annual state revenues by 2030. The emissions 
benefit of the project In 2030 is calculated to be 25 tons per year of a combined PM10, ROG. and NOx. Total Project 
Cost - $73.06M; Share Seeking - $33.988M. 

2. ) West Basin Road Rail Access Improvements 

Rail staging/storage tracks to improve use/operatlons of adjacent on-dock railyards. One-time benefit of $292,875 
million (CHECK: approx $300 million ?) in economic output; 2,343 FTE one-year jobs; $96.53 million wages; $8.06 
million state taxes; $1.5 million local taxes. Regional improvements will sustain 318,000 new trade-related jc^s: $1 
billion (2007 dollars) In annual state revenues by 2030. The Ports Rail System as a whole reduces $3,140 tons per 
year ($ is a mistake?), as projected under Year 2030 conditions, of a combined PM, ROG, and Sox, NOx, and CO. 
The West Basin project will also reduce these same criteria pollutants by a substantial amount. Total Project Cost - 
$1 25.34 million; Cost seeking $71 .603 million. 


Port Manatee - Palmetto, FL 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO; 

Other water projects - type and amount and jobs created If known: - South Channel Extension, $22 million; Berth 12 
Extension. $12 million; Dockside Intermodai Terminal, Phase 1, $15 million. 

COULD YOU USE MORE FUNDING UNDER EPA’S DIESEL EMMISSION CONTROL GRANT PROGRAM? 

Yes. 

If ^s, estimate costs and describe the project: 

Two GP9 (1 ,600 horsepower or equivalent) CHesei Electric Locomotives. 


Massachusetts Port Authority 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO; 

List your maintenance projects and amount needed and jobs created (if known): - Boston Inner Harbor Maintenance 
Dredging Project; $39M total - $30M federal + $9M non-federal; federal funding is In place; $4.4M funding shortfall on 
non-federa! funding side; 34,000 jobs total associated with Port of Boston, some of which could be in jeopardy if 
project is not completed. Phase I is unden/vay. 

List deepening projects and the amount needed and jobs created; - Boston Harbor Deep Draft Navigation 
Improvement Project is (stuck) in feasibility/NEPA stage. 

List confined disposal project and the amount needed and job created: - covered under above (part of maintenance 
dredging project) 
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Other water projects - type and amount and jobs created If krwwi; - n/a 

COULD YOU USE MORE FUNDING UNDER ERA’S DIESEL EMMISSION CONTROL GRANT PROGRAM? 

We are awaiting a final announcement on an application for $400k to electrify the berths at foe Boston Fish Pier. If 
there is another RFP for diesel emission control grants, we have a number of projects that could be put forward. We 
will decide at foe time which project is the highest priority and/or most likely to receive a grant. Potential projects 
include upgrade or retrofit of teiminal cranes, truck idling reduction or emission control systems, harbor vessel engine 
upgrades, etc. 

7. ARE THERE NEW POLICIES THAT COULD IMMEDIATELY HELP PORTS IN TERMS OF FINANCING NEW 
INFRASTRUCTURE? If yes, please explain: 

1 . Change cost share structure for deepening prefects such foat 50-50 federal/state cost share doesn't kick in until 
beyond 50' deep. {Cumently the cost burden shifts to foe ports/states at 45’ deep.) 2. More federal funding for public 
port terminal infrastructure. 


Port of New Orleans, LA 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO; 

List deepening projects and the amount needed and jobs created: - Lower Mississippi River - New Orleans Harbor 
Dredging - $3 million 

Other water projects - type and amount and jobs created if known: - Inner Harbor Navigation Canal Replacement 
Lock - $1.3 billion; Relocation of MRGO Terminals to the Mississippi River as authorized by WRDA - $75 million 
PLEASE LIST HIGHWAY PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO {this 
may include rail crossing) INCLUDING COST-SHARE. 

List the type of intennodal connectors into your port - Rail connections into foe port Highway (amount required and 
jobs created): - Replacement of Almonaster Railroad Bridge - $80 million 

ARE THERE OTHER PORT INFRASTRUCTURE PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND 
READY TO GO that would be eligible for federal funding (please describe, including amount of funding and 
jobs created):"'.''" ' . 

Relocaticxi of existing state of foe art cold storage facility from the IHNC to a new Mississippi River Facility due to the 
closure of the MRGO. - $40 million (includes demo of eustlng facility, site prep, wharf improvements, and building of 
new cold storage shed with all mechanical Improvements) 


NC State Ports Authority - Wilmington, NC 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO; 

List your maintenance projects and amount needed and jobs created (if known): - Wilmington Harbor (2010 funds 
needed for O&M $16M), Morehead City Harbor (2010 funds needed for O&M $6M) 

List deepening projects and the amount needed and jobs created: - Wilmington Harbor Deepening (to complete $30M 


Port of New York/New Jersey 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO; 

List your maintenance projects and amount needed and jobs created (if known): Maintenance dredging at PN/PE; $7 
million; Port Jersey Channel $10 million 

Other water projects - type and amount and jobs created if known - Share power at Brooklyn Cruise Terminal $3.5 
million berth 36/63; $11 million; Berth 6 construction $20 million; Fender System Repairs $7 million; Burtkhead and 
Pile Rehab Brooklyn Port, $4 million 

PLEASE LIST HIGHWAY PROJECTS THAT ARE FULLY DESIGNED. PERMITTED AND READY TO GO (this 
may include rail crossing) INCLUDING COST-SHARE. 

List the type of inteimodai connectors into your port - Highway (amount required and jobs created): North 
Ave/McLester Street Curve Realignment (Port Elizabeth) $10.2 million; Port Street Interim Traffic Improvements $500 
K; Western Ave Bridge Rehab at Howland Hook, $1 million 

COULD YOU USE MORE FUNDING UNDER EPA’S DIESEL EMMISSION CONTROL GRANT PROGRAM? 
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Yes 

if yes, estimate costs and describe the project: 

$3.5 M ~ installation of Shore Power Capability at Brooklyn Cruise Terminal - $1 .6M - funding to cover the delta 
between shore power electricity rate established by utility and what is economically feasible for cruise line vessel to 
pay total for four vessel cars per year, $655,000 - InstaBation of new diesel engines with particulate filters in two 
cranes in Brooklyn. $3.6 M - Eighty percent of the $4.5 m cost to retrofit three switcher locomotives serving the port 
to GenSet configuration. Class I RR to pay remaining 20 percent. $6.5 M - funding to cover the delta between cost 
of low sulfur foel at 1% sulfur content and conventtonal bunker fuel used by vessels transiting into and out of NY/NJ 
Harbor. 


Port of Oakland, CA 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO; 

List your maintenance projects and amount needed and jobs created (if known): - Oakland Harbor Deepening Project 
(-50 Foot Project) - federal channel maintenance (O&M) on an annual basis perfonned by USAGE, and then general 
berth and wharf maintenance performed by Port generally on an annual basis - $1 0 million for federal channel and 
$1,5 million for Port wharf maintenance - both projects support and preserve all economic and job impact data listed 
below. 

List deepening projects and the amount needed and jobs created: - Oakland Harbor Deepening Project (-50 Foot 
Project) * additional $10 million in Constaiction General needed to complete project by mid-2009 - completion of 
project will folfiil previous economic impact analysis and support the creation of 8,000 additional jobs; $1 .9 billion 
increased annua! business revenue; and $55.5 million in annual local taxes when combined with the Port’s exising 
and completed Vision 2000 tenninal development. 

List confined disposal project and the amount needed and job o'eated; - As part of the -50 Foot Project, Port and 
USAGE maintain a 100% beneficial reuse of dredged materials for wetlands restoration, habitat enhancement and 
upland use within San Francisco Bay - $3 million for Middle Harbor Enhancement Area - job creation unidentified 


Port of Olympia, WA 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO; 

List your maintenance projects and amount needed and jobs created (if known): - Maintenance Berth Dredge, 
$6,000,000 20 additional longshore jobs created 

PLEASE LIST HIGHWAY PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO (this 
may include rail crossing) INCLUDING COST-SHARE. 

List the type of intermodal connectors into your port - Rail connections into the port Highway (amount required and 
jobs created): - Port Rail infi'astnjcture switches, gates $300,000 10 additional longshore jobs 
COULD YOU USE MORE FUNDING UNDER ERA’S DIESEL EMMISSION CONTROL GRANT PROGRAM? 

Yes 

If yes estimate costs and describe the project: 

Retrofitting loading equipment exhaust systems $200,000 

ARE THERE NEW POLICIES THAT COULD IMMEDIATELY HELP PORTS IN TERMS OF FINANCING NEW 
INFRASTRUCTURE? if yes, please explain: 

Environmental side of dredging 


Panama City Port Authority - FL 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO; 

List your maintenance projects and amount needed and jobs created (if known): - South and west bulkhead 
replacement and rehabilitation-construction estimates: Replace south wall=7.8 million, rehab south wall{drop back 
position) 2.0 Million. Rehab west wall2.0 million. No drop bad< position. 

PLEASE LIST HIGHWAY PROJECTS THAT ARE FULLY DESIGNED. PERMITTED AND READY TO GO (this 
may include rail crossing) INCLUDING COST-SHARE. 

List other highway and rail projects that could use immediate help. Include the amount and jobs created: - Us Hwy 98 
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and 23 rd Street intersection-Florida DOT est. 360 Million 


Port of Richmond, VA 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO; 

List deepening projects and the amount needed and jobs created: - James River Expansion Project / $2.8 million ( 
{Job retention - 60 jobs) 

ARE THERE OTHER PORT INFRASTRUCTURE PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND 
READY TO GO that would be eligible for federal fonding {please describe, including amount of funding and 
jobs created): 

South Site Development Project / $2.9 million Wharf Apron Widening Project $3.0 million 


Port of Sacramento, CA 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO; 

List your maintenance projects and amount needed and jobs created {If known): - Sacramento River Deep Water 
Ship Channel O&M Dredging. $5,000,000, 1,100 jobs 

List deepening projects and the amount needed and jobs created: - Sacramento River Deep Water Ship Channel 35- 
Foot Deepening Project, $60 million, 2750 jobs 

PLEASE LIST HIGHWAY PROJECTS THAT ARE FULLY DESIGNED. PERMITTED AND READY TO GO (this 
may include rail crossing) INCLUDING COST>SH/^E. 

List the type of intermodal connectors into your port - Highway (amount required and jobs created); - Port of 
Sacramento New Entrance/Intersection, $650,000, 3000 jobs 

List the type of intermodal connectors into your port - Rail connections into the port Highway (amount required and 
jobs created): - Cemex Rail Project. $550,000, 35 jobs 

ARE THERE OTHER PORT INFRASTRUCTURE PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND 
READY TO GO that would be eligible for federal fonding (please describe, including amount of funding and 
jobs created): * :l . 

Berth 5 ship loader $575,000 - 25 jobs; Biofuel Berth 5 Liquid Terminal Project - $1 .250,000, 1 00 jobs 
COULD YOU USE MORE FUNDING UNDER EPA'S DIESEL EMMISSION CONTROL GRANT PROGRAM? 

Yes 

If yes estimate costs and describe the project: 

Two 1 MW LNG Portable Generator for Ship Emissions, $1,950,000 - portable generators developed by Clean Air 
Logix - to supply auxiliary ship engine power. 

ARE THERE NEW POLICIES THAT COULD IMMEDIATELY HELP PORTS IN TERMS OF FINANCING NEW 
INFRASTRUCTURE? If yes, please explain: 

Increase funding for FRA Rail Relocation under new Transportation Omnibus Bill 


Port of San Diego, CA 

ARE THERE NEW POLiCIES THAT COULD IMMEDIATELY HELP PORTS IN TERMS OF FINANCING NEW 
INFRASTRUCTURE? If yes, please explain: 

Authorize MARAD to act on behalf of individual Ports regarding implementing Port infrastructure projects (as in the 
Ports of Anchorage, Hawaii and Guam). 


Port of Seattle, WA 

PLEASE LIST HIGHWAY PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO (this 
may include rail crossing) INCLUDING COST-SHARE. 

List the type of intermodal connectors into your port - Highway (amount required and jobs created): - 

1 ) Spokane Street Viaduct Widening Project. This project would need between $40 million to $50 million to complete 
as part of a $170 million project. The completed fonding would provide between 1,380 and 1,725 jobs*. 

2) East Marginal Way Grade Separation. This project rreeds $7 million to $1 1 million to complete. The completed 
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funding would provide 240-380 Jobs*. 

List other highway and rail projects that could use immediate help. Include the amount and jobs created: 

1. ) The I-5/SR 509 Congestion Relief Project needs $1 .25 B to complete. This project would fund about 43,000 jobs*. 

2. ) The S. 228th Street Extension and Grade Separation Project (Phase 3) needs $10 million to complete a $42 
million project. The completed funding would provide 345 jobs*. 

• based on Federal Highway Administration estimate of 35,000 jobs per $1 billion invested 

3. ) i-5 Corridor Rail Improvements betvreen Seattle and Vancouver- BNSF Railroad Company and Union Pacific 
Currently Wiere are projects that focus on maximizing existing capacity along the I-5 rail corridor to benefit both freight 
and passenger service. Below are examples of some of die project ttiat could improve rail service along the corridor 
and are ready for construction. 

1-5 Rail Corridor Choke Points and Potential Projects: 

• Vancouver Bypass: Allows for a bypass of the congestion at a critical junction of east-west and north-soutfi 
tracks. 

• Point Defiance Bypass: Creates a separate route for high speed passenger trains thus increasing die capacity of 
the main line for freight trains 

• 1-5 Corridor and access to Ports of Kalama and Longview Kelso to Martins Bluff Third mainline 

• Port of Seattle Access and Argo Yard Operations: Duwamish Corridor and Second Lead Improvements 

• Port of Tacoma mainline access: Tacoma Tide flats Improvements: North Wye Connection. Puyallup River 
Crossing 

• Port of Vancouver access: Port of Vancouver Rail Extension Project 

• 1-5 Corridor Centralia-Chehalis Segment: Centralia-Chehalis Rail Corridor Consolidation Project (Blakeslee 
Junction) 

COULD YOU USE MORE FUNDING UNDER ERA’S DIESEL EMMISSION CONTROL GRANT PROGRAM? 

In January 2008 the Port of Seattle Commission adopted the voluntary Northwest Ports Clean Air Strategy The 
Strategy sets short-temi (2010) and long-term (2015) performance measures for reducing emissions from catgo- 
handling equipment. The Port and its customers and tenants are looking for public/private partnerships to meet some 
of the goals of the Sfrategy. Drayage fruck operations are a prime example where more Federal financial assistance 
is needed. The Strategy short-term performance measure for drayage operations calls for all drayage trucks to meet 
1994 U.S. EPA on-road diesel emission standards by 12/31/2010. In order to reach this goal, approximately 25% of 
the Imown drayage fleet (346 of 1 ,41 6 trucks) will need to be replaced with newer tracks; trucks older than model 
year 1994 cannot be effectively retrofitted with emission controls. 

If estimate costs and describe the project: 

Using a low-end estimate of $20k to $25k per replacement truck, the cost to meet the 2010 track performance 
measure (using the known fleet data) is $7 to $8 million. This funding is needed to ensure that truck owners are able 
to finance trucks that are cleaner, safer, and more fuel efficient, especially given the current economic forecasts and 
high fuel costs. 

ARE THERE NEW POLICIES THAT COULD IMMEDIATELY HELP PORTS IN TERMS OF FINANCING NEW 
INFRASTRUCTURE? If yes, please explain: 

1) Bonds issued by Port Authorities used to finance publicly owned facilities should not be subject to the Alternative 
Minimum Tax (AMT) 2) Bonds issued for private industrial development supported by Port Authorities should also not 
be subject to AMT. 3) A!! municipal bonds should be provided with federal guarantee for security. 


South Carolina State Ports Authority - Charleston, SC 

PLEASE LIST HIGHWAY PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO (this 
may Include rail crossing) INCLUDING COST-SHARE. 

List the type of intennodal connectors into your port - Highway (amount required and jobs created): - The Port Access 
Road for the Charleston Naval Base Container Terminal is a last mile connector linking the newly permitted container 
terminal in Charleston Harbor that will increase foe capacity for foe Port of Charleston by 1 .4 M TEUs. This project 
has received $10 M in federal dollars and those dollars were mat<foed by foe required state dollar amount. The State 
of South Carolina has committed an additional $1 72.5 M for foe project and the initial estimate calculated in 2006 
estimates a need of $40 M for the interchanges connecting foe Port Access Road to Interstate 26 at exit #21 7 and 
#218. 

. COULD YOU USE MORE FUNDING UNDER EPA’S DIESEL EMMISSION CONTROL GRANT PROGRAM? 

With less restrictions on how DERA money must be used, yes foe SCSPA could use more funding. 
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ARE THERE NEW POLICIES THAT COULD IMMEDIATELY HELP PORTS IN TERMS OF FINANCING NEW 
INFRASTRUCTURE? If yes, please explain: 

National poiicies and initiatives to raise dollars committed to infrastructure {road and rail) will be crucial for East Coast 
ports like the Port of Charleston as we gear up for ttte expansion of the Panama Canal. 


Port of Tacoma, WA 

ARE THERE OTHER PORT INFRASTRUCTURE PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND 
READY TO GO that would be eligible for federal funding {please describe, including amount of funding and 
jobs created): 

1 . Lincoln Avenue Grade Separation: a bridge overpass deconflicting existing at-grade rail crossings, adding roadway 
capacity, rail capacity and frinction, Increasing road/rai! function, arwl improving access/egress for marine terminal 
and manufacturing areas of the Tacoma Tideflats, $57M total project cost ($20M currently unfunded); will create 
construction jobs and fadlitate sustained growth of marine industrial uses which intum creates additional 
employment. 2. Hylebos Bridge: structural and me<^anical rehabilitation of the currentiy inoperable bascule bridge, 
estimated total project $16.9M ($12.5 unfunded), provides second access/egress to the Biair-Hylebos peninsula, 
facilitating new marine terminal development which will bring thousands of both construction and terminal-related 
jobs. 

ARE THERE NEW POLICIES THAT COULD IMMEDIATELY HELP PORTS IN TERMS OF FINANCING NEW 
INFRASTRUCTURE? if yes, please explain: % 

Incorporation of freight mobility as a meaning scoring/evaluation component for infrastructure finandng applications. 


Port of Vancouver USA, WA 

ARE THERE OTHER PORT INFRASTRUCTURE PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND 
READY TO GO that would be eligible for federal funding {please describe, including amount of funding and 
Jobs created): 

Port of Vancouver USA - West Vancouver Freight Access Project (WVFA) The WVFA project is a multi-year, rail 
improvement project, currently in construction, that provides full unit train capacity within the Port of Vancouver and 
new rail access from the BNSF rail mainline at the Vancouver (WA) Wye. The project, constructed In phases, will 
result In 44 new miles of trackage. Total project cost: $137 million. Over the life of the project the West Vancouver 
Freight Access Project is slated to generate an estimated 1 ,969 construction jobs that will put more than $1 30 million 
in local purchases into the area's economy, according to an economic impact study done by John Martin & 
Associates. Additional jobs and increased econcHTiic value will result from the new rail infrastructure - through growth 
of existing port tenants and customers and through new development on 200+ acres of the reclaimed Alcoa smelter 
site and at the 450+ acre Columbia Gateway site. Development of the Alcoa property alone is anticipated to add in 
excess of 1 .000 new jobs. At fuli build out of the port properties (circa 2025). direct jobs at the Port of Vancouver 
should double current job numbers and reach 5,000 total direct jobs, according to John Martin & Associates. The 
project also provides increased capacity and velocity for the PNW mainline rail system, an advantage for other 
system users, including the ports along the 1-5 corridor (Seattle. Tacoma, Longview, Grays Harbor, Kalama). Current 
rail simulation models show that by the end of 201 2, internal rail improvements (unit train access) will provide a 30% 
improvement in delays within the port, within the BNSF Vancouver Rail Yard and on the system. Significant additional 
capacity and velocity improvements occur with the additional internal rail system improvements and vwth the opening 
of the new access (replacing the existing at grade crossing and access) point on the east-west mainline (2016). 


Virginia Port Authority - Norfolk, VA 

PLEASE LIST WATER PROJECTS THAT ARE FULLY DESIGNED, PERMITTED AND READY TO GO; 

List confined disposal project and the amount needed and job created: - Craney Island Eastwanj Expansion Project 
$356 million federal funds (54,000 jobs at total build-out) 



Amekican Council of Engineering Companies 


“Investing in Infrastructure: The Road to Recovery” 

Committee on Transportation & Infrastructure 
October 29, 2008 

The American Council of Engineering Companies (ACEC) strongly supports infrastructure 
investment for inclusion in any economic recovery legislation. 

ACEC is the voice of the engineering industry. ACEC’s 5,700 member firms employ more than 
400,000 engineers, architects, land surveyors, and other professionals, responsible for more than 
$400 billion of private and public works annually that propel the nation’s economy and 
safeguard America’s quality of life. 

Infrastructure is literally the foundation of the nation’s economy, and that foundation is falling 
apart. An economic stimulus package built around infrastructure investment offers a positive and 
safe investment of taxpayer dollars that will spur economic growth both near and long-term. 

On the transportation side, transportation-related industries account for 10 percent of U.S. Gross 
Domestic Product (GDP), and there is well-documented evidence of the direct correlation 
between transportation spending and job creation. Studies show that $ 1 billion in spending on 
infrastructure supports over 34,000 jobs, and those jobs created and sustained in the engineering 
and construction sectors are well paying and play a critical role in enhancing the nation’s 
economic competitiveness. 

Each dollar invested in highway construction generates $1 .80 in GDP in the near term. As 
outlined in a 2002 report published by the Transportation Research Board, transportation 
investment strengthens local, regional and state economics by energizing city centers and 
facilitating employment opportunities. It also generates additional tax revenue by allowing 
businesses to expand operations and hire more workers. 

In addition to short-term job creation, additional infrastructure spending will have long-term 
benefits to economy. The safe and efficient movement of people and goods contributes to 
economic growth by reducing travel time and increasing reliability, thus facilitating just-in-time 
manufacturing and delivery and making personal and business travel easier. In an economic 
analysis conducted for the Federal Highway Administration, researchers from New York 
University showed that every dollar invested in the nation’s highways generated about 30 cents 
of production cost savings to businesses per year over the life of the improvement. At that rate, 
the initial investment value was exceeded in four years. That same NYU study estimated that 
highway investments contributed an average of 25% of total productivity growth nationwide 
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over the last 40 years. There is no doubt that infrastructure spending has a sizable impact on the 
economy. 

At the same time, the economic cost of underinvestment has been severe. Inadequate funding for 
transportation has ted to deterioration, congestion and delays, all of which raise the price of 
doing business through maintenance and repair needs, wasted fuel and delayed cargo shipments. 
Last year, our national economy was crippled by nearly $80 billion in congestion costs. On the 
safety side, traffic accidents and fatalities, beyond their personal impact, exact a $230 billion 
annual toll in economic costs. We must not continue to put lives at risk or diminish our global 
competitiveness by failing to maintain and improve our transportation network. 

Transportation infrastructure spending meets an immediate and pressing need. According to the 
National Cooperative Highway Research Program, there is a $58 billion gap between current 
expenditures and the cost just to maintain highway and transit performance. To make 
improvements to the system, that gap grows to $ 11 9 billion. The National Surface Transportation 
Policy and Revenue Study Commission reports an oft-citcd $225 billion minimum annual 
investment needed to upgrade our system to a state of good repair and create a more advanced, 
sustainable system. 

The massive quantity of transportation and infrastructure needs are certainly not going to be met 
in one piece of legislation. But, the American Association of State Highway Transportation 
Officials has identified over 3,000 ready-to-go projects that would be sped up through additional, 
near-term spending. Another area in need for infrastructure renewal and repair is the National 
Park system, including the National Mall in Washington, D.C., and other federal lands. Bridges 
and roads in our National Parks are in urgent need of repair or rehabilitation. Funding for all of 
these projects should be directed where work can begin within the 2009 construction season. 

On the environmental side, the need is no less great. Over the next 20 years, America’s water and 
wastewater systems face a funding gap of $300 to $500 billion between current annual 
investments in water infrastructure and the investments that will be needed each year to repair 
deteriorating water and wastewater systems and meet the mandates of the Clean Water Act and 
the Safe Drinking Water Act. The continuing decline in investment jeopardizes the quality, 
safety and security of our water. Wastewater treatment plants prevent billions of tons of 
pollutants from reaching rivers, lakes, and coastlines, protecting human health and benefitting 
segments of the economy that depend on clean, healthy water resources. 

America’s water systems contribute to the productivity of the workforce, the quality of the 
environment, the continuous growth in our GDP, and our standard of living. And like the 
transportation sector, water infrastructure projects also provide a needed short-term stimulus for 
job creation. The National Association of Clean Water Agencies, representing over 300 public 
wastewater treatment agencies, has identified a list of ready-to-go wastewater projects in 
communities around the country that could benefit from an immediate influx of spending. 

By boosting infrastructure spending, we can take an important step toward cleaning up lakes and 
rivers, bringing quality water into people’s homes, fixing structurally deficient bridges, 
rebuilding crumbling roads and highways, adding capacity to reduce congestion, and improving 
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roadways and transit systems. And, the best part is that these are truly investments - we are 
building structures that will last and will provide added value for years and years. There is both 
short-term stimulus and long-term gain. 

Thank you for this opportunity to present the engineering industry’s views on the value of 
infrastructure investment in stimulating the nation’s economy. As our members work on a daily 
basis to design solutions to the nation’s infrastructure needs, we’re equally committed to working 
with Congress to address these challenges on a national scale. Passage of an infrastructure-based 
stimulus package would be an important and vital step forward in this effort. 

Thank you. 
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Dear Chairman Oberstar and Ranking Member Mica: 

The American Highway Users Alliance commends you and the entire Committee on 
Transportation and Infrastructure for holding today’s hearing to document 
transportation’s key contribution to the needed economic recovery plan. We request that 
this statement be included in the record of the hearing “Investing in Infrastructure: The 
Road to Recover)'.” 

The American Highway Users Alliance strongly supports prompt enactment of legislation 
tliat includes funding for highway projects as part of an economic recovery and growth 
plan. Federal funding for road projects has been a successtul element of economic 
growth plans for the past one-hundred years. The economic vdue of these programs is 
well-documented and highway investments are just as important and effective today as in 
the past. In fact with today’s congestion levels and the aging of our nation’s critical 
bridges and pavements, the need for public investment in hi^way infrastructure is 
greater than it has ever been. 

Highway investments improve business and personal productivity, create and sustain 
jobs, save fuel, streamline logistics, prevent the human and economic cost of highway 
crashes, and keep America moving. These benefits have both quaniilative and qualitative 
economic results. For example, projects that add capacity to Interstate Highways have 
economic benefits as much as six dollars per dollar in cost. Investments in safer roads 
and elimination of hazards are a small price to pay to bring do\^'n the estimated S231 
billion in annual societal costs from roadway accidents. Each billion dollars in Federal 
highw'ay capital investment is estimated to create nearly 35,000 jobs. 

Eariier this fall the House passed legislation that would provide S12.8 billion in Federal 
General Funds, at a 100% Federal share, for highway projects. The American Highway 
Users Alliance urges prompt enactment of legislation with at least that $ 1 2.S billion level 
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of highway fimding, both to help get our country moving again and to provide benefits 
that will sustain a recovery once it is underway.. 

Thank you again for holding this hearing and for building a strong record in support of 
prompt enactment of legislation to invest in our nation’s highways. 


Sincerely, 
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Chairman Oberstar, Ranking Member Mica and Members of the House Transportation 
and Infrastructure Committee, thank you for the opportunity to submit testimony for this 
hearing on investing in infrastructure. My name is Noel Thompson, President of the 
American Public Works Association (APWA). I submit this statement today on behalf of 
the more than 29,500 public works professionals who are members of APWA, including 
our nearly 2,000 city, county, special district and other public agency members. 

APWA is an organization dedicated to providing public works infrastructure and services 
to millions of people in rural and urban communities, both small and large. Working in 
the public interest, APWA members design, build, operate and maintain transportation, 
water supply and wastewater treatment systems, waste and refuse disposal systems, 
public buildings and grounds, and other structures and facilities essential to the economy 
and the American way of life. 

We welcome and commend the recent attention you have given to issues affecting ‘Main 
Street’ America. With our nation confronting the greatest economic crisis in decades, 
local governments - those responsible for the improvement and repair of America’s 
‘Main Streets’ - are finding it increasingly difficult to secure the necessary funding to 
repair and rebuild aging and deteriorating critical infrastructure in their communities. 
Despite increasing local commitments, the scale and the breadth of the nation’s 
infrastructure needs are such that increased federal commitments are both urgent and 
necessary to support Main Street’s future economic recovery and growth. 

Our nation’s current economic crisis requires a new fiscal policy that injects much 
needed investment at the local level. I urge you to consider a sound, robust federal 
investment program that directs funding to urgently needed infrastructure projects. An 
economic recovery package so designed will produce timely and effective results. 

How? It is a fact that state and local governments have billions of dollars of backlogged 
infrastructure projects - transportation, water utility, environmental improvements - that 
are ready to go but lack immediate funding. These projects, if funded, will put people to 
work, generate orders for supplies and equipment and make improvements to key 
infrastructure assets that will continue to sustain economic growth in our communities for 
years to come. Targeting projects that have been approved, yet remain unfunded, such as 
road resurfacing, bridge repair, water treatment facility upgrades and pipe repairs, will 
create jobs, generate immediate economic activity and spur a multiplier effect. 

As government spending is increased, it creates ripple benefits through the entire 
economy. According to Mark Zandi from Moody’s Economy.com, each dollar of 
infrastructure spending could provide a $1.59 boost to the economy, while each dollar of 
refundable tax rebates only boosts Gross Domestic Product by about $1 .26. 
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Tackling long-standing infrastructure needs would lower transportation costs and benefit 
water quality and the environment and ultimately add a much needed boost to the 
flagging economy. 

Investment in public infrastructure projects is a proven way to boost the economy. Data 
show that every $ 1 biliion invested in transportation, for example, generates an estimated 
37,000 good paying jobs and up to $6 billion in additional gross domestic product. 
Increased investments in water and sewer projects are equally relevant. However, public 
infrastructure investment as a share of gross domestic product has steadily decreased for 
decades. A reversal of this trend can provide economic stimulus and build the foundation 
for long-term economic growth and sustainability. 

The decades of chronic underinvestment in our nation’s public infrastructure are 
jeopardizing public safety, our economic competitiveness and environmental quality. 

The nation cannot remain economically competitive with the rest of the world if our 
transportation systems are inadequate, our bridges are crumbling and our water systems 
are leaking and in need of repair and maintenance. Currently, local governments pay for 
over 95 percent of the investment in water infrastructure, and the federal share continues 
to be cut while the US Environmental Protection Agency routinely upgrades water 
quality standards imposing additional unfunded mandates on already strained local 
budgets. 

Despite the best efforts of local government officials, the nation’s infrastructure gap 
continues to grow while local budgets are faced with numerous competing needs. Our 
clean water infrastructure investment needs exceed $400 billion. As a nation, we 
currently invest less than 40 percent of the $225 billion to $340 billion the National 
Surface Transportation Policy and Revenue Study Commission found is needed annually 
to bring our surface transportation network (roads, bridges, public transportation, freight 
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rail and intercity passenger rail) into good repair. The result of this underinvestment is 
diminished public health and safety and reduced productivity and competitiveness. 

As you move forward, we urge you to include a robust investment in job-generating 
public infrastructure projects in any economic recovery proposals considered by 
Congress. The investment will serve as a much-needed catalyst for economic recovery 
and job creation in local communities and provide resources to reverse years of deferred 
maintenance and improvement that have cost Main Street jobs and economic opportunity. 

As local governments struggle to find the resources to pay for essential community 
infrastructure projects (water, sewer, and transportation), billions of dollars of 
backlogged shovel-ready projects remain delayed because of funding shortfalls. Due to 
the severe problems in the domestic and global financial markets, local governments are 
finding it increasingly difficult to access the capital they need. Moreover, shrinking tax 
revenues within communities are further constraining local budgets. 

A recovery plan that targets already approved yet unfunded projects, such as road 
resurfacing, bridge repairs, water facility upgrades and pipe repairs, will produce timely 
and effective results by generating jobs and orders for supplies and equipment, while 
making necessary and long overdue improvements to key infrastructure assets. These 
improved assets will continue to sustain economic growth in our communities for years 
to come. 

Such investment will also help repair and improve the nation’s deteriorating 
infrastructure, thereby improving safety, efficiency and economic competitiveness. 
Without a strong public infrastructure backbone, the nation’s economy, local 
governments and Main Streets across the country will not have the capacity to support the 
movement of goods and services needed to revitalize communities and ultimately the 
economy. Addressing the financial challenges of local governments is just as important 
as addressing the challenges faced by the national financial institutions and Wall Street. 

Infrastructure investment contributes to economic productivity by expanding economic 
growth of the locality, region, state and nation as a whole. For example, a new highway, 
allows for increased transportation of people, goods and services. More importantly, 
such investment does more by creating opportunities for new businesses to locate near 
the new road, providing additional jobs and output. Similarly, infrastructure investment 
also contributes to economic growth through expenditures associated with purchasing, 
installing, operating and maintaining the infrastructure itself Additionally, strategic 
public investments in the economic backbone of the nation’s economy - transportation, 
water and sewer systems - will spur the economy in the short-run and increase long-term 
economic growth. The sooner these investments are made, the sooner Main Street can 
start reaping the rewards. 

Mr. Chairman and Ranking Member Mica, thank you for holding this hearing. We are 
especially grateful to you and Committee members for the opportunity to submit this 
statement. APWA stands ready to assist you and the Committee as we move forward 
toward economic recovery. 
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On behalf of American Rivers’ 65,000 members and supporters, thank you for holding 
the hearing Investing in Infrastructure: The Road to Recovery. American Rivers 
applauds the Committee for spotlighting the need for more federal infrastructure 
investment to stimulate the economy and meet clean water needs and requests that this 
written testimony be included in the official hearing record. 

This moment in time offers a unique opportunity for Congress to put forth a new vision 
for water. In much the same way that we need to invest in energy efficiency and low- 
carbon technologies to fuel our economy in the 21®‘ century, we need a very different 
model of water infrastructure investment. We will make a terrible mistake if we simply 
rebuild water systems that date from the 19’*' and 20* centuries. This will lock in 
investments for decades that are too costly, too inflexible, and may cause more harm than 
benefit. 

Instead, we urge the Committee, and Congress as a whole, to direct more funding to 
solutions that will work best and most cost-effectively in a world dominated by climate 
change and new economic challenges. Our specific recommendations are listed below. 

U.S. Water Infrastructure is Crumbling.. .and So is Funding 

As the Committee is well aware, America’s water infrastructure is at a crisis point. 

Water and wastewater systems now receive the lowest grade, a D-, of all infrastructure 
rated by the American Society of Civil Engineers.* Aging sewers and treatment plants, 
growing population, and sprawling development patterns strain our existing clean water 
systems. At the same time we continue to lose crucial elements of our natural clean water 
system - headwaters streams, wetlands, forests, and natural floodplains. Climate change 
is already making the problem worse, and scientists predict more frequent and severe 
droughts and floods as the planet warms. 

Since 2002, federal clean water funding has declined significantly, leaving states and 
local governments to fill the gap. Between 2004 and 2005, states and municipalities spent 
$36 billion on sewers and another $46 billion on drinking water. In 2006, local 
governments made 96% of all sewage- treatment investments.^ 

The financial crisis and economic downturn have now virtually shut off all local 
investment. U.S. EPA has stated that water quality declines are reversing decades of 
improvement, and in less than a decade, without substantial increases in historic water 
infrastructure funding, pollution will be similar to 1 970 levels.^ 


' American Society of Civil Engineers, Report Card on America’s Itiifastructure, accessed online Oct. 25, 
2008, httD://www.asce.org/reportcard/2005/index2005.cfiii 

^ U.S. Conference of Mayors, Mayors Water Council, Local Government Investment In Municipal Water 
And Sewer Infrastructure: Adding Value To The National Economy, at I, August 14, 2008 (accessed 
October 25, 2008, 

http://www.usmavors.Org/Dressreleases/uDloads/LocalGovtInvtInMunicipalWaterandSewerInfrastructure.p 

df) 

U.S. EPA, The Clean Water and Drinking Water Infrastructure Gap Analysis, at 8, September, 2002 
(http://www.epa.gov/owm/gapreport.pdf l 


2 



414 


We need a national commitment to water infrastructure investment, but we need to invest 
more wisely. 

21’* Century Water Agenda 

We need a new agenda for water in this country that does not rely upon the outmoded 
approaches of the past two centuries. Climate change is changing traditional precipitation 
patterns and causing wide volatility. In a recent issue of Science magazine, hydrologists 
and water engineers commented that a central tenet of civil engineering called 
“stationarity” - the notion that water systems can be designed and managed for a 
relatively stable range of conditions - is no longer true."* As climate change reduces snow 
packs and increases droughts, reservoirs as large as Lake Mead, the drinking water source 
for 30 million Americans, are drying up. ^ Building more dams, as Atlanta and many 
other metro areas are proposing, won’t work unless it rains (in the right place), and won’t 
address unsustainable water use. Bigger storms are already causing more sewer overflows 
and flooding, and it is not physically or fiscally possible to enlarge underground 
stormwater tunnels enough to hold it all. Experts predict that these extreme hydrologic 
swings will only increase with global warming.^ 

We must invest in new solutions. 

American Rivers believes that future federal water investments should be governed by 
three key goals: 

1. Nature works best and cheapest. 

2. Don’t waste money. 

3. Integrate “green” and traditional solutions for greater safety and security. 

First, we must invest more substantial portions of our water dollars in natural 
infrastructure. This means viewing small streams, wetlands, floodplains, and forests as 
essential and effective components of our water infrastructure. New York City’s $600 
million investment in Catskills land protection and restoration did the job of $6 billion in 
capital costs to construct a water filtration plant as well as $200-300 million in annual 
operation and maintenance costs.’ And the city is consistently noted for having some of 
the safest drinking water in the world. 


Milly, et al., “Stationarity is Dead: Whither Water Management?” Science, Februaryt , 2008: 

Vol, 319. no. 5863, pp. 573 - 674 

’ Scripps Institution of Oceanography, Feb. 12, 2008 news release (accessed Oct. 25, 2008, 
httD://scritipsnews.ucsd.edu/Releases/?releaselD=8761 
Kundzewicz, Z. W et al. “Freshwater Resources and Their Management.” Climate Change 2007: Impacts, 
Adaptation and Vulnerability. Contribution of Working Group II to the Fourth Assessment Report of the 
Intergovernmental Panel on Climate Change, M.L. Parry et al. Eds., Cambridge: Cambridge University 
Press, 2007. 173-210. 

’ “Ecosystem Services: A Primer.” The Ecological Society of America. August 2000. 
http://www.actionbioscience.org/environment'esa.html. 
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Second, we need to spend every water dollar as wisely as possible. Spending money 
wisely means investing in multi-purpose solutions that lower costs and provide more 
benefits. Recently, the City of IndianapoEs announced that by using wetlands, trees, and 
downspout disconnection to reduce stormwater flows into their combined sewer system, 
the City will be able to reduce the diameter of the planned new sewer pipe from 33’ to 
26’, saving over $300 million.* Spending money wisely also means prioritizing hard 
infrastructure dollars to protect the highest-value investments, such as downtowns and 
critical facilities, like hospitals. It does not make economic sense to spend precious 
capital to build levees to protect soybean fields or ‘sewer lines to nowhere.’ Finally, we 
must invest in efficiency first, before we invest in any new hard infrastructure. If the 
Atlanta metro area undertook a set of common water efficiency practices and policies, it 
could save as much as one-third of its current water use, twice the amount of water 
provided by four proposed dams, saving $700 million.® Those public savings, in turn, 
could be used to meet other municipal needs. 

Third, a 21®* century approach to water infrastructure enhances community safety and 
security. Clean, abundant water and protection from storms is at the heart of our safety • 
and security. Climate change and other impacts are threatening that security, and we need 
a more modem mix of green and traditional approaches that will help communities be 
more prepared for the coming changes. 

We cannot eliminate engineered systems, such as pipes, treatment plants, and levees. Nor 
should we. They are important elements of our clean water system, and many are in 
desperate need of repair or replacement. But relying on fixed engineering solutions alone 
won’t solve our future needs. Instead, we should optimize the mix of green infrastructure 
as a “first line of defense” complemented with state-of-the-art engineered technology. 
Chicago and other cities are installing green roofs to capture stormwater, and are using 
that water to cool buildings, flush toilets, and irrigate landscaping. This not only reduces 
the use of water treated to drinking water standards, it reduces sewer overflows and 
flooding and cuts rooftop temperatures by as much as 90 degrees. 

Economic Stimulus and Green Jobs 

Green strategies create good jobs in many sectors, including plumbing, landscaping, 
building, and design. It also supports supply chains and the jobs connected with 
manufacturing of materials including roof membranes, rain barrels, and permeable 
pavement. For example. New York City’s broad sustainability plan, PlaNYC, includes 
investments in green infrastructure to reduce stormwater and sewage and protect drinking 
water supply. The City estimates that full implementation of PlaNYC will create 4,449 
water infrastructure jobs of all types per year. In DeKalb County, Georgia, where retrofits 


* Sewer Overhaul Mean More Green, lndystar.com Oct. 14, 2008, 
http://'www.mdvstar.com/apps/pbcs.dll/article?AlD=/2008 1 0 1 4/LOCAL 18/810140384 . 

® American Rivers, Hidden Reservoir: Why Water Efficiency is the Best Solution for the Southeast, 
October, 2008, at 6, 

http://www.americanrivers.org/site/DocServer/SE Water EfTiciencv Oct 2008 opt.Ddf?docID=842 1 
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with water-efficient fixtures are now required upon creating a new account with the water 
utility, the County estimates that retrofitting its 165,000 pre-1993 homes would generate 
between $74.25 million and $148.5 million worth of skilled, well-paying jobs in the 
plumbing industry.’® 

Green strategies for meeting water needs are smarter environmentally and fiscally, and 
are already being applied by many forward-looking cities, including New York, Chicago, 
Portland, Seattle, San Francisco, Minneapolis-St. Paul, Milwaukee, Kansas City, Toledo, 
Cincinnati, Philadelphia, and many others. Seattle Public Utilities is spending 13 percent 
of its capital improvement budget on green infrastructure projects." The Metropolitan 
Water Reclamation District in Chicago estimates that 22 percent of its 2007 stormwater 
fund expendittires were directed toward green infrastracture projects.’^ New York City 
plans to spend nearly $1 billion per year over 20 years in green strategies to address 
stormwater needs under its PlaNYC 2030 plan to prepare for climate change impacts.'® 

Looking across those and other examples, an average of 16.1 percent of water 
infrastructure funding is already being applied by cities for green approaches. Based on 
EPA’s estimate of a clean water capital funding shortfall of $388 billion over a twenty 
year period,*'* that percentage equates to at least $3 billion in funding for green 
infrastructure strategies per year. H.R.720, passed by the House in 2007, called for a 25 
percent set-aside for green strategies for all appropriations over $1 billion. We feel that a 
level between 16 percent, reflecting current city investments, and 25 percent, reflecting 
policy passed by the House, should be the standard for all new federal water investment. 

Given the value of and demand for green infrastructure, we believe that Congress 
should appropriate at least 16 percent of clean wafer and drinking water 
infrastructure funding in the form of grants for green strategies in any stimulus bill. 

We are at a cross roads today in how we manage our water needs. We can no longer 
afford to apply outmoded designs of the past to meet the challenges of the future. The 
time is now to make long-lasting economic investments, create good jobs that respond to 
the new, green economy, and meet the water challenges facing us in this century. 

American Rivers appreciates the House Transportation and Infrastracture Committee’s 
consideration of our views. ■' 


Jenny Hofiher, American Rivers, personal communication. 

” The Civic Federation, Managing Urban Stormwater with Green Infrastructure, A Case Study of Five 
U.S. Local Governments, 2007, at 43-44. 

“W. at 19. 

” New York City, Draft Sustainable Stormwater Management Plan, Oct, 1, 2008, at 41, accessed Oct. 25, 
2008, 

bttp://www.nvc.gov/html/planvc2030/dovTOloads/pdPdraft sustainable stormwater management plan oct 
ober 2008.pdf ') 

“ U.S. EPA, The Clean Water and Drinking Water Infrastructure Gap Analysis, at 26, September, 2002 
(httD://www.etia.gov/owm/ganreDort.pdf l 
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Mr. Chairman, Ranking Member and distinguished committee members: 

Thank you for this opportunity to submit this statement on behalf of the American Shore & Beach 
Preservation Association. As the association’s president. I urge this Committee to provide a much-needed 
stimulus for America’s economy by investing in an expansion and modernization of its infrastructure. 
Specifically, ASBPA believes that an economic recovery package should include at least %5 billion in water 
resources projects. 

JOBS: $5 billion in water resource projects will create over 140.000 new jobs. Of this total, almost 

40.000 would be new private sector jobs with average salaries ranging from S38.000 to S42.500. Over 

100.000 additional new jobs would be created in industries supplying the water resource projects funded 
by the stimulus and the goods and services needed by the workers and their families. 

USING THE NATION’S WATERWAYS TO STIMULATE THE ECONOMY. The narion’s Marine 
Transportation System contributes 30% of the nation’s Gross Domestic Product through movement of 
products for domestic use and export. Approximately 94% of the nation’s commercial import and export 
commerce, valued at over $620 billion, is moved on Federal channels and waterways. The stimulus 
funding will improve channel availability of our coastal ports from 32% to 95% and boost inland 
waterway lock and channel reliability and availability by reducing lock closures due to mechanical failures 
from 27,000 hours to 10,000 hours/year. Increased waterborne commerce will also mean more goods 
moving by rail and highway, creating more new jobs. 

REDUCING COASTAL HAZARDS. There are several coastal protection projects scheduled for periodic 
nourishment in order to maintain the level of storm damage protection that Congress authorized and, 
therefore, requires. In addition, there are at least two new coastal protection projects that have been 
authorized by Congress and are ready for construction. In some areas, sand obtained from navigation 
projects can be placed on or near the shoreline to reduce the damaging wave energy of storms. The 
American Shore & Beach Preservation Association also urges that up to $1 million of stimulus funds be 
allocated to expedite completion of ongoing feasibility studies for coastal protection in states on the Gulf 
and East coasts and the Great Lakes. 


PRESIDENT'S OFFICE WASHINGTON OFFICE 

1 100 Casvwll Beach Rt>ad, Caswell Beach, .NC 28465 c/o Marlowe & Company 
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IMPROVING DAM SAFETY. There are several dams operated by the Corps of Engineers whose water 
control structures and gates are over 50 years old. These need to be repaired so they can continue to 
offer the level of safety they were designed to provide. In addition, safety modifications need to be made 
to approximately 18 projects that have received an Unsafe or Marginally Unsafe Dam Safety Assessment 
Condition rating and are operating under restriaed conditions. 

LOWERING FLOOD RISKS. Twenty-three civil works projects could be completed allowing for the 
realization of over $154 million in average annual national benefit resulting from reduction in flood 
damage to homes and businesses and reducing risk for over 9 million people. 

ENHANCING RECREATION & THE ENVIRONMENT. Funds will be used to hire 1300 additional 
workers (400 temporary rangers and 900 maintenance/contract laborers) to provide increased health and 
safety programs and perform critical maintenance and facility improvements in Corps-operated parks. 
Funds will also allow the Corps to host an additional 9 million visits that will contribute $262 million in 
trip spending to the regions surrounding Corps lakes and add 3,380 jobs and $127 million in value added 
to the local economies. These jobs in turn will produce over $25 million in increased Federal tax 
revenues. Stimulus funding will greatly expedite the construction of critical environmental projects, 
protecting critical ecosystems and producing beneficial impacts on more than 1 million acres could be 
expedited. Of these outputs, approximately 90% are nationally significant and would contribute greatly 
to long-term environmental sustainability. Funds will also be used to hire 700 additional workers to make 
improvements to land and water quality. 

GENERATING MORE HYDROPOWER Approximately 1.6 billion kilowatt-hours of additional clean 
renewable energy can be generated and an additional 465 megawatts of capacity will be developed. The 
economic stimulus funds will also Improve performance metrics in unit peak availability by 6-8 percentage 
points from 84% to 90% and avoid burning approximately 650,000 tons of coal and importing 
approximately 2.4 million barrels of oil. 

POLICY RECOMMENDATION: Many Corps of Engineers projects are cost-shared with non-federal 
interests. In order to expedite the execution of water resource projects and maximize their stimulus, the 
American Shore & Beach Preservation Association recommends the enactment of a one-time provision 
that enables any cost-sharing sponsors to have five years to repay their share. The Corps could then 
immediately apply available funding to the highest and best use for the nation without regard to the 
immediate availability of matching funds from partners. 

Founded in 1926. the American Shore & Beach Preservation Association represents the scientific, 
technical and political interests along the coast in an effort to shape national coastal research and policies 
that promote responsible stewardship of America s coastal resources. On behalf of this esteemed 
organization. 1 want to thank you for the opportunity to provide the Committee testimony and strongly 
encourage you to fund our nation s water resources needs. 
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Investing in Infrastructure: The Road to Recovery 
Testimony of 

The American Traffic Safety Services Association 
October 29, 2008 


The American Traffic Safety Services Association (ATSSA) is pleased to provide this testimony to 
the Transportation and infrastructure Committee of the United States House of Representatives as it 
examines how infrastructure investment contributes to job creation and economic recovery. ATSSA is a 
trade association located in Fredericksburg, VA. Our more than 1600 members manufacture and install 
lifesaving roadway safety devices such as signage, markings, guardrail, barrier, crash cushions, impact 
attenuators, variable message signs, and everything orange you see in a work zone. They are on the 
front lines of construction every day. 

As the committee will no doubt hear from others, each $1 billion in roadway funding creates 
about 35,000 jobs and generates more than $2 billion in economic activity. Conversely, losing roadway 
funding has a direct negative economic impact through job loss, reduced mobility and lost productivity. 

The current funding volatility due to uncertain motor fuel tax receipts at the federal, state and 
local levels of government has already created construction disruptions around the country. Fuel prices 
topping $4 per gallon - and the general economic slowdown resulting from the troubles on Wall Street 
- have exacerbated this crisis. The reduction in vehicle miles traveled and the reduction in fuel 
purchases continue to impact this nation's transportation funding system. 

Spending resources on roadway safety features should be a key component of any 
transportation spending that might arise from an economic recovery or infrastructure stimulus package. 
In addition to providing needed jobs in the transportation sector, a key benefit from targeting a portion 
of an infrastructure stimulus package to roadway safety is that - in general - upgrading safety features 
does not require lengthy planning cycles, environmental reviews, etc. In addition, roadway safety 
features save lives and mitigate injuries - thus resulting in substantial savings in the area of "societal 
costs". These additional savings provide a second economic impact that is too often forgotten when we 
discuss infrastructure investment. 

States are only now beginning to report results from safety projects undertaken with Highway 
Safety Improvement Program (HSIP) funds. For example, many state DOTS have installed median barrier 
to prevent crossover crashes on divided highways. This barrier has been reported as being 95% to 100% 
effective, virtually eliminating crossover deaths in some states. Likewise, the state of Missouri has been 
very aggressive in using rumble stripes on two lane rural roads to reduce run-off-road crashes resulting 
in a 25% decrease in these crash types. 

Original installation and modernization of safety features can result in clear economic benefit. 

In a recent report on its Strategic Highway Safety Plan, CalTrans stated that for a three-year evaluation 
period of 86 projects totaling $91.7 million, the minimum savings was $635 million - which translates 
into a benefits-cost ratio of 47:1 (assuming a lifecycle of 20 years). On a local basis, Mendocino County, 
CA, determined a minimum benefit cost ratio of 159:1 for its $79,260 sign installation and upgrade 
program. 
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if Congress is interested in putting additional transportation funds to use quickly, a portion of a 
stimulus package could be targeted to the following activities: 

1. Installation or upgrade of median barriers on the National Highway System; 

2. Installation of rumble strips or another warning device, if the rumble strips or other warning 
devices do not adversely affect the safety or mobility of bicyclists, pedestrians, and the disabled; 

3. Improvement of highway signage and pavement markings for both state and locally owned 
roads, including but not limited to any material upgrades and the implementation of any 
assessment or management method designed to meet state-established performance standards 
or required by federal regulation or the Manual on Uniform Traffic Control Devices to meet 
minimum levels of retroreflectivity. 

4. Installation or modernization of guardrails, barriers and crash attenuators; 

5. Installation of a traffic control or other warning device at a location with high accident potential; 

6. Systemic improvements to dangerous rural roads, including signage, markings, crash cushions 
and barriers, guardrails, and systems and devices intended to reduce crashes and fatalities. 

In order to inject funds into the economic system as promptly as possible, consideration might 
be given to requiring that each state pass through 25% to 50% of any new transportation funding to the 
local level. However, it is our understanding that under current Federal programs local governments are 
encountering difficulty in complying with complex application procedures and with finding project funds 
to advance for later reimbursement by the federal-aid highway program. Therefore, we recommend 
that federal and state application requirements for these funds should be minimal. We also believe that 
at this time a mechanism should be included that would ameliorate the requirement that local 
governments advance project funds and subsequently be reimbursed through the highway account. 
Perhaps a method could be established to allow at least a partial "advance" of funds to recipients at the 
local level due to the severe stress on local government finances as a result of the extreme downturn in 
housing values and their impact on real estate tax revenues. An additional method to accelerate the 
expenditure of funds would be to take advantage of provisions in existing law that allow for 100% 
federal share on certain safety projects. 

We would like to thank the committee for the opportunity to submit these comments for the 
Hearing Record. We stand willing to assist the committee in any way possible in this important effort. 
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AMERICAN TRUCKING ASSOCIATIONS 

950 N. Glebe Road * Suite 2t0 * Arlington. VA * 22203'4181 

www.truckllne.com 


Before the Committee on Transportation and Infrastructure 

Hearing on 

“Investing in Infrastructure: The Road to Recovery” 
October 29, 2008 

Testimony of the American Trucking Associations 


Chairman Oberstar, Congressman Mica and members of the Committee, thank you for giving the 
American Trucking Associations (ATA)' the opportunity to testify. As you know, the question 
is no longer whether the economy is in a recession, but how deep wifi it be and how long will it 
last. ATA believes that our Nation is entering its toughest economic period in over 20 years. 
High energy costs, tightened credit markets, decreased factory output, a slumping housing 
market and general weakness in the economy that has contracted consumer spending have 
affected the trucking industry especially hard. Beginning in July, truck tonnage began to fall 
significantly. We expect this weakness in truck tormage to continue into 2009. Mr. Chairman, 
the recession has already taken its toll on our industry. According to Avondale Partners, LLC, 

1 ,905 motor carriers with at least five trucks failed during the first half of 2008, with an 
additional 785 ending operations in the third quarter. Together, these carriers operated over 
100,000 trucks and employed thousands of people. 

With no end in sight to the economic downturn, our Nation cannot simply wait for the current 
situation to improve. While we are confident that the steps taken by Congress, the Treasury 
Department and the Federal Reserve to address the situation thus far will be helpful in the 
coming months and years, immediate action is needed to jumpstart the economy and put 
America back to work. ATA strongly believes that investing in America’s infrastructure is a 
crucial part of a broad strategy to bring the United States out of the current economic crisis. 

Such investments will stimulate immediate job creation, put American businesses back on track 
and restart our country’s economic engine. 


^ The American Trucking Associations is the largest national trade association for the trucking industry. Through a 
federation of other trucking groups, the industry-related conferences and its 50 affiliated state trucking associations, 
ATA represents more than .57,000 members covering every type of motor carrier in the United States. 
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It is important to note that infrastructure spending will also have long-term benefits. More 
efficient transportation systems will more than pay for themselves over the long run by making 
our businesses more competitive, by reducing consumer prices, lowering health and other costs 
associated with highway accidents, and by reducing energy, environmental and efficiency costs 
related to highway congestion. Indeed, every dollar invested in the Nation’s highway system 
yields $5.40 in economic benefits as a result of reduced delays, improved safety and lower 
vehicle operating costs. Furthermore, eliminating congestion in urban areas can reduce carbon 
emissions by more than 3 1 million tons per year. 

Highway investment will give a shot in the arm to trucking companies serving the construction 
sector, who have suffered the devastating effects of the housing slump. The income that 
infrastructure investments create will spur consumer spending, spreading the benefits of the 
economic recovery package to retailers and manufacturers, and to the trucking companies which 
deliver their freight. 

Mr. Chairman, ATA is grateful to the Committee for recognizing the difficulties facing 
American businesses and individuals, and for the Committee’s efforts to spur economic growth 
through investments in infrastructure that will pay dividends for years to come. We fully support 
an economic recovery package that invests in highway infrastructure. 
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FasterBetterSofer 


AMERICANS FOR TRANSPORTATION MOBILITY 


1615 H Stre^, NW , Washington, DC 20062 wNvw.fastsrbettersafer.org 


OctobCT 28, 2008 


The Honorable James Oberstar 
Chairman 

Committee on Transportation 
and Infrastructure 
U.S. House of Representatives 
Washington, DC 20515 


The Honorable John Mica 
Ranking Member 
Committee on rransportation 
and Infrastructtire 
U.S. House of Representatives 
Washington, DC 205 1 5 


Dear Chairman Oberstar and Ranking Member Mica: 


The Americans for Transportation Mobility (ATM) coalition commends your leadership for 
scheduling a hearing tomorrow to examine how infrastructure investment can be a key element of a 
second stimulus package this year. 

During these times of significant economic uncertainty, it is important to remember that 
infrastructure investment directly supporfe jobs and facilitates the improved movement of people and 
goods to spur economic growth. 


Each dollar invested in highway and transit construction generates $1 .80 of Gross Domestic 
Product in the short term, according to Standard & Poor's DRI. Every dollar taxpayers invest in public 
transportation generates about $6 in economic returns, reports Cambridge Systematics. According to the 
Department of Transportation, each $1 billion in federal highway investment accompanied by the state 
match supports 34,779 jobs. Conversely, a decaying surface iransportation system costs the U.S. 
economy $78 billion annually in lost time and fuel; and crashes - approximately one-third of which are 
attributable to road conditions - drain an additional $220 billion. 


Earlier this year state departments of transportation identified more than 3,000 highway projects 
totaling approximately $18 billion that could be implemented within 30-90 days from enactment of 
federal economic stimulus legislation. Furthermore, the American Public Transportation Assixsiation 
(APIA) has identified an estimated $8 billion in similar ready-to-go transit projects. The Coalition 
strongly urges Congress to provide funding for these critical efforts in any stimulus legislation Congress 
considers. 


Sincerely, 


Americans for Transportation Mobility 
Cc; The Members of the Committee on Transportation and Infrastructure 


ATM Management Committee Members 

American Council of Engineering Companies • American Public Transportation Association • American Road and 
Transportation Builders Association • Associated Equipment Distributors • Association of Equipment 
Manufacturers* Associated General Contractors* American Society of Civil Engineers* International Union of 
Operating Engineers • Laborers International Union of North America * National Asphalt Pavement As.sociation • 
National Stone. Sand, and Gravel Association 
• United Brotherhood of Carpenters and Joints of America • U.S. Chamber of Commerce 
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Statement of Anne B. Pope 

Federal Co-Chair, Appalachian Regional Commission 
Submitted to the Committee on Transportation and Infrastructure 
October 29, 2008 


Chairman Oberstar, Ranking Member Mica, and Members of the Committee. As Federal Co- 
Chair of the Appalachian Regional Commission (ARC), I am pleased to submit this statement 
concerning the role of infrastructure and economic development in Appalachia. ARC believes 
that strategic investments in basic infrastructure are critical to job creation, yielding both short- 
term job impacts and long-term, sustained economic growth. Indeed, providing critical basic 
infrastructure to distressed communities has been the linchpin of ARC’S strategy for helping 
bring Appalachia into economic parity with the rest of the nation. 

ARC’S investments in infrastructure range from improving local water supply that will support 
new industry, to equipping industrial parks with wastewater treatment services and access roads, 
to expanding telecommunications access in rural areas, to constructing the Appalachian 
Development Highway System that will open up Appalachia to national and global markets. 
Since ARC’S creation, roughly two-th^ds of our funding has gone for basic infrastructure. That 
reflects our view that infrastructure is an essential building block for sustainable economic 
growth. 

Appalachia’s mountainous terrain and dispersed population make infrastructure projects more 
expensive than in much of the rest of the country, yet many communities lack the financial 
resources to meet the match required by other federal programs. ARC’S funds thus enable these 
communities to acquire the infrastructure that is critical to their economic future. 

The role of these projects in fostering growth is significant. Last year ARC released a study, 
conducted by the Economic Development Research Group, assessing the economic impact of 
ARC’S infrastructure and public works projects. Examining a sample of 104 ARC projects (out 
of 400 total infrastructure projects) from the period 1999-2005. the study demonstrated the 
economic impact of ARC’S investment in basic infrastructure across Appalachia. According to 
the study, the $29.4 million ARC invested in the sampled projects, coupled with $34.4 million in 
other federal investment, had the following economic impact: 

• Created over 1 7,600 new jobs, while helping retain 9,580 existing jobs 

• Generated $638.8 million in new wages annually 

• Led to the expansion of S 1 .3 billion of annual personal income 

• Leveraged $1.7 billion oftotal private investment, a ratio of $75 of private investment for 
every $ I of ARC funds. 

These are the long-term benefits. But, of course, these infrastructure projects also produce 
construction-related jobs when the projects are being built. Our infrastructure study found that 
this sample of projects resulted in almost 7,000 construction jobs, yielding a significant and 
immediate economic Impact in dozens of Appalachia communities. 


166S CONNECTICUT AVENUE, NW, SUITE 600 


WASHINGTON. DC 20009-10S8 


(202) 384-7660 


TAX (202) 884 7693 


(.arc. gov 
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These infrastructure projects-which included wastewater treatment facilities, water supply 
enhancements, access roads, and the rehabilitation of buildings— enhanced economic 
diversification, facilitated the reuse of vacant or underutilized sites, and stimulated additional 
workforce development. 

In 2004 ARC invested $450,000, joined with $81 1,000 in state and local funds, to improve the 
wastewater collection system for an industrial park in Anderson County, Tennessee. The funds 
were used to construct new sewer lines and pump stations at the park to enable an auto parts 
manufacturer to construct and equip a new plant. The company invested $65 million in the plant, 
ultimately creating 400 new jobs. 

Similarly, investments in the Appalachian Development Highway System (ADHS) are critical 
for job creation and economic growth. An earlier study of the ADHS conducted by Wilber 
Smith Associates found that the 12 ADHS corridors that were largely complete had led to a net 
increase of 16,000 jobs that would not otherwise have existed without the ADHS, More 
recently, a 2006 study by the Economic Development Research Group found that ARC counties 
with open ADHS segments had higher income growth than counties with similar economic and 
demographic characteristics that did not have ADHS segments, with the ADHS counties posting 
200 percent more growth over the period 1 969-2000. 

I think it important to note, Mr. Chairman, that the economic benefits from the .ADHS are not 
limited just to Appalachia. Rather, according to a study released earlier this year, the larger 
national economy will itself benefit significantly, largely because of improved freight movement. 
The estimated return for the nation as a whole is $3 for every $1 of federal money invested in 
completing the ADHS, That is a compelling benefit-cost ratio. 

Because of the strong support of this committee, we are making good progress in building the 
system. The ADHS is now 82 percent complete. Like other state and local governments, the 
ARC states have additional highway projects lined up and ready to go and we will be working 
with them to ensure that they continue to make good progress toward completing key segments 
of the ADHS. 

In short, Mr, Chairman, ARC has seen the economic development benefits that flow, particularly 
to economically distressed areas, from sound investments in infrastructure. Quite simply, these 
investments result in jobs. Providing rural communities with adequate infrastructure will 
continue to be the centerpiece of ARC’S plan for fo.stering economic growth in Appalachia. 
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Introduction 

The Association of American Railroads (AAR) appreciates the opportunity to submit this 
statement for the record regarding railroad infrastructure investment. AAR members account for 
75 percent of U.S. freight railroad mileage, 92 percent of employees, and 95 percent of revenue. 

U.S. freight railroads operate a 140,000-mile network serving nearly every industrial, 
wholesale, retail, agricultural, and mining-based sector of our economy. Looking ahead, we 
carmot prosper in an increasingly-competitive global marketplace if our freight railroads cannot 
meet our growing transportation needs. Having adequate rail capacity is critical in that regard. 

Policymakers have crucial roles to play. The AAR respectfully suggests that 
policymakers should take several steps — including approving tax incentives for infrastructure 
investments that expand rail capacity, implementing more public-private partnerships for rail 
infrastructure projects, and rejecting attempts to re-regulate railroads — that would help ensure 
that adequate rail capacity exists to meet America’s future transportation needs. 

Rising Rail Traffic Has Strained Capacity 

Over the past 15 years, economic growth, growing international trade, increasingly- 
congested highways, higher fuel prices, improved railroad reliability, and other factors have 
pushed more freight to railroads. From' 1990 
to 2007, tons originated for U.S. Class I 
railroads rose 36 percent, rail carloads 
originated rose 47 percent, and rail revenue 
ton-miles rose 71 percent. 

There has been a slight decline in rail 
traffic in 2007 and so far in 2008, due to a 


Carloads Originated by Class I Railroads 



Seance; AAR Freight Commodity Statistics 
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weak economy. Even so, by the end of this year, U.S. freight railroads will have moved more 
freight in 2006, 2007, and 2008 than in any previous three-year period. 

As a result, average freight rail traffic 
density is up sharply. From 1990 to 2007, 
car-miles per mile of track owned (a common 
way to measure rail density) rose 82 percent; 
ton-miles per mile of railroad (another 
density metric) rose 1 1 8 percent. 

The increase in rail traffic and traffic 
density have led to capacity constraints in some areas. Different railroads vary in the degree to 
which their capacity is constrained, but there is no question that there is much less room on the 
U.S. rail network today than there was even a few years ago. 

Future Rail Capacity Needs Are Substantial 

Current economic conditions have led to a lull in rail traffic growth, but this lull will be 
temporary — the long-term forecast is for steadily higher freight rail traffic. 

For example, the U.S. Department of 
Transportation has forecast that freight 
railroad demand will rise 88 percent by 2035 
from 2002 levels. If the increase in rail 
traffic in the 1 5 years following 2007 simply 
matches the rate of growth over the 15 years 
prior to 2007, by 2022 Class I railroads will 
be originating 41.5 million carloads — up from 31.5 million in 2007. 


Demand For Freight Rail is Expected to Rise Sharply 
(Billions of Tons Transported) 



0.0 0,5 1.0 1.5 2.0 2.5 3,0 3.5 4.0 

p - projected Source: FHWA Office of Freight Management and Operations 
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The magnitude of the looming freight rail capacity issue was also home out by a recent 
study by Cambridge Systematics, a prominent transportation consulting firm. 

The purpose of the study, which focused on 52,000 miles of primary rail corridors, was to 
estimate the cost of the expansion in capacity necessary for U.S. freight railroads to handle the 
88 percent increase in freight rail traffic forecast by the DOT for 2035, assuming no gain in rail’s 
market share of intercity freight movements. 

The study found that if rail 
capacity needs are not properly 
addressed, by 2035 some 16,000 miles 
of primary rail corridors nearly one- 
third of the 52,000 miles covered in 
the study ■ — will be so congested that 
train flows would be unstable and 
congestion and service delays would 
be persistent and substantial. 

Because the rail system is so 
interconnected, this outcome would 
mean that the entire U.S, freight rail 
system would become, in effect, 
disabled. 

What does this mean? The rail network faces capacity challenges now and could face a 
capacity crisis in the future if the necessary investments are not made. Looking ahead, as their 
traffic continues to grow, railroads will increasingly need to concentrate on building new 
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capacity and finding ways to better utilize their existing capacity — while continuing to maintain 
existing capacity at high standards. 

Railroads Are Working on a Variety of Fronts to Increase Capacity 

Using creativity, technology, and massive re-investments in track and equipment, freight 
railroads are working hard every day to help ensure America has the rail capacity it needs. 

For example, by the end of 2008, 

America’s freight railroads will have spent 
approximately $440 billion since 1 980 on 
capital expenditures and maintenance 
expenses related to their infrastructure and 
equipment — more than 40 cents out of every 
revenue dollar. Rail spending for these 

purposes was higher in 2007 than ever before, and is expected to be about the same in 2008. 

The massive investments railroads must make in 
their systems reflect their extreme capital intensity. 

Railroads are at or near the top among all U.S. industries in 
terms of capital intensity. In fact, from 1 997 to 2006 (the 
most recent year for which data are available), the average 
U.S. manufacturer spent 3 percent of revenue on capital 
expenditures. The comparable figure for U.S. freight 
railroads was 17 percent, or more than five times higher. 

It’s also interesting to note the four largest Class I railroads spend far more on capital 
outlays and maintenance of track and roadway than the vast majority of state highway agencies 


Capital Expenditures as a % of Revenue 

for Various U.S. industries; Avg. 

1997-2006 

Average aii manufacturing 

3% 

Food manufacturing 

2% 

Petroleum & coal products mfg. 

3% 

Machinery manufacturing 

3% 

Motor vehicles & parts mfg. 

3% 

Wood product mfg. 

3% 

Fabricated metai product mfg. 

3% 

Chemicals manufacturing 

4% 

Plastics & rubber products mfg. 

4% 

Paper manufacturing 

4% 

Computer & electr. product m^. 

5% 

Nonmetailic mineral product mfg. 

5% 

Electric utilities 

13% 

Class 1 Railroads 

17% 

Note: Utilities are 1999-2006 

Source; U.S. Bureau of the Census, AAR. EEi 


Infrastructure and Equipment Spending* 
Per Mile of Railroad: 2000-2007 



2000 2001 2002 2003 2004 2005 2006 2007 

‘Capital spending •’inaMwinceexptytses'dep'ocistion Class 1 railroads only. Source: AAR 
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spend on their respective highway networks. Only the 
highway agencies of Texas, Florida, and California spend 
more on highway capital and maintenance than Union Pacific 
and BNSF each spend on their networks. CSX and Norfolk 
Southern are in the top ten compared with all states. 

Beyond spending heavily on infrastructure and equip- 
ment, U.S. freight railroads are taking many other steps to 
help ensure that the rail capacity America needs will be there. 

For example, railroads have hired and trained 
thousands of new employees. They had 
1 1,000 more employees in December 2007 
than in December 2003. Railroads have also 
added thousands of more powerful 
locomotives. From 2000 to 2007, the 
aggregate horsepower of the locomotive fleet 
rose 31 percent. Finally, railroads are 
incorporating innovative new technologies to help relieve capacity constraints. 


Class I Railroad Employment: Jan. 2001 • Dec. 2007 



RR Spending on Way & Structures 
vs. State Highway Agency 
SjMinding; 2006 
($ billions) 

Total 


1. 

Texas 

$7.57 

2. 

Florida 

$5.69 

3. 

California 

$4.19 


Union Pacific 

$4.17 


BNSF 

$3.89 

4. 

New York 

$3.59 

5. 

Pennsylvania 

$3.30 

6. 

Illinois 

$3.30 


CSX 

$2.62 

7. 

Michigan 

$2.61 

8. 

North Carolina 

$2.48 

9. 

Ohio 

$2.14 


Norfolk Southern 

$2.12 

10. 

Georgia 

$1.88 


Data include capital outlays and main- 
tenance expenses. Sources: FHWA 
Highway Statistics Table SF-12 and AAR 
analysis of R-l annua! reports. 


Today’s Earnings Pay for Tomorrow’s Capacity 

As described above, the railroads are working hard to maintain and expand their capacity, 
including re-investing record amounts of their own funds — more than $440 billion from 1980 to 
2008 — back into their systems. 

Railroads need adequate earnings to pay for these investments. As the Congressional 
Budget Office (CBO) has noted, “As demand increases, the railroads’ ability to generate profits 
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from which to finance new investments will be critical. Profits are key to increasing capacity 
because they provide both the incentives and the means to make new investments.”' 

To be sure, railroads in recent years have achieved financial results that are much better 
than their results since the 1970s. These improved financial results shave translated directly into 
higher rail spending: 


Class I Railroad Net Income: 2000-2007 

($ biiitons) 



$3 



2000 2001 2002 2003 2004 2005 2006 2007 


Class I RR Capital Expenditures: 2000-2007 

($ Billions) 

. , $9.2 



2000 2001 2002 2003 2004 2005 2006 2007 


Source; AAR 


Source: AAR 


Moreover, recent railroad financial results need to be kept in context. Rail industry 
profitability has consistently lagged most 
other industries — and that is still the case 
today. While recent years may have been the 
best financial years ever for railroads, they 
have not been enough to bring railroads even 
to the mid-point among all industries. 

Clearly, the need for financial sustainability 
is as pronounced today as ever. 


Even After Recent improvements. Rail Industry 
Profitability Still Lags Most Other Industries 


□ ROE* - Median AH Industries 
■ ROE' - Rail IndustPf 



2003 2004 2005 2006 2007 

*Roliwn on eriurty (not proWdividocl by ysar-and shareholders' equity) Source: Value Line I 


’ Congressional Budget Office, Freight Rail Transportation: Long-Term /ssnes\ January 2006, p. 11 . 
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Future Rail Investment Needs 

According to the Cambridge Systematics study noted earlier, an investment of $148 
billion in 2007 dollars (of which $135 billion is for Class I railroads) will be necessary for rail 
infrastructure expansion to keep pace with economic growth, meet the DOT’S forecast demand, 
and maintain (but not grow) rail’s current market share. 

That huge sum is in addition to the hundreds of billions of dollars necessary over this 
period to maintain and replace existing rail infrastructure, and to maintain and replace 
locomotives, freight cars, and other equipment. 

Railroads will continue to spend huge amounts of their own funds to address the capacity 
challenge. However, they are, and will continue to be, unable to pay for all of the capacity that 
would be required to serve all shippers’ needs all of the time. 

In fact, Class I railroads are anticipated to be 
able to generate (through earnings growth from the 
additional traffic and productivity gains) only $96 
billion of the $135 billion needed for new capacity 
identified by the Cambridge Systematics study. That 
leaves a funding shortfall that could be covered by tax 
incentives for rail infrastructure investments, public 
private partnerships, or other means. 

Public Involvement in Freight Rail Infrastructure Investment 

Freight railroads will continue to spend massive amounts to improve and maintain their 
systems. But even with their improved financial performance, funding constraints will likely 
prevent railroads from meeting optimal future rail infrastructure investment needs entirely on 



Association of American Railroads 


Page 7 of 12 



434 


their own. This funding shortfall means that many rail projects that would otherwise expand 
capacity and improve the ability of our nation’s farms, mines, and factories to move their goods 
to market; speed the flow of international trade; relieve highway congestion; reduce pollution; 
lower highway costs; save fuel; and enhance safety will be delayed — or never made at all. 

It’s in America’s best interest to ensure that optimal freight railroad capacity enhance- 
ments are made. Policymakers can help address the rail capacity funding gap in several ways. 
Infrastructure Tax Incentives 

One way to help address this challenge while providing a valuable economic stimulus is 
to approve a 25 percent investment tax credit (ITC) for spending on new railroad track, inter- 
modal facilities, and other projects that expand freight rail capacity. All businesses that make 
capacity-enhancing investments in railroads — not just railroads themselves — would be eligible 
for the credit. Under this proposal, other rail capital investments would be expensed. 

An ITC for rail infrastructure would mean that many rail projects that would improve the 
ability of our nation’s farms, coal mines, ethanol plants, chemical factories and other firms to 
move their goods to domestic and global markets would be undertaken much more quickly. 

A rough estimate of the budgetary cost of a rail infrastructure ITC is about $300 million 
per year, but the stimulatory benefit to the economy would be much greater. 

In fact, U.S. Department of Commerce data indicate that every dollar of freight-rail infra- 
structure investment that would be stimulated by investment tax incentives would generate more 
than three dollars in total economic output because of the investment, purchases, and 
employment occurring among upstream suppliers. $300 million in additional freight rail 
capacity investment would result in nearly $1 billion in overall economic stimulus, most of 
which would begin to occur immediately as upstream suppliers expanded capacity to meet the 
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increased demand for rail projects. All told, each $1 billion of new rail investment induced by 
the ITC would create an estimated 20,500 jobs nationwide. 

The hundreds of firms and tens of thousands of employees in the railway supply industry 
sell more than $15 billion in supplies and services to freight railroads each year, but uncertainty 
over future rail investment in an uncertain economy deters further investment by suppliers to 
increase their own capacity and employment. An ITC would help address that uncertainty. 

At the same time, expanded rail capacity would provide major environmental benefits. 
Because railroads are, on average, three or more times more fuel efficient than trucks, and 
because greenhouse gas emissions arc directly related to fuel consumption, every ton-mile of 
freight that moves by rail instead of truck reduces greenhouse gas emissions by two-thirds or 
more — without negatively impacting our economy. 

In a January 2008 report, the Congressional Budget Office lists three main criteria for 
assessing a fiscal stimulus proposal. 

First, is it cost effective? The budgetary cost of a rail infrastructure ITC is small 
compared to the stimulative benefit to the economy. 

Second, is it likely to be timely? Highways and other public works projects can take 
years to plan and begin, and years more to build. Freight rail projects, though, can be started far 
more quickly, sometimes in a matter of months. Moreover, tax incentives for freight rail infra- 
structure investment would immediately stimulate additional investment and employment by rail 
suppliers as they responded to increases in multi-year capital projects by the rail industry. 

Third, how certain are the economic effects of the proposal? Virtually no one disputes 
the need for, and the economic benefits of, transportation capacity expansion. A rail 
infrastructure ITC would yield immediate, positive economic benefits. 
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For a railroad considering whether to fund an expansion project, a tax incentive would 
reduce the cost of the project, raising the likelihood that the project will be economically viable. 
The incentive would help worthwhile projects get built sooner, but would not be enough to cause 
economically-unjustified projects to go forward. 

Public-Private Partnerships 

Public-private partnerships (PPPs) reflect the fact that cooperation is more likely to result 
in timely, meaningful solutions to transportation problems than a go-it-alone approach. Without 
a partnership, projects that promise substantial public benefits in addition to private benefits are 
likely to be delayed or never started at all because it would be too difficult for either side to 
justify the full investment needed to complete them. In contrast, if a public entity shows it is 
willing to devote public dollars to a project based upon the public benefits that will accrue, the 
private entity is much more likely to provide the private dollars (commensurate with private 
gains) necessary for the project to proceed. 

Partnerships are not “subsidies” to railroads. Rather, they acknowledge that private 
entities should pay for private benefits and public entities should pay for public benefits. In 
many cases, PPPs only involve the public contributing a portion of the initial investment required 
to make an expansion project feasible — with the railroad responsible for funding all future 
maintenance to keep the infrastructure productive and in good repair. 

Say No to Re-Regulation . 

Re-regulation would prevent railroads from earning enough to make the massive 
investments a first-class rail system requires. Under reregulation, rail earnings, and therefore rail 
spending on infrastructure and equipment, would plummet; the industry’s existing physical plant 
would deteriorate; needed new capacity would not be added. 
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Reduce Unnecessary Regulatory Impediments to Capacity Expansion 

Desired rail capacity improvements are, in some cases, prevented, delayed, or made much 
more expensive by various regulatory and political processes. To be sure, many of these 
processes are useful and necessary. At other times, though, these processes do not necessarily 
serve a useful purpose or could be made more efficient. 

For example, many rail infrastructure projects undergo detailed environmental reviews to 
identify the impacts of the projects and determine necessary mitigation measures. Nevertheless, 
often some members of the affected local communities still oppose the projects, and their 
opposition tends to be quite vocal and sophisticated. 

Railroads will continue to advocate that, when possible, the time required for review 
processes be shortened without adversely affecting the quality of that result. Until that happens, 
rail expansion projects will often be delayed unnecessarily. There must be a proper balance 
between community interests/environmental requirements and the transportation benefits that 
capacity expansion would bring. 

Freight Rail Expansion Would Lead to Enormous Public Benefits 

Public participation in freight rail infrastructure expansion projects is justified by the 
huge and far-reaching public benefits that rail expansion would bring: 

• Fuel Efficiency - Railroads are three or more times more fuel efficient than trucks, 
moving a ton of freight an average of 436 miles per gallon of fuel. If 10 percent of the 
long-haul freight that moves by truck moved by rail instead, fuel savings would exceed 
one billion gallons per year. 

■ Highway Congestion - Highway gridlock already costs the U.S. economy more than $78 
billion per year just in wasted fuel and time. But because a typical rail car carries as 
much freight as three or four trucks, a typical train takes the freight of several hundred 
trucks off our highways. Freight railroads thus reduce highway gridlock; the costs of 
maintaining existing highways; and the pressure to build costly new highways. 

• Greenhouse Gas Emissions - Every ton-mile of freight that moves by rail instead of 
trucks reduces greenhouse gas emissions by two-thirds or more. By encouraging greater 
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use of freight rail, tax. incentives offer a way to reduce greenhouse gas emissions without 
harming the economy. 

■ Pollution - The EPA estimates that for every ton-mile of freight carried, a train typically 
emits substantially less nitrogen oxides and particulates than a truck. 

• Safety - Fatality rates associated with intercity trucking are four times those associated 
with freight rail. Railroads also have lower employee injury rates than trucks. 

Conclusion 

America today has the best freight rail network in the world. Still, it is clear that rail 
capacity will have to increase as the economy and population expand in the years ahead. 
Railroads are working hard to ensure that adequate capacity exists to meet our future freight 
transportation needs. Meanwhile, policymakers can help by instituting targeted tax incentives 
for projects that expand rail capacity, engaging in more public-private partnerships for freight 
rail infrastmeture projects, and ensuring that the legislative and regulatory structure under which 
railroads operate is conducive to further investment in rail capacity. 
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Association of State Floodplain Managers, Inc. 

2809 Fish Hatchery Road Suite 204 Madison, Wisconsin 53713 
608-274-0123 Fax:608-274-0696 wvwv.floods.org Email: asfpm@floods.org 


&iecutlve Director 

Larry A. Larson, P.E., CFM 


Deputy Director 

George Riedel, CFM 


November 7, 2008 


Honorable James L. Oberstar 
Chairman 

House Committee on Transportation and Infrastructure 
2165 Rayburn House Office Building 
Washington D.C. 20515 

Dear Mr. Chairman: 

The Association of State Floodplain Managers has prepared written testimony for the record of the 
Committee’s October 29, 2008 hearing on “Investing in Infrastructure: The Road to Recovery”. We would 
appreciate your making our testimony part of the hearing record. 

Thank you very much for your consideration of our comments and recommendations. 

Sincerely, 

Lany Laraon, P.E., CFM 
ASFPM Executive Director 

Cc: Honorable John Mica 

Ranking Minority Member 

House Committee on Transportation and Infrastructure 



Al W. Goodman Jr., CFM 
ASFPM Chair 
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Chair 

Al W. Goodman, Jr., CFM 
State Floodplain Manager 
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agoodman@mema.ms.gov 


Vice Chair 

Gregory Main, CFM 
State FloodpHain Manager 
Indiana DNR 
317-234-1107 
gmatn@dnr.in.gov 


lecrelary 

Judy Watanabe, CFM 
Mitigation Section Manager 
Utah Div. of Homeland Sec. 
801-538-3750 
judywcitanabe@utah.gov 


Treaturer 

William Nechamen, CFM 
State Floodplain Manager 
New Vorh State DEC 
518-402-8146 

wsnecham@gw.dec.state.ny.us 
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Association of State Floodplain Managers, Inc. 

2809 Fish Hatchery Road Suite 204 Madison, Wisconsin 53713 
608-274-0123 Fax:608-274-0696 www.floods.org Email: asfpm@fioods.org 


Testimony for the Record 
on 

Investing in Infrastructure: The Road to Recovery 

Submitted by 

Association of State Floodplain Managers 
To the 

House Committee on Transportation and Infrastructure 


November?, 2008 


The Association of State Floodplain Managers is pleased to join with many other witnesses in 
supporting investment in the nation’s infrastructure as a way to provide economic stimulus, to create and 
sustain jobs, and to address a national need to repair, and upgrade our infrastructure so it is sustainable 
in the future. For those familiar with our previous statements this may seem to be a departure from our 
prior positions that infrastruemre investments and maintenance is primarily a non-federal responsibility. 
In the long term we continue to promote local and state responsibility for these investments but we also 
recognize the value and the win-win impact these federal investments will have on moving our nation 
forward through difficult economic times that we have not experienced since the great depression. 

We urge all to consider the lessons learned from similar investments of the 1930s so that long term 
problems are avoided. One such lesson is that infrastructure investment that ignores the creation of 
threats to life and property from natural hazards continues to undermine investment choices and furthers 
the dependency of all on Federal tax payer dollars. We are grateful to the Committee for its leadership 
in exploring the important, sustained role that infrastructure work can play in our economic recovery. 
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The Association of State Floodplain Managers (ASFPM) and its 27 State Chapters represent over 1 3,000 
state and local officials and other professionals who are engaged in all aspects of floodplain 
management and hazard mitigation including management, mapping, engineering, planning, community 
development, hydrology, forecasting, emergency response, water resources and insurance. All ASFPM 
members are concerned with reducing our nation’s flood-related losses. Our state and local officials are 
the federal government’s partners in implementing programs and working to achieve effectiveness in 
meeting our shared objectives. Many of our members are designated by their governors to coordinate 
the National Flood Insurance Program (NFIP); many others are involved in the administration of and 
participation in FEMA’s hazard mitigation grant programs; and others are involved in the array of flood 
mitigation programs/projects made available through the U.S. Army Corps of Engineers (USACE). 
Additional information about the association is available at: ww^w. floods.org . 

The nation has significant and well documented needs for repair, improvement and expansion of many 
elements of its infrastructure. Due to the nation’s current economic situation, unemployment is rising 
and many economic experts believe that at a minimum another legislative stimulus package is necessary. 
There seems to be growing interest in federal investment in our nation’s infrastructure. In this regard, it 
is interesting to note the comments of Paul Krugman, winner of this year’s Nobel Prize in Economics, in 
his New York Times column of October 17: 

“And this is ... a good time to engage in some serious infrastructure spending, which the country badly 
needs in any case. The usual argument against public works as economic stimulus is that they take too 
long: by the time you get around to repairing that bridge and upgrading that rail line, the slump is over 
and the stimulus isn 't needed. Well, that argument has no force now, since the chances that this slump 
will be over anytime soon are virtually nil. So let 's get those projects rolling. “ 

Others have pointed out that such longer term investment in infrastructure can continue to stimulate the 
economy over a longer period of lime and to both create and sustain jobs. This direction seems to 
1) hold promise for needed economic stimulus both short and long-term, 2) be likely to create and 
sustain jobs and 3) to result in tangible products that will fill unmet needs and serve the nation well into 
the future. It seems that this stimulus will significantly stabilize the economy through this genuine 
investment in necessary infrastructure improvements. 
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In addition to the often-mentioned infrastructure needs associated with roads, bridges, transit systems, 
railways, aviation and flood protection systems, specific focus is also needed in the following areas: 

■ Drinking water and wastewater utilities : A significant water infrastructure “investment gap” 
should be addressed; 

■ Coastal water infrastructure and storm damage reduction structures : These structures are 
increasingly challenged by age, sea level rise and increasingly frequent and severe storms. Many 
dams and levees throughout the nation are in states of serious disrepair, compromising their 
reliability. Improved risk identification must continue as a corollary to needed repairs and 
improvements.; and 

■ Green infrastructure systems that absorb storm impacts and increase natural habitats . This 
includes preservation of natural wetland, bayou and forest habitats adjacent to our coasts and 
riverine systems. Emphasis should be placed on conservation of existing resources as well as 
investment in restoration and creation of critical wetlands. Stormwater management facilities 
such as wet and dry ponds and rain gardens can increase stormwater storage capacity in our 
urban areas as well as improve water quality. 

If the nation is to embark on a major infrastructure effort, ASFPM strongly urges that the following 
points should be included: 

1 . Natural hazards mitigation must be built into each infrastructure project so that all infrastructure 
investment reflects consideration of public safely and property loss reduction both now and for 
future generations. It is essential to consider hazard mitigation in the design to allow 
maintenance of critical societal function immediately after a disaster and minimize lengthy 
repair and replacement processes. Examples would include bridges designed to avoid debris 
pile-up or highways designed to manage stormwater runoff. Such considerations are not 
consistently part of project planning despite their obvious benefits for avoidance of unnecessary 
future damages and losses. A recent study by the National Institute of Building Sciences found 
that every $1 invested in mitigation yields $4 in future losses avoided; 
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2. Critical infrastructure (hospitals, water supply, sewage treatment, bridges, key roads, etc) must 
be protected from natural hazards so they are operable during extreme events. This is especially 
true for flood events, where protection to the minimal level represented by the 100 year flood 
elevation is inadequate. A 500 year flood level of protection and operability must be included. 
All critical facilities must be built to the International Code Council (ICC) code standards 
whether the local government has adopted such building codes or not. Events during the last 
three years have clearly illustrated the catastrophic consequences to life and property when these 
considerations are not included. Local, state and national treasuries have been severely depleted 
because infrastructure had not been mitigated against flood and coastal hazards; 

3. Design all key road systems with bridges and culverts to accommodate water and debris from 
the 500-year storm to maximize accessibility and operability including during times of extreme 
events. This is essential to national security and community sustainability; 

4. A key element in infrastructure planning is knowledge of the severity of the potential hazard and 
where the hazard will occur. For that reason the nation must continue to invest in our flood 
mapping program so we have accurate information on the 100 and 500 year flood levels. 

5. Ensure flood proofing and redundancy for critical utility systems, specifically water, electric, 
sewer, and natural gas; and 

6. Emphasize sustainability when rebuilding our infrastructure. If natural hazards, and appropriate 
hazard events are not taken into account, the nation’s taxpayers will repeatedly be rebuilding 
this infrastructure. There may be instances where it is simply not sustainable to rebuild 
infrastrucUire in very high hazard areas and other options such as relocation should be 
considered. Some provision must be made for ongoing operation and maintenance of 
infrastructure. Improper or insufficient maintenance has led to many of the current repair needs. 
We must avoid wasteful repetition of this problem. 

In conclusion, the Association of State Floodplain Managers strongly endorses the call for increased 
investment in this nation’s infrastructure to provide much needed economic stimulus in a way that both 
creates jobs and contributes to our national and economic security by developing, improving and 
repairing our infrastructure. Dr. Gilbert F. White, a flood policy visionary respected world wide by 
scientists, policy makers and elected leaders, worked in the Roosevelt administration in the Office of 
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Budget. During similar deliberations on flood control investments in the i930’s, Gilbert advised 
President Roosevelt that investments in infrastructure alone without seeking opportunities to more 
appropriately manage risk to property and people would lead to the creation of more flooding problems. 
The President recognized the soundness of Gilbert’s advice but was under immense pressure to invest in 
more traditional infrastructure. Gilbert’s guidance was prophetic, and we once more are at a point in 
history where we are debating these very same issues. We strongly support a properly structured 
stimulus package for infrastructure but we stress that this investment must include hazard mitigation in 
the design of ail critical facilities to ensure that the investment endures over time and is operable during 
severe weather events, emergencies and disasters. 
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CALIFORNIA ASSOCIATION of SANITATION AGENCIES 


1215 K Street, Suite 2290* SauamesK^CA 95814 *TBL: pl6) 446-0388 - FAX: (916)231-2141 • www.casaw6b.otg 

October 24, 2008 


Exeaitive Board 
President 
HARRyPIilCE 
Fairiield-SuisuH Sewer District 


The Honorable James L. Oberstar, Chairman 
Committee on. Transportation and Bifrastructiire 
U.S. House of Representatives 
Washington, D.C. 20515 


Secretary-Treasurw 
TOMSEI^RIDGE 
Truclae Samtaiy District 


Dear Chairman Oberstar. 


ist Vice President 
RONALDS. YOUNG 
Elsinore Vailt^ Municipal 
Water District 

2nd Vice President 
WYATT TROXEL 
Maud Empire Utilities Agwicy 

KAMIL S.AZOURy 
Goleta Sanitary District 

GARYDARUNG 

Delta Diablo SaniUtion District 

MICHAEL DUNBAR 
South Coast Water District 

JEFFERY 0. HANSEN 
Dublin San Ramon 
Services District 

JOHNE.HOAGIAND 
Rancho California l^tsr District 

BARBARA HOCKETT 
Central Contra Costa 
Sanitary District 

SIBVS^OGO 
City of Ftesno 

JACKIE KEPKE 
CH2MH1U 

DAVID WILLIAMS 

East Bay Municipal Utility District 

CATHERINE SMITH 
Executive Director 

MICHAEL F. DILLON 
Lobbyist 

GREGKESTER 
Biosolids ProgTtun Manager 


As Congress works on crafting an economic stimulus package aimed at jump- 
starting the nation’s sagging economy, I write to express the California 
Association of Sanitation Agencies' (CASA) support for a stimulus package that 
includes at least $5 billion to support the bacWog of publicly owned treatment 
works (POTWs) needs. CASA strongly supports the infusion of desperately 
needed funding into our nation’s infrastructure, which at the same time will 
create jobs and stimulate the economy. We must stress the importance of 
incorporating wastewater infrastructure assistance into the stimulus package. 

We urge that a portion of any assistance provide direct grants to expedite 
construction activities and avoid loan processing impediments and other delays 
endemic to the State Revolving Loan program. The extraordinary tightening of 
credit conditions, extremely difficult conditions in the municipal bond market, 
and a reduction in local governmental revenues has had a devastating effect on 
our State and local agencies ability to initiate important water quality 
improvement projects, as well as implement critical repairs, replacements, and 
upgrades to our aging wastewater infrastructure. This assistance is essential to 
ensuring that local agencies can continue to provide the maximum health and 
environmental protections to our communities. 

CASA Is a non-profit statewide organization representing the interests of more 
than 118 special districts, cities and counties that provide wastewater collection, 
treatment, disposal, and reclamation services to more than 30 million 
Californians, including POTWs that serve some of the largest communities 
throughout California, including Los Angeles, San Diego, San Francisco and San 
Jose. Since 1956, CASAhas served as a technical resource for the development of 
sound public policy to improve our nation’s lakes, streams, rivers and coastal 
waters. 


ROBERTA LARSON 
Director of Legal and 
Regulatory Affairs 


ERICSAPIRSTEIN 
Federal LegisMve Advocate 


Ensuring Clean Water for California 
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Economic Stimulus Support Letter 
October 24, 2008 
Page 2 


Infrastructure assistance will allow our member agencies to begin construction on projects 
within 60 days of receiving Federal support California has $20.5 billion in needs or about 
10 percent of the total $202.5 billion in needs identified throughout the nation, according to 
the Clean Watersheds Needs Survey 2004 Report to Congress. Assistance for ready-to-go 
wastewater infrastructure projects will also have an immediate and long-lasting impact on 
local, state and national economies. For every $1 billion invested in clean water 
infrastructure, 46,000 jobs are generated and thousands of secondary Jobs are also created. 

We look forward to working with you in the coming weeks and months ahead to provide 
concrete solutions to stimulate our economy through a strong Federal commitment to clean 
water infrastructure. 


Sincerely, 



Harry T, Price 
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BEFORE THE 

COMMITTEE ON TRANSPORTATION AND INFRASTRUCTURE 
UNITED STATES HOUSE OF REPRESENTATIVES 
WASHINGTON, D.C. 


Investing in Infrastructure: The Road to Recovery 


Testimony of Stephen A. Alterman 
President 

Cargo Airline Association 


October 29, 2008 


Good morning. My name is Steve Alterman and I am president of the Cargo 
Airline Association (“the Association”), the national organization representing the all- 
cargo segment of the aviation industry. ' The Association is vitally interested in ensuring 
that the nation’s aviation inffastructnre is modernized and we appreciate the opportunity 
to submit comments on how a stimulus package might advance this goal. 

As a practical matter, today’s air traffic system is based on ground-based radar - a 
technology developed in the 1940s. This system simply cannot accommodate current 
aviation traffic, much less any future growth.^ As the Federal Aviation Administration 
has recognized, we must move to a modem, satellite-based, system that will improve 
safety, as well as operational and environmental efficiency. While the FAA has taken 
steps in this direction, real movement is held captive to the inability of Congress to enact 
the wide ranging FAA Reauthorization package envisioned by both H.R. 2881 and S. 
1300.^ Moreover, with the current session of Congress about to come to an end, it 
appears clear that the entire issue of aviation infrastmeture modernization will be left to 
the 111''’ Congress. 

At the same time, the possibility of a second economic stimulus package that 
focuses on infrastmeture investment presents a unique opportunity. While it is obvious 
that such legislation cannot be used to enact the entire FAA Reauthorization package, it 
can provide a badly needed jumpstart in at least one area. Specifically, we urge Congress 
to consider authorizing and funding two important environmental initiatives - the 
“continuous lower energy, emissions, and noise” (CLEEN) project and the Commercial 
Aviation Alternative Fuels Initiative (CAAFI). With a price tag for 2009 of 
approximately $ 1 5 million, these two projects will create new jobs - initially in the 


'Air carrier members of the Association are ABX Air, Air Transport International, Atlas Air, Capital 
Cargo, DHL Express, FedEx Express, Kalitta Air and UPS Airlines. 

■ We recognize that today’s economic climate has resulted in a contraction of airline operations, but we 
must still plan for the inevitable future expansion. 

’ H.R. 2881 was passed by the House of Representatives but the Senate has not finally acted on S. 1300. 
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research area, but thereafter in the new industries established to meet aviation 
environmental responsibilities. 

Virtually every student of the future of air transportation recognizes that, unless 
environmental issues are addressed, future infrastructure modernization will be less than 
successful. Put somewhat differently, it is extremely likely that, absent a proactive 
program, environmental constraints will limit future operations well before capacity 
constraints. Therefore, funding foundational environmental programs becomes a 
necessary component of aviation infrastructure modernization. 

The CAAFI and CLEEN programs are designed to address these environmental 
imperatives. CAAFI is a joint effort by industry and government to “enhance energy 
security and environmental sustainability for aviation through alternative fuels”. The 
goal is to develop the standards necessary for private industry to use in the production of 
alternative aviation fuels. Closely related is CLEEN, which will be a 
govermnent/industry consortium to develop, mature and certify technology that will 
result in; 


• Certifiable aircraft technology that reduces greenhouse gas emissions by 
increasing fuel efficiency by 25% relative to 1997 subsonic jet aircraft 
technology. 

• Certifiable engine technology that reduces landing and takeoff cycle nitrogen 
oxide emissions by 50% without increasing other gaseous or particle emissions, 
over the International Civil Aviation Organization (ICAO) standard adopted in 
2004. 

• A determination of the feasibility of the use of alternative fuels in aircraft 
systems, including successful demonstration and quantification of the benefits of 
such fuels.'* 

• A determination of the extent to which new engine and aircraft technologies may 
be used to retrofit or re-engine aircraft to increase the integration of retrofitted 
and re-engined aircraft into the commercial fleet.’ 

The existence of these projects will be a major step forward in ensuring that 
environmental infrastructure projects in the future will not meet environmental 
objections. They will also create research and jobs opportunities for the future of air 
transportation. 

Thank you again for the opportunity to submit these comments. If you have any 
questions, please do not hesitate to contact me. 


‘‘ This provision of CLEEN intersects with the CAAFI initiative described above. 

’ These provisions of CLEEN were included in both the House and Senate reauthorization bills and were 
universally supported. 
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Chamber of Commerce 

OF THE 

United States OF America 


R. Bruce Josten 

EXECUTiVF- ViCE PRESIDENT 
GOVERNMENT AFFAIRS 


1615 H STREET, N.W. 
WASHINGTON. D.C. 20062-2000 
202/463-5310 


October 28, 2008 


The Honorable James Oberstar 
Chairman 

Committee on Transportation 
and Infrastructure 
U.S. House of Representatives 
Washington, DC 20515 


The Honorable John Mica 
Ranking Member 
Committee on Transportation 
and Infrastructure 
U.S. House of Representatives 
Washington, DC 20515 


Dear Chairman Oberstar and Ranking Member Mica: 


The U.S. Chamber of Commerce, the world’s largest business federation representing 
more than three million business and organizations of all sizes, sectors, and regions, commends 
you for holding the hearing, “Investing in Infrastructure: The Road to Recovery,” regarding 
transportation infrastructure investment as an economic stimulus. 


During these times of significant economic uncertainty. Congress is right to consider the 
full menu of options available to stimulate job creation and to address economic problems. 

There is no question that infrastructure investment directly supports jobs or that current 
investment levels fail to keep pace with the demands of pressing economic, safety, energy and 
environmental needs. For these reasons, infrastructure investment has been an obvious choice as 
a key component of a second stimulus package. To ensure such investment meets the ultimate 
objective of stimulating job creation and economic growth, however, it is of the utmost 
importance to ensure funding is provided in such a way that it is targeted for near-term projects 
and can be spent quickly. 

As you consider elements to include in a recovery package, the macroeconomic benefits 
of infrastmeture investment should be noted. Fundamentally, the business community depends 
on a safe and reliable transportation system to remain competitive and efficient. America’s 
transportation system is quite literally the foundation of the economy. Without question, current 
funding levels are not keeping pace with systemic needs. 


The U.S. aviation system is cuirently facing a capacity crisis and roughly one-third of the 
nation’s major roads are in poor or mediocre condition. U.S. transit systems earned a D+ rating 
from the American Society of Civil Engineers while public transportation ridership is at its 
highest level in 50 years, with 10.3 billion trips in 2007. The aging inland waterway lock and 
dam system is affecting system capacity and reliability - of the 257 locks on the more than 
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12,000 miles of inland waterways operated by the U.S. Army Corps of Engineers, nearly 50% 
are functionally obsolete. By 2020, that number will increase to 80%. Ports need to 
accommodate a near doubling of cargo volumes by 2020, with some ports facing a tripling or 
quadrupling of container volumes moving across their piers. 

The lack of investment across all transportation infrastructure has real consequences. A 
decaying surface transportation system costs the U.S. economy $78 billion annually in lost time 
and fuel. Approximately 42,000 people are killed each year on the nation’s highways with an 
estimated 15,000 traffic deaths occurring where substandard road conditions were a factor. The 
economic cost of vehicle crashes annually is more than $230 billion dollars. By 2050, 
congestion costs could represent 14 percent of national GDP, up from 1.5 percent of GDP in 
2003. Americans in urban areas wasted 2.9 billion gallons of fuel, enough to fill 58 supertankers 
in 2005. As congestion grows, thousands of tons of pollution are pumped into the air every day 
- the transportation sector already accounts for about one-third of all U.S. carbon dioxide 
emissions. 

Conversely, investment in infrastructure has demonstrated clear economic benefits. Each 
dollar invested in highway construction generates $1 .80 of Gross Domestic Product in the short 
term, according to Standard & Poor’s DRl and every dollar taxpayers invest in public 
transportation generates about $6 in economic returns, reports Cambridge Systematics. 
According to the Department of Transportation, each SI billion in federal highway investment 
accompanied by the state match supports 34,779 jobs. 

In today’s uncertain economic environment, the Chamber urges Congress to consider the 
full range of innovative options it has at it disposal, including infrastructure investment, to 
stimulate job creation and economic growth and thanks you for your leadership in holding this 
important hearing. The Chamber looks forward to working with you on this and other ways to 
address the current economic problems. 


Sincerely, 



R. Brace Josten 


Cc; The Members of the Committee on Transportation and Infrastructure 



October 28, 2008 


Rep. John Mica 

United States House of Representatives 
2313 Rayburn House Office Building 
Washington, DC 20515 

Dear Congressman Mica: 

The Community Transportation Association of America, and its more than 4,000 members across the 
country, very much appreciates the opportunity to provide a letter of support for including transportation 
funding in the economic stimulus bill to be considered by Congress after the election. More specifically, we 
write to support the inclusion of investment in HR 71 10 for rural public transit operators (Section 5311). 

Rural transit is an economic stimulus engine. Hvery dollar invested in rural transit creates at least $4 in 
local economic development. More than anything else, rural public transportation operators are in dire need 
of rolling stock investment — and inve.stment in new vehicles will have a significant impact on economic 
development around the nation. Rural transit fleets are typically based on smaller vehicles, that utilize 
chassis from American manufactures like General Motors, Ford and Chrysler. The body of the vehicle is 
typically built by smaller bus manufacturers, who also install accessibility equipment like lifts or ramps, 
and add communications equipment and a number of other domestically built products like heating and air 
conditioning systems. Investment in rural vehicles will therefore generate business for our major 
automobile manufacturer and hundreds suppliers as well as the smaller firms who build the rest of the 
vehicles and will help thousands of people remain at work in both rural and urban areas. 

Another key factor in purchasing vehicles is fuel efficiency. A large investment in the rural transit fleet will 
allow rural transit agencies an opportunity to acquire the most fuel-efficient vehicles now available. As we 
have communicated to the T&l Committee on several previous occasions, the age of the rural fleet forces 
rural operators to pay more for fuel than those with newer equipment. 

Finally, infrastructure investment in rural transit would certainly result in the building of operations and 
maintenance facilities in rural communities — extending the reach of this investment into the local 
construction industry where it is badly needed. 

Once again, thank you for this important opportunity to express our views and to go on the record in 
support of your efforte on behalf of all public transportation and more specifically on behalf of the nation’s 
1,500 rural public transit operators. If I can answer any further questions, do not hesitate to contact me 
directly at 202.247.1921. 


Sincerely, 



Dale J. Marsico, CCTM 
F.xecutive Director 
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Delta Regional Authority 

Office or the Federal Co-Chairman 
October 29, 2008 


The Honorable John L. Mica 
U.S. House of Representatives 
2313 Rayburn House Office Building 
Washington, DC 205 15 

Dear Representative Mica: 

Thank you for the opportunity to better acquaint you with the Delta Regional Authority 
(DRA) and its records of both infrastructure investment and return. Specifically, 1 want 
to briefly explain three key aspects of the Authority: 

1 . The overall infrastructure investment record, 

2. The “Delta Development Highway System” plan, and 

3. The “DRA’s Multimodal Transportation Assets, Needs and Recommendations” 
report (SAFETEA-LU-Section 1923). 

Overall Infrastructure Investment Record 

The DRA was created by Congress in 2000 as a regional economic development 
authority and was granted an extremely important directive: funds appropriated to the 
Authority lose their federalism, so that DRA can be the state and/or local match, while 
maintaining the intended federal match integrity. Additionally, almost all of the 
Authority’s investments are predicated on job creation/retention. In other words, DRA 
requires its grantees to produce the jobs promised or return the pro-rata share of the grant 
to cover the jobs shortfall. 

It is within that context that during our first six grant cycles, the Authority has invested 
into 385 projects with $56.0 million of our appropriations, which in turn has leveraged 
(matched) more than $278.0 million of other government funding. Between these two 
complementing government supports, DRA is also helping to attract about $1.2 billion of 
private-sector investment into the region, creating a 26.7 to 1 overall investment ration. 
In other words, DRA funds have attracted some $1.48 billion in additional government 
and private investment. 

What America gets in return is quite impressive, as DRA is the nexus in its region for: 

• 32,000 jobs being created and retaine4 

• 24,000 families being connected to clean water and/or working sewer, and 
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• More than 6,000 people being trained to accept jobs in their area. 

For more information, please go to http://dra.gov/state-grant-funding/ . 

“Delta Development Highway System” Plan 

In April 2007, the Authority released its “Della Development Highway System” (DDKS) 
plan; a plan endorsed by each Department of Transportation in our region. The 
Authority’s plan calls for a 20-year schedule to complete 3,843 miles of improved 
highway facilities in our region, and each corridor and project has been identified. This 
program, however, is much more than mileage: it is about permanent jobs and permanent 
increases in the region’s personal income. Our economic analysis summarized below is 
an almost 19% annual return on investment when the DDKS is completed: 

$1.1 Billion in Personal 
Income 

$ 2.4 Billion in Personal 
Income 

Total Economic Benefit $ 3.5 Billion in Personal 

Income 


Benefits: Increased Travel Efficiency 
Benefits: Increased Economic Development 


Employment: Full-Time Equivalent/Permanent 130,000 jobs 

Employment: Constmction-Related/T empo r ary 104,000 jobs 

For more information, please go to http://dra.gov/programs/transDortation/ . 


“Moltimodal Transportation Assets, Needs and Recommendations” Report 

In Section 1923 of SAFETEA-LU, the Authority was directed by Congress to “conduct a 
comprehensive study of transportation assets and needs for all modes of transportation 
(including passenger and freight transportation) in the 8 States comprising the Delta 
region.” We presented that report as directed - on schedule and under budget - July 1 8, 
2008 to the House Transportation and Infrastructure Committee, the Senate Environment 
and Public Works Committee and the Secretary of Transportation. 


In short, through our work with local development districts, state departments of 
transportation and the almost 600 participants in our 17 meetings held throughout the 
region, we collectively produced a taxonomy of the region’s assets and needs. 
Additionally, we produced recommendations, which are summarized below: 


Aviation 

Highways and Bridges 
Intelligent Transportation Systems 
Rail (Short-line, Amtrak and Transit) 
Waterways (Public Ports and Locks) 
Total 


$ 1.5 Billion 

$ 191.2 Billion 
S 0.4 Billion 
S 5.4 Billion 
S 4.1 Billion 
$ 202.6 Billion 
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For more information, please go to http://dra.eov/programs/multimodal-transDortation/ . 

Again, Congressman Mica, I am gratefiil for this opportunity to present these DRA 
initiatives to you, and if I can be of help, please do not hesitate to call me. 


Sincerely, 



Pete Johnson 
Federal Co-Otfairman 


PJ:bt:ps 
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HORIZON 

LINES* 


October 31, 2008 


Chailes Q. Raymond 

Chairman 



The Honorable James L Oberstar, Chairman 
Committee on Transportation and infrasti^icture 
United States House of Representatives 
Washington, D.C. 20515 

Dear Mr. Chairman: 

As the Congress considers economic recovery/stimutus legislation. Horizon Lines strongly supports including 
in such legislation an exemption from the Harbor Maintenance Tax (HMT) for carriage of domestic and Great 
Lakes non-bulk cargo. 

Horizon Lines is the nation's leading Jones Act container shipping and integrated logistics company, 
operating 21 U.S.-flag vessels on routes (inking the continental United States with Alaska, Hawaii, Guam, and 
Puerto Rico. All Horizon Lines vessels are U.S. citizen owned and crewed. Most of Horizon's vessels are Jones 
Act qualified. 

Horizon Lines is in broad agreement with the statement presented by the Coastwise Coalition at the 
Committee's hearing of October 29, 2008 regarding economic recovery; that statement similarly called for an 
exemption from the Harbor Maintenance Tax (HMT) for carriage of domestic and Great Lakes non-bulk 
cai^o. 

Let us brietiy outline the many reasons why Congress should pass such legislation. 

Congestion is the rule not the exception on many major U.S. land routes and In most metropolitan areas of 
the country. Greater use of marine transportation on domestic ocean and water routes and on the Great 
Lakes can relieve the increasing demands on the nation's major highways and the rail system by providing 
new routings for cargo. 

increasing domestic coastwise and inland shippirig services would stimulate job creation in the maritime 
industry while providing cargo owners, transportation intermediaries, trucks, and rail carriers a safe, reliable, 
and cost competitive transportation option. Further, the use of the marine highway alternative improves the 
nation's energy efficiency, reduces the environmental impact of goods movement, and reduces stress on 
corridor communities. 

To achieve these and other short and long-term benefits. Congress should promptly enact legislation that 
would exempt carriage of non-bulk domestic and Great Lakes cargo from the HMT. 
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The HMT is an ad valorein charge— 0.125 percent— on international cargo entering this country and on 
domestic cargo moving between U.S. ports. The tax, which is paid by the cargo owner, discourages the use 
of marine transportation by intermodal cargo in several ways. 

First, at a time when cost reduction is an imperative for shippers, the charge itself can be a major barrier. It is 
a charge not imposed on land transportation moves. Second, there is an administrative barrier. This charge 
is paid by the shipper, not by the carrier - creating new work for the shipper not associated with a land 
move. So, if an international containership operator wanted to consider routing import cargo from the entry 
port in the U.S. to its ultimate U.S. destination via a coastal shuttle, new charges and customer paperwork 
would apply that do not apply if land carriers were used. Further, in this context, where the import cargo is 
already assessed the HMT for the transportation to the entry port in the U.S., using the marine highway can 
result in the cargo having to pay the HMT twice. This is the case even though the coastal vessel has a far 
shallower draft than the importing vessel. The harbors are being dredged to maintain depth principally for 
the large transoceanic vessels. The shallower vessel is not causing the need for the dredging that is paid for 
by the proceeds of the HMT. 

With these barriers created by the HMT, there is no question that this tax is a major barrier to our company” s 
ability to develop these coastal maritime services. 

Because of these barriers, such marine services, particularly larger ones, have had difficulty being developed 
at all. As a result, the impact on the Treasury enactment of an HMT exemption for the carriage of non-bulk 
domestic and Great Lakes cargo (including cargo carried on rolling stock such as trucks, trailers and rail cars, 
as well as cargo in containers or in the form of vehicles) may well be deminimis. Rep. Cummings has 
indicated that the cost to the Treasury would be very small. 

In summary, there is an opportunity for innovative, new maritime service that would: 

• ease landside congestion; 

• ease the need to construct new, expensive landside capacity; 

• utilize an energy efficient, less polluting mode; 

• stimulate shipbuilding, with the associated jobs; 

• create U.S. citizen maritime jobs, strengthening the active base of U.S.-flag vessels and mariners for 
national defense; and, 

• according to Rep. Cummings, involve very little cost to the Treasury. 

The merits are compelling, short and long term. 

Accordingly, we strongly urge the Committee and the Congress to promptly enact legislation to exempt 
carriage of domestic and Great Lakes non-bulk cargo from the Harbor Maintenance Tax. 

We thank the Committee for its consideration of our views and we respectfully request that this letter be 
included in the record of the Committee's hearing of October 29, 2008. 


Respectfully submitted. 
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PH 202.484.4847 
FX 202.484.3483 

www.itsa.org 

TS g AMERIC^ 


Intelligent Transportation 
Society of America 
1100 17th Street, NW. Suite 1200 
Washington, DC 20036 


Written Statement for the Record 
Scott Belcher, President and CEO 
Intelligent Transportation Society of America 
For the October 29, 2008 hearing before the 
l).S. House of Representatives 
Committee on Transportation and Infrastructure 
Investing In Infrastructure: The Road to Recovery 


Chairman Oberstar, Ranking Member Mica, and distinguished members of the 
Committee, thank you for the opportunity to submit this testimony on behalf of the Intelligent 
Transportation Society of America and its nearly 500 public, private sector, and academic 
institution memheis. We applaud the Committee’s examination of how infrastructure investment 
can create near-term jobs while also stimulating long-term growth for our nation’s ailing 
economy. 

Infrastructure investment is crucial to any economic stimulus package and the integration 
of Intelligent Transportation Systems (ITS) and technology solutions into this infrastructure 
investment is absolutely vital for these projects to achieve the greatest positive impact on job 
creation and economic recovery. 

Nearly every state and municipality in the country has “ready-to-go” projects that only 
require funding to get started. In order to maximize the economic benefits of these investments. 
Congress should fund ITS technology applications and strongly encourage ITS solutions to be 
considered as part of any transportation infrastructure project In addition to providing 
immediate economic stimulus and creating high-tech jobs, investment in ITS will provide long- 
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term benefits by improving the performance of our nation’s iniiastructure and enhancing 
productivity for workers, businesses and the economy. 

Many forward-looking transportation agencies ate already using ITS effectively to reduce 
traffic congestion and its nearly $200 billion estimated impact on economic productivity and the 
environment - $78 billion a year wasted in travel delays alone. Examples of effective ITS 
applications include active traffic management and monitoring systems, real-time traffic and 
transit information, advanced navigational systems, intelligent intersections with traffic signal 
prioritization, smart parking facilities, open road tolling systems, ramp metering, and weigh-in- 
motion truck inspections. These and other ITS technologies can greatly improve productivity by 
helping people and goods move firom their origin to destination efficiently and on time. 

rrs technologies are also being installed in vehicles and the transportation infiastructuie 
to help drivers avoid accidents and improve incident and emergency response. These 
technologies are available today and were demonstrated on the streets of downtown Manhattan 
last month during the 15“" World Congress on ITS, where major automakers showcased vehicles 
equipped with the latest dedicated short-range communications (DSRC)-based technologies that 
prevent collisions before they happen. The accelerated deployment of these systems could 
dramatically reduce the $230 billion in economic losses caused each year by traffic accidents, as 
well as the human suffering resulting from roughly 42,000 annual traffic fatalities and 2.6 
million injuries. 

One example of a high-impact infrastructure investment that would yield short- and long- 
term economic benefits while greatly improving public safety, mobility, and the environment is 
the installation of “intelligent” traffic lights at signalized intersections. By upgrading aging 
signals with traffic lights equipped with DSRC and other telecommunications capabilities, 
Congress can immediately reduce traffic congestion and emissions while improving productivity. 

According to the U.S. Department of Transportation’s (DOT) ITS Benefits, Costs, 
Deployment, and Lessons Learned 2008 Update, traffic signal coordination is already reducing 
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the nuinbet of vehicle stops by Emywhere from 16 percent in Syracuse, New York, and 39 
percent in Richmond, Virginia, to 77 percent in Gainesville, Florida. By reducing trafSc 
congestion and unnecessary idling, the study found that vehicle emissions can be reduced by up 
to 22 percent simply by using optimized signal timing. This relatively low-cost solution - 
estimated costs per signal update range from $2,500 to $3,100 according to the U.S. DOT - 
would have an even greater economic and environmental impact when coupled with other 
congestion-reducing ITS applications like electronic payment and pricing systems, tamp 
metering, real-time traveler information, and active traffic management. 

In addition to the immediate productivity benefits of “intelligent” traffic signals, the 
installation of DSRC capability at signalized intersections will enable the initial deployment of a 
nationwide Vehicle Infrastructure Integration (VH) network that will provide real-time 
communication between vehicles, the roadway, first responders, and traffic management centers. 

Successful Vn test networks, already operating on streets and highways in California, 
New York and Michigan, will save lives, time, money, and sustain the environment by enabling 
coDision avoidance technologies, in-vehicle safety warnings based on real-time roadway, traffic 
and weather data, active traffic management and emergency response capabilities, advanced 
navigational systems, multimodal traveler information, e-commerce, and many other 
transportation and consumer applications. 

The vn network and other ITS technologies also provide agencies with the ability to 
collect the real-time traffic data needed to measure and improve the performance of the 
transportation system. Simply by collecting accurate traffic data, ITS applications can help 
transportation agencies make more informed infrastructure investment decisions, quantify the 
improvements made by such investments, and effectively manage new projects once they are 
built. This wUl ensure that current and future projects are implemented as effectively and 
efficiently as possible. 
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Investing in ITS wiM stimulate job creation across multipie sectors, including green jobs, 
high-tech, automotive, IT, consumer electronics, manufacturing, and many related industries. 

The benefits of US implementation - less congestion, fewer accidents, improved mobility, and 
reduced energy consumption and emissions - all lead to increased productivity, a more efficient 
and enviromnentaUy fiiendly transportation system, and a stronger, more globally competitive 
economy for American workers and businesses. 

Mr. Chairman, the challenges we as a nation face are staggering. A strong economic 
stimulus package that makes a commitment to “intelligent” mfrastructure investment wiU not 
only put us closer to fixing our economy, but will enhance the quality of life for our citizens, the 
productivity of our workers, and the health of our enviromnent. This is an opportunity we cannot 
afford to miss. 

Thank you for the opportunity to provide testimony on this important topic. I would be 
pleased to provide any additional information or data that may he helpful to the Committee. 
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Investing in Infrastructure: The Road to Recovery 

Committee on Transportation and Infrastructure Hearing 
October 29, 2008 

2167 Rayburn House Office Building □□ 

Thank you Chairman Oberstar, Ranking Member Mica and Members of the 
House Committee on Transportation and Infrastructure for holding this hearing on the 
importance of infrastructure investment for job creation and for allowing me to submit 
testimony for the hearing record. My name is Kevin Shafer, Executive Director of the 
Milwaukee Metropolitan Sewerage District or MMSD. I also serve on the Board of the 
National Association of Clean Water Agencies (NACWA), although today 1 am primarily 
representing the users of the Greater Milwaukee wastewater infrastructure system. 

MMSD’s mission is “To cost-effectively protect public health and the 
environment, prevent pollution and enhance the quality of area waterways.” The 
Milwaukee Metropolitan Sewerage District is a state-chartered, government agency 
providing wastewater services for 28 municipalities. The District's 420-square-mile 
service area includes all cities and villages, (except the City of South Milwaukee), within 
Milwaukee County and all or part of 10 municipalities in the surrounding counties of 
Ozaukee, Washington, Waukesha and Racine. Wastewater is conveyed to the Jones 
Island and South Shore wastewater treatment plants by a 2,200-mile system of collector 
sewers and a 310-mile system of intercepting and main sewers. The two treatment 
facilities collect and treat more than 200 million gallons of wastewater each day, 
returning clean, clear water to Lake Michigan. In addition to providing wastewater 
services, MMSD, in conjunction with area stakeholder groups, plans and oversees 
projects to reduce the risk of flooding in six Milwaukee-area watercourses in order to 
protect its sewer infrastructure. Other MMSD functions include water quality research 
and laboratory services, operating pharmaceutical, household hazardous waste and 
mercury collection programs, and involvement in various environmental partnerships. 

We provide our services to approximately one million residents in the Greater Milwaukee 
region. 


Like many American cities, MMSD is constantly upgrading and replacing 
infrastructure that is between 50 and over 1 00 years old and we must improve our 
region’s ability to reduce point and non-point pollution from stormwater runoff Our 
customers have invested $4 billion dollars in recent years to protect Lake Michigan and 
public health with clean water infrastructure. Without federal support, u.sers of our 
region’s wastewater infrastructure face some of the highest wastewater treatment fees in 
the country due to the necessity of replacing this aging system and upgrading our 
stormwater and sanitary sewers. Replacement of our central metropolitan interceptor 
sewer alone is a $300 million project. However, this is only a small fraction of the 
investments we need to make in order to reduce regional flooding and to improve water 
quality, particularly in Lake Michigan. MMSD’s 20 year planning process has identified 
$2 billion in investment needs over the next 15 years. 
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Federal investment in infrastructure allows us to more effectively carry out our 
mission, to more rapidly implement water quality improvement goals, and to create jobs. 
MMSD has developed a projects list containing approximately $90 million in high 
priority projects that can be implemented within 90 days of receiving federal grant funds. 
Attached to this testimony and for the record is MMSD’s “ready-to-go” projects list. 
These projects represent just a small number of the large-scale projects nationally that are 
“ready-to-go.” NACWA has recommended an investment of $ 1 0 billion in the Economic 
Stimulus package to spur investments in clean water infrastructure and to create jobs. 
MMSD’s initiatives could be advanced using this type of investment. 

1 would like to express my concern about one aspect of the Economic Stimulus 
bill, which are the mechanisms that will be used to advance these large-scale 
infrastructure projects. In particular, funds for municipal wastewater and stormwater 
infrastructure flow through either the EPA State and Tribal Assistance Grants program or 
the Army Corps’ Flood Control and Water Resources programs. I am deeply concerned 
that unless funds are directed at specific projects, these funds will take months and 
possibly years to clear bureaucratic hurdles and will not achieve the dual objectives of 
improving water quality and creating jobs in the near term. 

Specifically, the House Economic Stimulus bill, H.R. 7110, proposes an 
additional $5 billion in funds for the Army Corps Flood Control and Water Resources 
Programs and another $6.5 billion for the Clean Water State Revolving Loan Funds. 
MMSD either currently utilizes or has applied for these resources in recent months and 
years. Administrative burdens, such as waiting for Corps’ oversight studies, or seeking 
approval by State environmental protection agencies, can delay projects for extensive 
periods of time despite the fact that these projects have been approved and vetted locally. 

In many instances, the local water or wastewater agency has already performed all 
of the requirements for “ready-to-go” projects. We have conducted our own feasibility, 
preliminary engineering and design work and we are generally able to advance projects 
as long as they are entirely locally financed. The problem of course is that local 
resources are highly constrained so we are limited in our progress based on what users of 
our 50 to 100 year old system can afford. 

For this reason, I urge Congress to either direct funds to an approved list of 
“ready-to-go” projects, or alternatively, to establish a streamlined process that will 
require the federal oversight agencies, EPA and the Army Corps, to immediately provide 
federal funding resources to the local projects without the traditional oversight reviews. 
The burden should be on municipal or regional water and wastewater infrastructure 
agencies to demonstrate that a project is “ready-to-go” based on approval by local 
government entities rather than on the federal agencies. 

I am convinced that only through these alternative mechanisms will Congress see 
job creating activity within 3 months to 6 months. I urge the committee to consider this 
concern and review procedures for the release of this economic stimulus assistance. 
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While I support recapitalizing the Clean Water State Revolving Loan Fund, the 
Drinking Water Revolving Loan Fund, and increasing funding availability for ongoing 
Army Corps Flood Control and Water Resources projects, I am deeply concerned that the 
economic stimulus bill will only be successful if mechanisms are established to ensure 
the rapid processing of these funds to local agencies. 1 would be pleased to work with the 
committee to help establish procedures that ensure the rapid release of this federal 
assistance. 

I appreciate the committee allowing me to offer this testimony for the record. I 
look forward to being able to implement these water quality objectives to more rapidly 
create jobs and to help do our part to grow the economy. 

Thank you. 
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October 29 , 2008 

The National Association of Clean Water Agencies (NACWA) represents the interests of the 
Nation’s public wastewater treatment utilities that serve the vast majority of Americans and 
collectively treat and reclaim over eighteen billion gallons of wastewater every day. NACWA 
applauds the timeliness of the committee’s apdy titled Investing in Infrastructure: the Road to Recovery 
hearing and its focus on the important role infrastructure investment, including in our wastewater 
systems, should play in helping to revive the nation’s economy. NACWA strongly encourages the 
House and Senate to move forward with an economic stimulus package that includes funding for 
wastewater infrastructure projects as soon as possible. 

Expedited passage of an infrastructure-based stimulus bill is even more critical as information 
mounts regarding the severe impacts of the economic downturn on the Nation’s municipalities. 
Communities across the country have been forced to halt much-needed infrastructure projects 
that support the economy, create jobs, and ensure public health and the environment. 
Increasingly, mxmicipal treatment plants are unable to access the bond market, are having the 
variable rates on their short-term debt rise to unprecedented levels, halting the vital work needed 
to upgrade, and even maintain, their vital infrastructure networks. 

Even before the economic downturn, municipalities were on their own in meeting the growing 
funding gap. Municipalities were paying more than $60 billion per year to upgrade their clean 
and safe water infrastructure systems, while the federal government has reduced its contribution 
to the Clean Water State Revolving Fund (CWSRF) to $650 million, the lowest level since passage 
of the Clean )X^ater Act. Municipalities have, meanwhile, been raising their wastewater treatment 
service charges at double the rate of inflation and will continue to do their part to address the 
funding gap at the local level via rate increases. At the same time, the cost of labor, material, and 
expertise have risen to the point where significantly less work can be accomplished with each 
project dollar. Add to this picture the current financial crisis and you have a perfect storm at die 
municipal level and an urgent need for federal action. 

Although the nation’s focus recently has been almost entirely on the economy, it is important to 
note that October 18 marked the 36* anniversary of the Clean Water Act. Despite the tremendous 
progress made under this landmark legislation, the Transportation & Infrastructure Committee’s 
majority report. Stagnant Waters: The Legacy of the Bush Administration on the Clean Water Act, noted 
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that the quality of the Nation’s waters have started to decline over the past several years — a trend 
that will only continue absent a true federal-state-local investment partnership in the Nation’s 
clean water infrastructure system. Providing for a significant investment in these systems in the 
stimrdus bill will signal not only a commitment to the nation’s economy and to creating new jobs 
(approximately 47,000 per $1 billion invested) but also a re-commitment to putting the nation 
solidly back on track to meet the vital objectives of the Clean Water Act. 

The recent House-passed stimulus package (H.R. 7110) included $6.5 billion for wastewater 
infrastructure projects via the CWSRF — an important step forward on this issue that NAC’WA 
applauds. Under this program, however, the Administrator of the U.S. Environmental Protection 
Agency (EPA) has the discretion to use only 1.5% of these funds (approximately $100 million) in 
the form of grants. While the inclusion of this overall funding is vital, NACWA believes that, as 
the House and Senate contemplate an even larger stimulus package to be taken up either during 
the lame-duck session or after the election, there should be additional funds made available for 
the nation’s clean water community, and a larger percentage should be made available in the form 
of grants and negative interest loans. Additionally, when considering the prioritization for the 
distribution of these funds, states should look closely at each community’s specific economic 
situation and circumstances. 

Furthermore, the need for increased investment in clean arid safe water infrastructure is a matter 
of consensus. Reports from the Government Accountability Office (GAO), the Congressional 
Budget Office (CBO), EPA, and the Water Infrastracture Network CWIN), all estimate the water 
and wastewater infrastructure needs of this Nation at a staggering $300-500 billion over the next 
20 years. 

NACWA’s own recent survey, enclosed with this letter, shows that NACWA members alone have 
identified nearly $3 billion in ready-to-go infrastructure projects. Based on these responses, 
NACWA estimates that there are at least $10 billion in ready-to-go projects when extrapolated to 
the 16,000 treatment plants across the country. This $10 billion figure has been bolstered by 
recent ready-to-go project Hsts put together by organizations, such as the Association of State and 
Interstate Water Pollution Control Administrators, the Environmental Council of States, and the 
Council of Infrastructure Financing Authorities. 
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In line with these compelling data, NACWA recommends that the House bill^s $6.5 billion figure 
should be increased to $10 billion in the upcoming stimulus bill and that a more significant grant 
and negative interest loan component be added in order to make the funds more useful to 
communities that have been hit hard by the economic downturn. 

Again, each $1 biUion invested in clean water infirascructure generates tens of thousands of jobs. 

As such, the recommended $10 billion investment in water infrastructure would create over 
400,000 solid, much-needed new jobs. 

Inclusion of clean water infrastructure investment in the second stimulus package would not only 
help lessen the impacts of the immediate economic crisis, but it would also be a significant step 
toward re-establishing a long-term locai-state-federal partnership. NACWA greatly appreciates the 
leadership of the Transportation and Infrastructure Committee’s work to consider clean water 
trust fund legislation in the 111* Congress and its work to introduce and pass by a veto-proof 
margin in the House the Water Quality Financing Act of 2007 (H.R. 720), which would provide $14 
billion for the CWSRF, 

Again, NACWA applauds your leadership in seeking to ensure that our Nation’s critical 
wastewater treatment infrastructure is an integral part of the stimulus package and looks forward 
to working with you to ensure that this critical objective is achieved. 
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Anchorage 

Alaska 

Eagle River Wastewater 
Treatment Facility 
Disinfection; Apslund 
Wastewater Treatment 
Facility Process 
Improvements; SCADA 
(Supervisory Control and 
Data Acquisition); Sewer 
C-S-A King- Rovenna 

Sewer R&R; C-5-1 North 
Campbell Lake Sewer 
Upgrade 

$42.20 

Rogers 

Arkansas 

Interceptor Sewers and 
new 3.6MGD Wastewater 
Treatment Plant 

$70 

Contra Costa County 

California 

Wastewater Construction 

$15 

Mather 

CaHfornia 

Septic Conversion Projects 

$18.38 

Orange County 

California 

Carbon Canyon Dam, 

Sewer and Pump Station 
Abandonment and 
Rehabilitation of Westside 
Pump Station and 
Headworks Rehabilitation; 
Refurbishment and Bitter 
Point Force Main 
Rehabilitation and Central 
Generation Automation; 
Cable Tray Improvements 
at Plants 1,2, and Coast 
Trunk Sewer 

Rehabilitation of Bitter 
Point Pump Station 

$109.52 

Pueblo 

Colorado 

Wastewater Related 

Projects Ready-to-Go in 90 
Days and Ammonia 
Removal Facilities 

$19.37 

Washington 


Rehabilitation, 
Improvements, Inspection 
and Cleaning of Facilities 

$109.61 

Escambia County- 
Emerald Coast Utility 
Authority 


Perdido Key Gravity Sewer 

System; Main Street 

WWTP Replacement 

$147.30 
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Downer’s Grove 


Peoria 


Urbana 


\^eaton 


Indianapolis 


Illinois 


Illinois 


Illinois 


Illinois 


Indiana 


Projcci^ Inflow & 
Infiltration (I&I) 
Reduction; Montclair lift 
Station Flow Diversion 
Hobson Road Lift Station 
Expansion for SSO 
Control & I/I Removal; 
Sewer Rehabilitation 
Projects for SSO Control 

Allen Road to Wilhelm 
Road Sewer 
Interconnection; Fargo 
Run Trunk Sewer 
Extension and Treatment 
Plant Building 
Renovation; Digester 
Boiler Replacement and 
Equipment Replacement 

Northeast Treatment Plant 
Disinfection Conversion 
Project (to eliminate 
Chlorine gas); 

Nitrification Tower 
Structural Repair; 
Cogeneration Heat 
Exchanger Replacement; 
Southwest Plant Boiler 
Replacement; FY 09 
Interceptor Sewer 
Rehabilitation Project 
Interceptor Sewer 
Replacement; Preliminary 
and Primary Treatment 
Improvements; Aeration 
Tank Improvements 
Three Combined Sewer 
Overflow Abatement 
Projects: Construction of a 
6.5-tnile long timnel; Two 
Projects to Increase Wet 
Weather Treatment 
Capacity at the City’s 
Belmont Advanced 
Wastewater Treatment 
Plant; Twelve Septic Tank 
Elimination Projects; Two 
Sanitary Sewer 
Rehabilitation Projects 


$2.80 


$7.80 


$3.84 


$17.30 


$250 
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Ames 

Iowa 

Water Plant 17,0001f of 30” 
Pipeline for a Raw Master 
Transmission 

Improvement; Booster 
Pump Station Redundant 
Electrical Feed; 

Conceptual Design for 

Plant Expansion; Water 
Pollution Control Pump 
Station HVAC 

Renovations; Clarifier 
Painting; Vertical Turbine 
Pump Replacement; 
Disinfection Installation 

$7.56 

Johnson County 

Kansas 

Low Pressure Sewers & 
Gravity Interceptor; Plant 
Upgrade & Plant Rehab 
and Repair; Pump Station 
Rehabilitation and Repair; 
Sewer Rehab and Repair; 
Sewer Capacity 
Improvement 

$21.05 

Olathe 

Kansas 

Low Pressure Sewers, 

Gravity Interceptor; Plant 
Upgrade; Plant Rehab and 
Repair; Pump Station 

Rehab and Repair; Sewer 
Capacity Improvement; 
Sewer Rehab and Repair 

$21.06 

Ft. Wright 

Kentucky 

Western Regional Water 
Reclamation Facility and 
Western Regional 
Conveyance Tunnel to 
Western Regional Water 
Reclamation Facility 

$188.32 

City of Gretna 

Louisiana 


$3 

City of Kenner 

Louisiana 

Pumping Stations and 

Force Mains 

$5 

New Orleans 

Louisiana 

Restoration of Facilities 

$20 

St. John the Baptist 
Parish (County) 

Louisiana 

4 MGD Wastewater 
Treatment Plant 

. $20 
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Kansas City 

Missouri 

White Aloe Pump Station 
Improvements; Second 
Creek Interceptor Sewer; 
Fairlane Relief Sewer 
(Phase H; East Bannister 
Interceptor; Sewer Backup 
Program; Brookside Sewer 
Line Modification); 
Birchwood Pump Station 
Upgrade; Turkey Creek 
Pump Station 
Improvements 

$36.75 

St. Louis 

Missouri 

Combined Sewer Overflow 
(11 projects); Sanitary 

Sewer Overflow (28 
projects) and Treatment 
Plant Projects (3 projects) 

$131.67 

Erie County 

New York 

Replacement of the Lake 
Street and Point Breeze 
Pumping Stations and 

Force Mains and 
Construction of a 

Diversion Chamber at the 
Big Sister Creek WWTP; 
Rehabilitation and 
Replacement of Sanitary 
Sewers in the Village of 
Blasdell and Town of 
Hamburg; Replacement of 
the Commerce Drive 
Pumping Station 

$15.85 

Woodbuiy 

New York 

TMDL Nutrient Removal 
Project for the Port 
Washington Water 
Pollution Control Plant 

$30 

Asheville' 

North 

Carolina 

Lenox Street, Greeley St. 
USR, Rogers place; Alta 

Ave PRP; RoUingwood 

USR; Middle Beaverdam 
Crk; VA hospital PRP, 
PenleyAve. USR; Old 

Home Rd. PRP; Montford 
Ave @ US 19/23 

■ $2.77 

Cincinnati 

Ohio 

Lateral Repairs; Pump 
Station Elimination; Sewer 
Replacement; Treatment 
Plant Replacements etc. 

$122.88 
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Cleveland 

Ohio 

Easterly Plant; Southerly 
Plant; Westerly Plant; 
Combined Sewer Overflow 
Control Program; 
Interceptors and 
Rehabilitation; IT and 
other projects. 

$164.38 

Columbus 

Ohio 

Big Walnut/Rickenbacker 
Sanitary Interceptor; 
Sanitary Subtruck Sewer to 
Service Several Customers; 
Sludge Thickening 
Improvement and 
Additional Renovation 
Projects at the 80MGD 
Jackson Pike Wastewater 
Treatment Facility; 
Hydraulic Improvements 
at Jackson Pike 

$218.20 

Gresham 

Oregon 

Secondary Clarifier 

$9 


Puerto Rico 

Wastewater and Drinking 
Water Projects 

$499.67 

Providence 

Rhode Island 

Construction 

$4 

Knoxville 

Tennessee 

Wet Weather SSO’s in 
Separate Collection 

System and at Treatment 
Plants 

$30 

Nashville 

Tennessee 

Water and wastewater 
facility 

$30 

Houston 

Texas 

Billings Park Storm Sewer 
and Water Quality Basins; 
Central Business District 
Storm Sewer and Relief 
Sewer; In-Pipe Storage 
Projects; Sanitary Sewer 
Relocation; Wastewater 
Treatment Plant Wet 
Weather Flow Handling 
Improvements; Manhole 
Chimney Reconstruction; 
Butler Pond Stormwater 
Detention Upgrade 

$26 

Alexandria 

Virginia 

ENR + Project C2; Holmes 
Run Trunk Sewer CIPP; 
Commonwealth CIPP; 
Potomac Yards Pump 
Station; Transformers & 
Switchgear Replacement; 
Green Roofs; Security 

$70.25 
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Upgrade; ESCO; 

Magnesium Hydroxide 


Centreville 

Virginia 

Cub Run Gravity Delivery 
System; Flat Branch 
Interceptor Upgrade and 
Pump Station; BiosoUds 

Pad and Building 

$142.60 

Hampton. Road 
Sanitation District 

Virginia 

James River Treatment 
Plant Nutrient Reduction 
Improvements; Army Base 
Treatment Plant 

Incinerator Improvements; 
Nansemond Treatment 
Plant Nutrient Reduction 
Improvements 

$59 

Roanoke 

Virginia 

Upgrade the WPC PlanC s 
Disinfection System; 
Renovate Digesters and 
Install Generation 
Equipment 

$16 


Virginia 

Various Projects 

$83 


Washington 

Treatment Facilities 

$25 

Milwaukee 

Wisconsin 

Milwaukee County 

Grounds Basins (2”‘“ 
Bidding); South 43"“ Street 
Relief; JI Preliminary 

Facility Sewer Upgrade 

$99.90 


TOTAL 


$2,916 
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As Congress develops a new national economic recovery package, the National Association of 
Counties (NACo) encourages the leadership and membership of the Transportation and 
Infrastmcture Committee to provide funding for inftastructure investment. Investing in 
infrastructure provides job creation, longer-term stability and helps ensure the nation’s 
competitiveness. We applaud the passage by the House of a stimulus package in late September. 
The need for a stimulus program has become even more apparent as the economy has worsened 
over the last month. A recently completed NACo survey summarized later in this statement 
highlights the impact of the worsening economy on county governments. 

America’s 3068 counties play a major role in the nation’s transportation infrastructure. They 
own 1.8 million miles of roads, which represents 44 percent of the nation’s road mileage; 

256,000 bridges or 45 percent of the nation's bridges; and one-third of the nation’s transit 
systems. Counties are very much tied into local economies and are in the position to invest 
stimulus funds quickly. Looking at the September stimulus package that passed the House, 
NACo was pleased that the mass transit and airport stimulus funds went directly to the owners of 
those systems, primarily county and city governments. However, federal highway funds will be 
going only to the state departments of transportation. Given county responsibility for the 
highway system, the needs on this system and the economic challenges facing counties, NACo 
believes that the stimulus package’s highway funding needs to be shared with all the owners of 
the highway and bridge network. This means that a portion of the federal highway stimulus 
funds must be come to America’s counties and other local governments.. 

The stimulus package should also include funding for wastewater infrastructure projects. Many 
American counties own and operate stormwater management infrastructure systems. Wastewater 
and stormwater infrastructure provides vital economic, public health and environmental benefits 
to American communities and the national economy. The provision of wastewater and 
stormwater infrastructure services is completely governed by the federally enforceable 
requirements under the federal Clean Water Act and the National Pollutant Discharge 
Elimination System, permit program and regulations. This mandate contributes to the 
documented wastewater infrastructure constniction needs of between S300 billion and $450 
billion. 

The September stimulus package included S6.5 billion in capitalization grant funds for 
wastewater infrastructure projects through the Clean Water State Revolving Loan Fund 
(CWSRIO- Capitalization grant funds allow states to provide low interest loan assistance to 
eligible public water systems for infrastructure improvements. We applaud the Committee for 
recognizing that these financial needs will continue to grow by leaps and bounds and recognizing 
that local government’s ability to access much needed bond market funds has been halted due to 
the economic downturn, threatening the process that we’ve made. This highlights the intense 
need for a larger clean and safe water funding component in the stimulus package. 

According to a new survey recently completed by NACo, the recent downturn in the national 
economy is resulting in revenue shortfalls, increased expenses and greater difficulty in routine 
borrowing in many of the nation’s largest counties. This will result in less funding being 
available for the infrastructure for which NACo members are responsible. Further, the 
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responding counties anticipate greater budget shortfalls next fiscal year which will lead to more 
severe budget cutting measures, such as furloughs and layoffs. 

All but one of the responding counties indicated that the current economic climate is having a 
negative effect on its budget - a shortfall in revenues, increased expenses, or both. Of the 
responding counties, 87 percent said they anticipate a revenue shortfall and 27 percent said they 
expect increased expenses. 

Forty-seven percent of the counties said that they are experiencing a revenue shortfall in the 
current budget, while 59 percent said that they anticipate a shortfall in the next year’s budget. 

Seventeen counties with populations of more than 500,000 residents from 12 states in all regions 
of the country were surveyed October 8-17, 2008 by NACo. 

Of the counties that are addressing a current budget year anticipated shortfall, eight counties (80 
percent) cited employment freezes, six (60 percent) cited budget cuts, and six (60 percent) cited 
services delivery cutbacks. To address next year’s anticipated budget shortfall, 10 counties (91 
percent) cited employment freezes, 10 counties (91 percent) cited budget cuts, and eight counties 
(73 percent) cited services delivery cutbacks. 

But more telling: While only three counties (30 percent) cited layoffs and two counties (20 
percent) cited furloughs as possible steps to take to address the current year shortfall, seven 
counties (64 percent) cited layoffs, three counties (27 percent) cited furloughs and three counties 
(27 percent) cited labor contract renegotiations as possible steps to take to address next year’s 
anticipated shortfall, 

NACo urges Congress to move ahead with a stimulus package. We cannot afford to wait for the 
situation to worsen and we believe county government, through additional infrastructure 
investment, can play an important role in turning around the nation’s economy. 
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Statement of Sharon Juon, President 
National Association of Development Organizations (NADO) 


Submitted to the 

House Committee on Transportation and Infrastructure 
October 29, 2008 


Thank you, Chairman Oberstar, Ranking Member Mica and members of the committee for the 
opportunity to submit testimony on the important role infrastructure investment plays in stimulating 
economic growth, especially in our nation's distressed and underserved communities. 

My name is Sharon Juon. 1 serve as President of the National Association of Development 
Organizations (NADO) and Executive Director of the Iowa Northland Regional Council of Governments 
in Waterloo, Iowa. NADO provides advocacy, education, research and training for the national 
network of 520 regional development organizations, including the 381 multi-county Economic 
Development Districts (HDDs) designated and funded by EDA. 

Mr. Chairman, the members of the National Association of Development Organizations (NADO) 
believe that the infrastructure development, business lending and strategic planning programs 
of the U.S. Economic Development Administration (EDA) are uniquely positioned to provide 
effective and timely job creation and economic development assistance resources to communities and 
regions who are suffering from sudden and severe economic dislocations and decline, as well as 
chronic and sustained poverty. 

We respectfully urge the Congress and administration to include at least $200 million in 
supplemental EDA program assistance in the pending stimulus package to assist local 
communities with job creation and retention strategies and projects. Our key points are; 

• EDA is the only federal agency with the sole mission of supporting regional and local strategies 
and projects for high-quality, high-wage job creation and retention projects 

• EDA infrastructure, business lending and economic adjustment investments must be identified 
within-and consistent with-a regional Comprehensive Economic Development Strategy crafted 
and adopted by local government, business and community leaders 

• EDA investments must result in private sector job creation or retention within distressed areas 

• EDA requires significant local ownership and matching funds to ensure projects have merit, are 
sustainable and fit with the overall comprehensive economic blueprint for the region 

• EDA's local partners have a significant backlog of "ready to go" economic development projects 
that have been stalled due to a lack of federal matching funds and gap financing 

ADVOCACY. EDUCATiOH, HEBWMlKHtG AND RESEARCH FOR THE NATtOWS REGiOHAL DEVEtOPMENT ORGANlZATtOHS 
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STATEMENT OF NADO PRESIDENT SHARON JUON 
ON POTENTIAL ROLE OF EDA IN FEDERAL ECONOMIC STIMULUS PACKAGE 

As the only federal agency focused exclusively on private sector job growth in distressed areas, Mr. 
Chairman, EDA serves as an essential partner and funding resource for local communities striving to 
address the fundamental building blocks needed to compete in today’s highly competitive global 
economy. This is especially important during these uncertain and turbulent economic times. 

PROVEN TRACK RECORD: Since its inception, the agency has helped create in excess of four million 
private sector jobs and leverage more than $130 billion in private sector investments. In 2007 alone, 
according to EDA’s annual report, the agency helped to create or retain more than 52,000 jobs, attract 
over $10 billion in private sector investments and create long-term jobs at an average cost of $4,000 
per job, among the lowest rates in government Since the agency’s last reauthorization in 2004, EDA 
has created over 350,000 jobs at a highly-efficient average cost of only $2,500 per job. These are 
impressive accomplishments considering the agency has an annual budget under $300 million and 
that agency projects must be targeted to the nation’s most distressed areas. 

EDA’s success stories span the country, as many distressed areas have relied on EDA investments to 
realize the economic development potential hidden within their communities. 

The City of Valdosta, Georgia in cooperation with the South Georgia Regional Development 
Center, received $745,500 from EDA. This was coupled with an additional $1.4 million in state and 
local funds to enhance road, water and sewer systems. The infrastructure improvements allowed for 
Martin's Famous Pastry Shoppe, Inc® to expand from its base in Pennsylvania to Valdosta to serve the 
southeastern United States, This resulted in the creation of 107 jobs, paying an average annual salary 
of $53,000, plus benefits, and leveraged an additional $49.7 million in private sector investment. 

Since the Loring Air Force Base closed in 1994, the Northern Maine Development Commission 
(Caribou, Maine) has used its EDA-funded Defense Diversification Loan Program to make 49 loans 
totaling $5.2 million. These loans have resulted in the retention and creation of 2,137 jobs in this 
highly rural region and leveraged more than $44 million in additional funds. These investments have 
assisted existing businesses affected by the closure to modify their business models, stay in business, 
and retain and add jobs. It has also financed new businesses that have hired dislocated defense 
workers. 

"READY TO GO” PROJETS; Earlier this year, NADO conducted an informal survey of its members to 
determine the backlog of potential "ready-to-go” EDA public works and economic adjustment 
assistance projects. At the time, we found there were more than 115 projects, valued at close to $400 
million in public investment, already in the agency’s funding queue but waiting for final clearance and 
funding before they could be processed and started. This small sample of projects was estimated to 
attract more than $7,2 billion in new private sector investments and result in the retention and 
creation of more than 47,000 jobs. 

These pending projects included essential community assets for economic development, such as water 
and sewer systems for technology, industrial and business parks, intermodal transportation facilities, 
job training facilities, business incubators, broadband networks and development finance loan funds 
for entrepreneurs and businesses. 


Page 2 
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STATEMENT OF NADO PRESIDENT SHARON JUON 
ON POTENTIAL ROLE OF EDA IN FEDERAL ECONOMIC STIMULUS PACKAGE 

While the number and scope of these projects has changed since we conducted our initial evaluation, 
what remains consistent is the immediate and proven impact EDA assistance has in creating quality 
jobs and leveraging significant amounts of private sector investment in our nation's distressed 
communities. 

STIMULATING JOB GROWTH; The numbers above provide a powerful reminder of the impact EDA's 
resources play in stimulating job growth and economic opportunity in distressed communities. We 
have routinely experienced over the years that even a relatively small federal investment can mean the 
difference in generating thousands of jobs and attracting hundreds of millions of dollars in new private 
investment. Programs such as EDA serve as an essential catalyst, whether as gap financing or seed 
capital, for private sector investments in local economic development projects. 

EDA and its partners, such as economic development districts and local governments, main focus is 
investing in the public infrastructure and facilities that are not only needed to support the private 
sector, but also required by businesses and industries to operate and succeed. Without public facilities 
and infrastructure such as water and sewer systems, access roads, rail spurs or industrial parks, 
private industry will continue to locate or relocate to places with these essential amenities, whether 
somewhere else in the United States, or even more frequently, abroad. 

Earlier this year, the City of Hamilton, Montana and the Ravalli County Economic Development 
Authority received $1.6 million for a joint investment to support construction of the new Ravalli 
Entrepreneurship Center, which will enable the county to enhance its efforts to diversify the regional 
economy by growing the technology and bio-medical clusters and offsetting economic dislocations 
associated with the downturn in the forestry industry. It is part of a $3.2 million project that will help 
create 253 jobs and generate $ 1 1.8 million in private investment. 

In March, the South Jersey Economic Development District and the South Jersey Economic 
Development Authority received a $2.5 million EDA investment to support construction of new 
infrastructure, roadway, sewer and water utilities needed for the development of the Aviation 
Research and Technology Park in Pomona. The Park will be situated on 55 acres of the 5,000-acre 
William J. Hughes Technical Center and will serve as a catalyst for national and international aviation 
research technology. This investment is part of a $7.5 million project that will help create 2,000 new 
jobs and generate more than $80 million in private investment. 

STRATEGIC INFASTRUCTURE INVESTMENTS: As has been documented by other organizations, the 
nation’s infrastructure remains in serious need of improvements and increased public investment, 
improvement costs alone in the next several years are calculated in the trillions. Our ability to sustain 
the nation's infrastructure is directly linked to the nation's ability to maintain and grow a world-class 
economy. 

in small town and rural America, the most significant road block to economic sustainability remains 
inadequate public infrastructure. Without EDA's resources, local governments will fall further behind 
in dealing with aging systems, meeting intensifying demands of business and industry, and 
overcoming recent cost spikes in construction materials and project costs. 
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STATEMENT OF NADO PRESIDENT SHARON JUON 
ON POTENTIAL ROLE OF EDA IN FEDERAL ECONOMIC STIMULUS PACKAGE 

In the current era of limited public resources, it is essential that we make sound, strategic and targeted 
use of our federal, state and local funds. One of the driving forces behind EDA's long-term success is 
that all of its project investments are tied to a comprehensive regional economic development 
strategy. Known as the CEDS process, this holistic, locally-driven process is used to not only examine 
the strengths and assets of a region and its local communities, but also to identify, prioritize and focus 
on viable and sustainable economic development projects and activities. Therefore, all of EDA's 
investments are vetted at the regional and local levels before they are submitted to one of its six 
regional offices and its headquarters in Washington. 

In closing, Mr. Chairman, the members of NADO respectfully urge the Congress and 
administration to include at least $200 million in supplemental EDA program assistance in the 
pending stimulus package. EDA has the economic development toolbox and program flexibility to 
serve as a vital resource for communities striving to improve their economies through private sector 
job growth. 

We look forward to working with you to restore the economic climate and condition of the nation. 


Page 4 
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Statement of 
Ross B. Capon 
President 

National Association of Railroad Passengers 
Submitted to the 

Committee on Transportation and Infrastructure, U.S. House of Representatives 
The Honorable James Oberstar, Chairman 

* * * 

Hearing on “Investing in Infrastructure: The Road to Recovery” 

* * * 

October 29, 2008 

Statement Submitted for the Record on November 5, 2008 
^ * 

The National Association of Railroad Passengers appreciates the opportunity to comment 
on the subject of infrastructure investment as discussed at your October 29 hearing, 
“Investing in Infrastructure: The Road to Recovery.” 

We first express appreciation for the Committee’s work on the new law. We look 
forward to working with you to see that the full funding contemplated by the law is 
forthcoming. We also appreciate your inclusion of $500 million for Amtrak in HR 71 10, 
although we of course agree with the U.S. Conference of Mayors that a larger passenger 
train total is justified, with some of it going directly to state projects as outlined in section 
II. 

I. Infrastructure Investment and Passenger Trains 

In a fragile economy, it is essential to have affordable mobility. Travel stimulates the 
economy. If Americans can't travel by other means, they will stay at home and not spend 
money on travel and at destinations, further depressing recovery efforts. 

Therefore, we applaud the Committee for considering infrastructure and passenger train 
investments for the second economic stimulus package. Investment in passenger trains 
can yield immediate benefits: 


job creation. 
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• more travel choices for Americans, 

• a transportation system that is safer, more energy efficient and more 
environmentally benign, and 

• incentives for energy-efficient, pedestrian-fnendly station-area real estate 
development. 

We support the rolling stock, infrastructure, and positive train control requests in the 
testimony of Amtrak Chief Operating Officer William Crosbie. We add double-deck 
Superliners to the list of sidelined cars that should be returned to service. These cars 
generally are used on long-distance trains, where ridership has grown in recent years 
(11% in Fiscal 2008) but capacity has not. Due to Superliners’ superior all-weather 
performance, they also have been used to improve wintertime reliability on the Michigan 
corridors and to fill in elsewhere — currently in the Pacific Northwest Cascades service 
while the Talgos are rotated through overhaul work. We understand that about 40 
Superliners are out of service. 

While some point to recent drops in the price of gasoline as evidence that people will 
return to their cars, most experts say the price drop is temporary. In an interview with 
CNBC on October 27, Peter Beutel of Cameron Hanover (an oil industry analysis firm) 
said, “We need to not repeat our mistakes of the past, when low prices yielded a lack of 
investment in new technology and alternative fuels,” he said. “We're going to get too low 
(and) kill a lot of alternatives.” 

In a similar vein, Khalid al-Buraik, “an executive director at Saudi Aramco” [the world’s 
biggest oil company] said in the November 5 Financial Times, “People would like to go 
and re-evaluate, and maybe some projects were evaluated at $80 or $100 a barrel — now 
we are talking about $65 a barrel. I think the whole oil industry, the new expansions, oil 
and gas, it will be re-evaluated — it will be reassessed based on the current economic 
circumstance,” 

II. State Programs 

Passenger train infrastructure investment should also include money that goes directly to 
states which will guide its investment, generally in the infrastructure of the private 
railroads. This in effect is an expansion of the $30 million program in the Fiscal 2008 
appropriations law which U.S. DOT administered. Secretary of Transportation Mary 
Peters armounced these grants in Richmond, Virginia, on September 30. 

A substantial number of projects are ready to go but still seeking federal funds. This is 
indicated by the fact that the $30 million program was substantially oversubscribed. We 
have not seen all the applications, but any informed observed could see that some states 
with active passenger train programs were conspicuous by their absence from the 
September 30 announcement — notably North Carolina, Michigan and Oregon. Also, the 
program encompassed just one of California’s three major corridors. 


2 



484 


Amtrak will have to speak for itself, but it is our impression that Amtrak’s request did not 
include money for state programs. While we assume that some state-supported services 
would benefit from Amtrak’s proposed rolling stock and station programs, it appears that 
Amtrak’s other infrastructure investment is focused on Amtrak-owned infrastructure, and 
does not include state-led investment in private infrastructure such as the DOT’S $30 
million program contained. 

III. Hudson River Railroad Tunnels (“ARC” or Access to the Region’s Core 
Project) 

We strongly urge that the stimulus bill include the additional funding necessary to 
connect the ARC (Hudson River) railroad tunnels to New York’s Penn Station and 
require that this connection be restored. It is unthinkable to allow this $8 billion, New 
Jersey Transit projeet to proceed in a manner that leaves Penn Station with the same, 
tenuous links to New Jersey and all points west and south as currently exist, and makes 
more difficult any attempt far into the future to remedy the situation. 

“Tenuous” refers to the fact that the two, century-old tunnels offer single track service 
most of the weekends because one track or the other is closed for maintenance. 

Likewise, single-track operation can be forced at any time, for example, if a train stalls 
and blocks a tunnel for any reason or due to security concerns. And, though we do not 
like to contemplate it, the possibility exists that both tunnels could be closed for some 
length of time, completely eliminating New York-Newark railroad service, including NJT 
trains that use Penn Station and all Amtrak Acela and Regional trains to 
Philadelphia/BaltimoreAVashington and points beyond. 

There is broad agreement on the pressing need to supplement the two, existing Hudson 
River railroad tunnels with additional capacity. However, there must be a connection 
between new tunnels and New York’s Penn Station. Unfortunately, on June 25, 2007, 
New Jersey Transit announced it had eliminated this vital connection from the plans, 
apparently because NJT believes that the seriously flawed project it is now advancing is 
the only project which is affordable and doable. 

We share Chairman Oberstar’s disdain for the current, federal “cost effectiveness index” 
which may have played a role in the disappointing transformation of this project. He 
observed that the index may soon become history. That is all the more reason to fix the 
major problem it has helped create here. 

Moreover, anyone interested in expanding intercity passenger train capacity in Manhattan 
must be horrified at the prospect that the third and fourth tunnels will dead-end at a new 
commuter-only terminal. 

Since New York City has arguably the world’s biggest potential for further development 
of air-competitive, intercity passenger train travel, and there is a strong federal interest in 
seeing that this potential is not lost, the additional money necessary to restore the Penn 
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Station connection should be included as one element in the stimulus package now being 
developed. 

Another longstanding concern of this association, the New Jersey Association of Railroad 
Passengers and the Empire State Passengers Association is that the 2003 Major 
Investment Study jointly done by NJT, Metropolitan Transportation Authority and the 
Port Authority of New York and New Jersey had been concealed from the public except 
for a 31-page “Summary Report.” The ideal solution, identified in that report as 
“Alternative G,” would enable some trains to run through to Grand Central Terminal. 
Unfortunately, that alternative was taken off the table long ago, and — to make matters 
worse — it has been revealed more recently that none of the tracks in NJT’s planned, 

“deep cavern” station at 34• **' Street can be extended eastward in the future. 

While our focus has been on restoring the link to New York Penn Station that was part of 
NJT’s plan until mid-2007, we remain concerned that so much secrecy has shrouded the 
2003 report which ought to reveal the practicality of extending tracks to Grand Central 
(and thus whether creating a new NJT terminal near Penn Station is really an appropriate 
use of scarce resources). 

In any event, we are now faced with an $8 billion investment that will leave Penn Station 
just as vulnerable to a shutdown (for any reason) of the old tunnels as it is today, and 
increasingly inadequate as growing weekend travel demands already are in conflict with 
the need to close individual tunnels for basic maintenance. 

The ideal solution would be two additional tracks under the Hudson plus extension of 
tracks from Penn Station to Grand Central Terminal — “Alternative G” in the Major 
Investment Study of 2003 (next-to-last bullet in Appendix). Failing that, our fallback 
position, the connection which NJT has abandoned, is absolutely essential. It is not for 
lack of trying that our views seem to have had no effect. Some of our previous, 
unsuccessful efforts to influence the project are outlined in the Appendix at the end of 
this statement. 

Unfortunately, even our fallback has been shunted aside. Here are the key reasons why 
new tunnels should not simply go to a permanently, dead-end, new station near Penn 
Station, but should also connect to Penn Station itself (quoting the statement I submitted 
at the New York hearing on April 1): 

• “Today’s security-conscious world cries out for the redundancy and operational 
flexibility that NJT’s pre-June, 2007 design offered. Consider the implications of 

having the existing Amtrak-owned tunnels (used by both Amtrak and NJT trains) 
disabled either temporarily (should, for example, a train derail or be otherwise 
immovable) or, heaven forbid, for da)^ or months. Under the present plan, it 
would be impossible to maintain any kind of run-through service — either existing 
intercity service, or the inter-regional services (such as Trenton-Stamford) which 
should be part of any solid future planning for the region. 
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• “It is important to be able to maintain the railroad adequately and efficiently with 
minimum negative impact on service. Today, maintenance is basically limited to 
55-hour weekend windows, yet growing demand for weekend service — ^both 
commuter rail and intercity — is bumping up against those windows. Thus, 
connecting the new tunnels with NYP would offer maintenance/service benefits 
both for NJT and Amtrak trains using NYP and for NJT trains using any new 
terminal. [Note to the T&I Committee: This means that, for most weekends, the 
existing railroad is single-track under the Hudson while maintenance work is 
performed on one track or the other.] 

• “We understand the pressure on NJT from FTA criteria which focus on travel 
minutes saved: anything increasing project costs without saving more minutes 
makes the project weaker when measured against FTA criteria. But the FTA 
criteria are wholly inappropriate when applied in a post-9/1 1 world to a key 
strategic asset in such a densely populated area. 

• “The current plan is incompatible with interstate service needs. It is 
inconceivable that a project of this magnitude would be built when it provides no 
redundancy or capacity benefits for interstate service. “Interstate” means not just 
the Amtrak’s existing Boston-Washington trains, but also — as noted above — 
inter-regional services that must be on the agendas of NJT, Metro-North and the 
Long Island Rail Road. All of these services would have to be developed within 
the limits of the two existing tracks under the Hudson. 

• “There is general agreement that New York City is the number one market in the 
country where expanded intercity train service would help address demands for 
air service that are bumping up against airport and airspace capacity limits. By 
failing to connect the new tunnels with NYP, this project not only does not 
provide any new intercity slots at NYP, it is our understanding that it also 
precludes future investments aimed at providing such slots.” 

At a May 14 hearing before your Subcommittee on Railroads, Pipelines and Hazardous 
Materials, Rep. Albio Sires (D-NJ) asked Amtrak President and CEO Alex Kummant 
what impact a new Hudson River rail tunnel would have on Amtrak. Kummant 
diplomatically made the same point that NARP has been arguing: “Our biggest concern 
is the total capacity on a north-south basis through New York. And so, 1 think a 
legitimate question to ask is, Ts there going to be a tunnel that reaches into Penn Station 
and allows the total Northeast Corridor capacity to expand? Or is it only .something for 
New Jersey going into New York City?’ 1 think that’s something we continue to have 
fairly strong feelings about and would like to continue a dialogue on. , .If there’s an 
overall design and structure that precludes any capacity expansion on north-south, I 
would say that’s an issue for the entire region. It’s not just Amtrak’s issue, and that’s 
something we need to be talking about.” 

The project that we are now threatened with indeed is “only something for New Jersey 
going into New York City” and does “preclude any capacity expansion on north-south” 
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within our lifetimes. This project leaves us with just the possibility that, if we do a good 
job of protecting rights-of-way, it might be possible some day to build fifth and sixth 
tunnels if the money can ever be found. 

But protecting rights-of-way is difficult. Even within the past year. New York City is 
advancing a subway project (the #7 extension) without federal funds whose location 
makes it harder to create the connection that we advocate. Only a slight adjustment in the 
alignment of the #7 extension would allow reinstatement of the badly-needed connection, 
but Mayor Bloomberg apparently has ruled that out. Alternatively, it seems likely that 
the connection would be compatible with a restoration by NJT of its pre-2007 design with 
a 34*'' Street terminal much closer to the surface. 

Meanwhile, and partly as a result, Amtrak is reduced to haggling with NJT over who 
shall get use of particular “slots,” and to saying that fifth and sixth tunnels will be needed 
before 2030. This is no way to plan a railroad! 

While many interests have expressed support for the current project, we believe that 
much of this supportive comment comes from people who either accept NJT’s argument 
that nothing better is affordable or possible, or who are focused at the most general level 
on the need for more trans-Hudson rail capacity and not on the impact of specific options. 
When the general public figures out the magnitude of the opportunity that has been lost if 
the present ARC project goes forward, said project will be seen in a far more negative 
light, to put it politely. 

The federal need is clear and, again, we urge the committee to meet it in the stimulus bill. 

IV. APPENDIX: Partial list of citizen efforts to improve the ARC project 

• Leaders of NARP and of New Jersey Association of Railroad Passengers (NJ- 
ARP) met in Washington with Federal Transit Administration officials on January 
11, 2008, and again April 28. 1 was at both meetings as was George Haikalis of 
New York City, a transportation planner/advocate and member of NARP’s Board. 
Federal Transit Administrator James Simpson and NARP Chairman George 
Chilson were present on April 28, the same day that Chilson, Haikalis and I also 
met with Federal Railroad Administrator Joseph Boardman. 

• On March 10, Haikalis represented NJ-ARP in a meeting with Moynihan Station 
Development Corporation President Robin Stout and Project Manager Fred 
Bartoli. 

• On March 26, a group of rail advocates attended a New Jersey Assembly Budget 
Committee hearing in New Brunswick. NJ-ARP Director Albert L. Papp Jr. of 
Millington, NJ, (also a NARP board member) explained our concerns. 

• On April 1 , 1 traveled to New York City to testify at the hearing on the project’s 
Supplemental Draft Environmental Impact Statement (SDEIS). My statement 
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concluded, “In sum, it would be a monstrous failure of public policy to permit 
implementation of the present design in spite of its major failings as outlined here 
and in statements by others.” The full statement is at 
http://www.narprail.org/cms/index.php/resources/more/test arc/ The SDEIS 
hearings also included testimony from other NARP and NJ-ARP leaders, 
including Mr. Papp. 

• Our April 1 release noted in addition the objections of the Empire State 
Passengers Association. We said that ESPA President Bruce B. Becker “opposed 
the plan and urged NJT and Federal Transit Administration to advance the direct 
connection between the new Hudson River tunnels and Penn Station tracks and 
platforms described in the Draft Environmental Impact Statement issued in 
February 2007. ESPA also called for restarting the planning and environmental 
studies for a direct track connection between Penn Station and Grand Central 
Terminal, described as ‘Alternative G’ in the Major Investment Study (MIS) 
phase of the planning process.’” 

• On April 9, 2008, 1 wrote to Governors Corzine and Paterson, concluding, “We 
understand that what we suggest might take longer to get done, and may cost 
more to build. But the costs of not linking the new tunnels with existing NYP far 
outweigh the technical difficulties and costs of creating the link, which we believe 
have been overstated. Fifty, or even 20 years from now, no one will care whether 
the new tunnels opened in 2017 or a few years later. But they will care about 
what those tunnels do— and they will care passionately if the existing tunnels are 
ever shut down. We can get the right solution if you, the states’ governors, agree, 
and use your considerable influence over the relevant agencies to make sure that 
the needed track connection is created, for the benefit of today’s riders and those 
in the decades to come.” This letter is at 

http://www.narprail.org/cms/index.php/resources/more/nvni arc/ 

• On April 28, 1 filed written comments on the Supplemental DEIS urging, which 
began: “The most desirable outcome is Alternative G, that is, new tunnels leading 
to New York Penn Station (NYP) and tracks continuing east to connect with 
tracks at Grand Central Terminal (GCT). Our fallback position is to connect the 
new tunnels with NYP, as contemplated by New Jersey Transit until about a year 
ago.” These comments are at 

http://www.narprail.org/cms/index.php/resources/more/arc formal comments/ 

• On July 9, 1 went to Newark to join with other NARP and NJ-ARP people in 
meeting with New Jersey Transportation Commissioner Kris Kolluri to make our 
case. 

The National Association of Railroad Passengers is the largest citizen-based 
organization advocating for train and rail transit passengers. We have worked since 
1967 to expand the quality and quantity of passenger train service in the U.S. Our 
mission is to work towards a modern, customer-focused national passenger train network 
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that provides a travel choice Americans want. Our work is supported by over 24, 000 
individual members. 

900 Second St., NE, Suite 308, Washington, DC 20002-3557 
Telephone: 202-408-8362, FAX -8287 
Web: www.narprail.org 

E-mail: rcapon@narprail.org or narp@narprail.org 
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NBRR 


1 200 E^hteenth St NW. Suite 400 

Washington, DC 20036 

(202) 7S3-9(KK) | vvww.nbaa.o^ 


October 29, 2008 


Honorable James Oberstar 
Chairman 

Committee on Transportation 
and Infrastructure 
U.S. House of Representatives 
Washington, DC 20515 


Honorable John Mica 
Ranking Member 
Committee on Transportation 
and Infrastructure 
U.S. House of Representatives 
Washington, DC 20515 


Dear Chairman Oberstar and Ranking Member Mica: 

On behalf of the National Business Aviation Association (NBAA), I am grateful for the 
opportunity to provide comments regarding the economic stimulus achieved through 
infrastructure investment. In these challenging economic times, the importance of a robust 
transportation system cannot be overemphasized. 

NBAA and our 8,000 member companies across the United States support the Committee’s 
efforts to identify and prioritize national transportation infrastructure investment opportunities 
that will improve and modernize our nation’s transportation system, as well as significantly 
contribute to economic growth and job creation. 

Our national air transportation system is critical to the US economy, and we are committed to 
working with the Committee to transform and modernize this national asset. Aviation plays a 
critical role in driving economic growth and investment across the country.. We strongly support 
the shared goal of keeping our aviation system the safest and most efficient system in the world. 

As you know, there are over 5,000 public use airports in this country. Approximately 500 have 
commercial airline service, making General Aviation an economic lifeline for thousands of 
communities and an essential economic generator throughout the country. Additional investment 
in airports of all sizes will undoubtedly provide needed stimulus to cities and rural communities 
in all 50 states. In fact, for many communities, the local airport drives economic development in 
the area. 


n-iemher 


of I 


ifr.iibustne?? avisTion council, ltd. 



491 


Page T wo 


Chairman Oberstar and Ranking Member Mica, NBAA would also like to take this opportunity 
to thank you for your ongoing efforts to strengthen our aviation system through FAA 
reauthorization legislation. In September, 2007, the House approved the FAA Reauthorization 
Act of 2007 (H.R. 2881), that would provide multi-year llinding for enhanced investment in 
FAA programs to modernize and expand the nation’s air transportation system. We support this 
legislation and the goals of expanding system capacity through air traffic modernization and 
airport development, providing additional investment in safety programs, and further developing 
key environmental initiatives. H.R. 2881 , as well as legislation currently pending in the Senate, 
will expedite the transformation of the system by building on the existing funding mechanisms. 
NBAA remains committed to working with the Congress to complete the reauthorization process 
as soon as possible. 


Sincerely, 



Ed Bolen 

President and CEO 
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National Complete 
Streets Coalition 

1707 L St. NW Suite 1050 
Washington, DC 20036 
Phone 202-207-3355 ext. 25 
fax; 202-207-3349 
info@completestreets.org 


Written Testimony for the House Transportation and Infrastructure Hearing, 

Investing in Infrastructure: the Road to Recovery 

October 29, 2008 

Building Complete Streets Aids Economic Recovery in Two Ways 

To the Honorable Chairman Oberstar and members of the Transportation and Infrastructure 
Committee: 

Economists agree that investing in America’s transportation infrastructure is a good way to start 
the nation on the path of economic recovery. The challenge is to invest wisely, in ways that will 
help American families who are hurting. 

Unfortunately, we’ve learned in the last few months that our over-reliance on transportation 
investments that provide only for automobile travel has backed many Americans into a corner. 
The spike in gasoline prices this summer led many people to realize their options for cutting 
back on transportation expenses were severely limited: too many Americans live in places 
where they cannot walk because sidewalks are crumbling, they cannot ride a bicycle because 
roads are too fast and narrow, and they cannot take the bus because public transportation is 
inaccessible or infrequent. For too many, the only option is to drive and pay the going price for 
gasoline. The problem is even more acute for low income Americans who must come up with a 
minimum of $3,000 a year' to own a car. 

The highway projects funded by this recovery package can do more to aid recovery than 
provide individual jobs: they can help create complete streets that provide Americans 
with transportation choices that are easier on their wallets. Complete streets are safe 
and comfortable for bicycle riders, transit patrons, and pedestrians of all ages and 
abilities, as well as for drivers. 

Many projects in the highway funding pipeline date from the last century, when the primary 
concern was to simply move cars. But now that people are driving less - more than 67 billion 
miles less in 2008 than 2007, according to FHWA - a higher priority must be placed on 
investing in road projects that provide transportation options. This will help insulate Americans 
from future gas price shocks, help reduce our dependence on foreign oil, and help everyone 
from school children to older adults get where they are going safely. 

For this recovery package, it only makes sense to direct state and local transportation agencies 
to prioritize projects that will help create complete streets to ease the burden of the economic 
slowdown on Americans, Many communities have ready-to-go projects aimed at retrofitting 
corridors for complete streets. Many of these projects are already in the pipeline as part of 


AARP * Active Living by Design * America Bikes • America Walks • American Council of the Blind * American Planning 
Association • American Public Transportation Association • American Society of Landscape Architects ♦ Association at 
Pedestrian and Bicycle Professionals • City of Boulder • Institute of Transportation Engineers * League of America 
Bicyclists > National Center tor Bicycling and Walking • National Parks Conservation Association • Natural Resources 
Defense Council ♦ Paralyzed Veterans of America * Smart Growth America • Surface Transportation Policy Partnership 

• Tbundertiead Alliance 
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routine reconstruction and rehabilitation of formerly ‘incomplete’ streets. And these projects are 
often labor-intensive and small enough in scale to ramp up quickly. 

Here are a few examples of the types of projects that could provide both jobs and low-cost 
travel options for Americans. Planners in Kalama and Longview, Washington are ready to begin 
construction on three streets that will provide sidewalks, better drainage, lighting, and other 
features to improve safety for those traveling by foot or bicycle. In Scottsdale Arizona, a project 
is ready to add bicycle lanes and wider sidewalks, as well as raised pedestrian safety medians 
and other street-scaping features to Scottsdale Road. In Livermore, California, the transit 
agency is ready to create Bus Rapid Transit service, with street features such as improved bus 
stops and new technology that gives buses priority at traffic signals. The State of Maryland is 
ready to retrofit pedestrian routes along state highways in three counties to provide for people 
with disabilities. Activities will include installing curb ramps, widening sidewalks, removing 
obstructions, and improving cross-slope. 

While bicycling and walking infrastructure are often seen as ‘local’ concerns, they hold great 
potential for easing the transportation woes on a national scale. Forty-eight percent of 
metropolitan-area trips in the United States are three miles or less, and 28 percent are one mile 
or less^ - easy distances for bicycling or walking or catching a shuttle bus. Yet two-thirds of 
these trips are now made by automobile. Safe infrastructure for pedestrians is also an integral 
part of every transit trip. It is in the national interest to promote travel by foot, bicycle, and public 
transportation. We know that these low-cost modes can help reduce our dependence on 
foreign oil and can reduce greenhouse gas emissions by millions of tons annually^ . The federal 
transportation program must do more to support these ‘capillaries’ of our transportation system. 

States and local governments across the country are recognizing the importance of completing 
their streets for everyone. Governor Arnold Schwarzenegger signed the California Complete 
Streets Act of 2008 this September; last year Illinois joined Oregon, Florida, Maryland, and 
Massachusetts and more than 60 local jurisdictions with complete streets policies on their 
books. In Congress, HR 5951 and S 2686 call for adoption of complete streets policies at the 
state and metropolitan level. (For more information, visit wvw.comDletestreets.org .) 

The National Complete Streets Coalition is a broad-based group working for the adoption and 
implementation of Complete Streets policies and practices at the federal, state and local level. 
Members include the American Planning Association, American Public Transportation 
Association, America Bikes, America Walks, American Council of the Blind, the Institute of 
Transportation Engineers, and many more organizations. 

Focusing economic stimulus funding on projects that build complete streets will help Americans 
in two ways: by creating immediate jobs and by building a transportation infrastructure that will 
give them more low-cost transportation options. Please consider asking states and regions 
receiving this funding to prioritize projects that create complete streets. 

Barbara McCann 
Coordinator 

National Complete Streets Coalition 


' Consumer Expenditures in 2006, released in February of 2008 by the U.S. Department of Labor's U.S. 
Bureau of Labor Statistics 
^ FHWA, National Household Travel Survey, 2001 . 

^ Rails to T rails Conservancy, Active Transportation for America: the case for Increased Federal 
Investment in Bicycling and Walking, 2008; American Public Transportation Association, Public 
Transportation: Benefits for the 21^ Century, 2007, 
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The National League of Cities is pleased to have this opportunity to submit a statement 
on the need for a new economic recovery program to help this nation rebuild crumbling 
infrastructure and restore our struggling eeonomy. As this Committee knows, investing 
in infrastructure supports job creation and community stability, in addition to economic 
competitiveness. 

Our nation’s transportation and water infrastructure provides the backbone of the U.S. 
economy and our local hometown economies. Cities and towns areas generate 90 percent 
of the nation’s gross dome.stic product and house more than 80 percent of the nation’s 
jobs. The need for a boost to local economies through an economic recovery program is 
even more critical at this time of a faltering economy and limited access to credit 
markets. 

We applaud the leadership of the Committee in promoting a stimulus program. In the 
time since the House adopted stimulus package initiated by this Committee in September, 
our local economies continue to deteriorate. As representatives of local elected officials 
across the nation, NLC urges your continued leadership in adopting an infrastructure 
package to fund transportation and water programs that will create and maintain jobs in 
communities across the nation. 

Local elected leaders see and hear every day about the impact the economic crisis is 
having on our communities and our residents. As of October 2008, the number of homes 
in foreclosure stood above 2.2 million and a record numbers of hard-working families 
remain at risk of losing their homes to foreclosure. Those who are not at risk are seeing 
their home values decline. 

Retirement savings aren’t safe either. Families have lost as much as $2 trillion — or 
about 20 percent overall — in their retirement plans in the past 1 5 months. In the last 1 0 
months, our country has lost more than 1.2 million jobs, and the official unemployment 
rate • jumped from 6.1 percent to 6.5 percent. 
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Other indicators show even greater labor market weakness. As many as 27 states face 
shortfalls of about $26 billion — numbers that could double over the next few months as 
revenues continue to decline. NLC’s recent survey of local governments shows a similar 
pattern, with property, sales, and income taxes down between 3 and 4 percent from last 
year and the rate of revenue losses accelerating. NLC’s annual report City Fiscal 
Conditions in 2008 on city fiscal condition found that the decline in property tax revenues 
(3.6 percent from the prior year, in inflation-adjusted terms) is having an impact on the 
fiscal health of local governments. Unlike the previous economic downturn in 2001, 
when property tax revenues were able to buffer the effects of declining income and sales 
tax receipts, the weak housing market is likely to affect city budgets until 2010. 

Moreover the report found that other sources of revenue are headed downward as well, 
with sales tax receipts declining by 4.2 percent and income tax revenues expected to 
decline by 3.3 percent in inflation-adjusted dollars in 2008 compared to 2007. As a 
result, 64 percent of city finance officers surveyed expect cities to have a harder time 
meeting fiscal needs in 2008, and 79 percent forecast even bigger problems ahead in 
2009. Even if economic conditions improved immediately, the nation’s cities are likely 
to be realizing the effects of the current downturn through 2010. The sharp decline in 
property tax receipts erodes a critical buffer that has helped cities through economic 
downturns for the last three decades. 

On the spending side, increases of 3.0 percent in 2007 were met with flat or declining 
revenues, according to the report. Taken together, city finance officers project a budget 
gap of 2.8 percent in 2008, with revenues declining by 4.3 percent and spending 
declining by 1 .5 percent in inflation-adjusted dollars over 2007. The areas affecting city 
budgets the most heavily include prices and inflation (including energy prices), which 
were identified by 98 percent of respondents. Increases in infrastructure (85 percent) and 
public safety spending (83 percent), and employee-related costs for wages (95 percent), 
health care (86 percent), and pensions (79 percent) were also cited as budget-busters. 


To meet budget shortfalls, half of the cities responding (49 percent) have increased fees. 
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while 28 percent have increased the number or types of fees and 23 percent increased the 
level of impact and development fees. Regionally, cities in the West are being hit 
hardest, with 74 percent of finance officers stating that their cities are worse off in 2008, 
followed by cities in the Midwest (67 percent). Northeast (61 percent) and the South (53 
percent). The situation also varies depending upon local tax authority. Finance officers in 
cities reliant upon the property tax were most likely to say their cities are worse off (75 
percent), compared to cities that utilize a mix of sales and property taxes (60 percent), or 
cities that use a mix that includes a local income tax (52 percent). The pessimistic 
assessment is registered regardless of city size. Sixty-nine percent of the nation’s largest 
cities reported a lessening ability to meet needs, 68 percent for cities with populations 
100,000-299,999, 65 percent for cities 50,000-99,999, and 61 percent for cities with 
populations under 50,000. 

Cities have implemented creative solutions for making do with less, while managing their 
budgets responsibly in the face of legal requirements that they be balanced annually. 
There is only so much cities can do when faced with the macro-economics of a housing 
market in crisis, flat revenues and soaring health care and energy costs. It’s time we 
recognize that we must support strong cities if we are to expect to benefit from a healthy, 
growing economy. Federal and state policies need to support local economies if we want 
to improve the national outlook. 

As Congress and the Administration prepare to take action on a new national economic 
recovery package, we call for the following actions to help America’s hometowns and 
families, stimulate the economy, create good jobs for our residents, and provide 
meaningful, long-lasting benefits to our communities. Even with this assistance, local 
governments will continue to look for opportunities to consolidate government 
operations, streamline services, and make government more efficient. 

The U.S. Department of Transportation estimates that for every $1 billion in federal 
highway investment, 47,500 jobs would be created, directly and indirectly. Similarly, an 
analysis by the California Infrastructure Coalition concludes that each $1 billion in transit 
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system improvements, including roadways, would produce 1 8,000 direct new jobs and 
nearly the same level of induced, indirect investment. If all public infrastructure 
investment created jobs at the same rate as transit improvements in California, $150 
billion in infrastructure investment would create more than 2.7 million jobs directly, more 
than offsetting the jobs lost since the bursting of the housing bubble. 

In addition to short-term infusions, infrastructure also has long-term effects brought out 
over a number of years. It increases America’s competitiveness by providing the 
necessary components for business development and job creation for years to come. 
America’s cities and towns call upon the federal government to ensure that state and local 
governments have access to the capital markets. Because of the national credit crisis, 
cities across the country are reporting difficulty selling bonds and accessing short-term 
credit to finance everyday local government operations. 

NLC would urge the Committee to consider one change to the September stimulus 
package that passed the House, The mass transit and airport program would direct 
funding directly to the owners of these systems, mostly local governments. We are 
concerned that the current stmcture of the stimulus passed package would direct funds only to 
state transportation departments rather than a sub allocation with the local governments that own 
and operate these systems. In addition, local governments already provide one third of the 
ftmding devoted to transportation and should receive a share of the transportation funding to help 
meet local needs and support local economies. 

The stimulus package should also include funding for wastewater infrastructure projects. 
Wastewater and stormwater infrastructure provides vital economic, public health and 
environmental benefits to American communities and the national economy. The provision of 
wastewater and stormwater infrastnicture services is completely governed by the federally 
enforceable requirements under the federal Clean Water Act and the National Pollutant Discharge 
Elimination System permit program and regulations. This mandate contributes to the documented 
wastewater infrastructure construction needs of between $300 billion and $450 billion. 
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NLC also calls upon the federal government to ensure that state and local governments have 
access to the capital markets to provide the funds for local government operations. Bringing a 
stable economy back to our hometowns will help create good jobs, strong families and stable 
communities. Cities and towns stand ready work with you to get our citizens back to work and 
restore our economy. Thank you again for this opportunity. 
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THE NATIONAL RAILROAD CONSTRUCTION AND 
MAINTENANCE ASSOCIATION (NRC) 

“The Voice of the Railroad Construction Industry ” 


RAILROAD COOPERATION AND EDUCATION TRUST 

(RAILCET) 

“Management and Labor Working Together ” 

Testimony Submitted to the 
Transportation and Infrastructure Committee 
of the Unites States House of Representatives 

Hearing on the Economic Stimulus Package 
Tuesday, October 29, 2008, 10:00am 
Rayburn House Office Building 


I am Chuck Baker and am president of The National Railroad Construction & 
Maintenance Association (NRC) as well as a Trustee of the Railroad Cooperation and 
Education Trust (RAILCET). The NRC is the national trade association representing the 
independent railroad construction and supply industry. RAILCET is an organization 
comprised of construction trade labor and management that promotes cooperation in all 
disciplines of railroad contracting. The NRC and RAILCET together respectfully 
request that the Economic Stimulus Package currently under consideration contain 
provisions to fund capital grants for freight and passenger railroad projects that are 
in the public interest. Specifically we urge that rail transit projects, commuter rail 
projects, and Class 11 and Class III freight railroad projects be made available for 
funding. 

Based on discussions with our construction companies, unions and freight and transit 
railroad customers, we know that a substantial amount of infrastructure spending could 
take place in 2009 in the rail transit, commuter rail, and Class II/III railroad 
industries that would not otherwise take place. This would be a valuable addition to 
the Stimulus package. There are hundreds of millions of dollars of “ready-to-go” rail 
projects throughout the country, which could be implemented quickly and immediately 
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begin to stimulate the economy. And these rail projects would not be a one-time benefit - 
they would create long-lasting infrastructure whieh would help this country grow 
economically for decades to come. 

Concerning eligibility for transit and commuter rail projects, we fully endorse the 
testimony presented by the American Public Transportation Association (APT A) at this 
hearing today. 

We urge Congress to specifically add regional and short line railroad (Class II and 
III) projects to the stimulus package. As the Members of this Committee know well, 
small freight railroads make an enormous contribution to the country’s transportation 
infrastructure by preserving over 50,000 mites of track that would otherwise be 
candidates for abandonment. Yet, due in part to the advent of 286,000 pound freight cars 
this infrastructure is under tremendous pressure and has a large backlog of delayed 
maintenance. Clearly there is public interest in stabilizing and preserving this 
infrastructure. Without it thousands of mostly raral communities would be cut from the 
rail network. 

In December 2007, Congress passed and President Bush signed H.R 6, the Energy 
Independence and Security Act of 2007 (Public Law 1 10-140). That important new law 
contains a railroad provision put forward by the House Transportation and Infrastmcture 
Committee. The Energy Act’s Section 22301 authorizes $50 million a year in “Capital 
Grants for Class II and III Railroads” for projects that can be obligated within a three year 
time frame. As of yet, no funds have been appropriated for this important new provision 
of law, but that section can now serve as a template for a section to be added to the 
Economic Stimulus Package. 

In April 2007, James Daloisio, former Chairman of the NRC and currently Secretary of 
RAILCET, testified before the Railroad Subcommittee at a hearing on Rail Capacity. 

With support from labor and management, Daloisio called for funding of that small rail 
program in a second economic stimulus package that was then being discussed. We now 
officially renew that request. Section 22301 of Public Law 1 10-140 (attached) permits 
capital grants in the public interest to class II and III railroads that rehabilitate, 
preserve, or improve railroad track infrastructure and facilitate the greater use of 
railroad transportation. The grants can also be used on small railroad projects that 
demonstrate innovative technologies that increase fuel economy or reduce greenhouse 
emissions. 

A substantial amount of shortline and regional railroad work is undertaken by our 
RAILCET and NRC Contractors. We are confident that a large number of projects could 
be accelerated and undertaken in the immediate future. 

These grants would immediately stimulate the economy. They benefits the railroads, 
the construction companies that perform the work, the supply companies that 
provide the materials such as steel, ties, ballast, and heavy equipment, and they 
ultimately provide an important benefit to the thousands of small shippers that 
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would then use the improved track infrastructure. These shippers are small 
businesses such as apple growers, steel mills, textile manufacturers, chemical 
companies, and wheat shippers. 

We propose that the Transportation and Infrastructure Committee recommend that the 
Stimulus include $100 million in general funds over 2 years, to fill the authorization from 
the Energy Act for 2008-2009. We propose the appropriated funds be designated Small 
Freight Rail Energy Grants and be set aside for projects that are qualified under Sec. 
22301 of the 2007 Energy Act. To meet the objectives of a true stimulus we suggest that 
only projects be made eligible which can be initiated within 180 days and substantially 
completed in the 2009 calendar year. This would be a positive economic stimulus with 
meaningful and measurable public benefits. It will result in immediate real job creation 
and the expenditure of federal infrastructure funds within a short time frame. 

Thank you for your consideration. 


Charles Baker, President of the NRC and Trustee of RAILCET 

cbaker@,nrcina.org 

office: 202-715-2920 

mobile: 415-828-4925 
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ABOUT NRC AND RAILCET 


NRC 

The National Railroad Construction and Maintenance Association, known as the NRC, is 
the national trade association representing the independent railroad construction and 
supply industry. The NRC has more than 200 member companies, with employees in all 
50 U.S. States and each of the Canadian provinces. NRC members perform every type of 
rail infrastructure work imaginable - from design and engineering to basic construction 
and maintenance to highly specialized and custom jobs. Work includes laying new rail, 
rail welding, rail grinding and surfacing, ballast distribution, tie insertion and removal, 
grade crossings, signal systems, switches, turnouts, re-railments, and bridge maintenance. 

NRC members serve every type of track owner, including Class 1 railroads, short line and 
regional railroads, industrial track owners, the United States military, port facilities and 
terminals, and rail transit agencies operating light rail systems, street cars, subways, 
metro .systems, and commuter rail operations. 

RAILCET 

The Railroad Cooperation and Education Trust (RAILCET) is an organization comprised 
of railroad labor and management that promotes cooperation in all disciplines of railroad 
contracting. The organization is composed of 30 railroad construction and maintenance 
companies and two international unions - the Laborers International Union of North 
America (LIUNA) and the International Union of Operating Engineers (lUOE). 
RAILCET members are signatory to the Railroad Transportation and Operation 
Agreement (RTOA). This innovative agreement has national reach and is available to rail 
contractors, laborers and operators looking for a high-quality labor agreement that allows 
them to perform rail maintenance and construction productively and efficiently. 
RAILCET members understand the importance of a job completed safely, on time, and 
on budget. RAILCET also represents the public affairs and legislative interests of its 
companies and employees. 
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RAILCET Board of Trustees: 


Union Trustees 

John Penn, Chairman 

Ufce President <fi Regional Manager 
Laborer's International Union of 
North America 

Steve Cisco 

International Union of Operating 
Engineers - Local 150 

Dave Fagan 

IVOR Local 150 

John Price 

Laborer’s Local 773 


Employer T rustees 

James J. Daioisio, Secretary 

Railroad Constructors. Inc. 

Larry Laurello 

Delta Railroad Construction 

Charles Baker 

President - National Railroad 
Construction and Maintenance 
Association 

Mark. A. Brown 

Railworks Track Services, Inc. 


Director - RAILCET 
Michael Goetz 
Grin 020@vahoo.com 
217-522-5418 

Senior Policy Advisor - RAILCET & NRC 
Ray Chambers 
rdv.chainbers@cch-llc.com 
202-257-4099 
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PUBLIC LAW 110-140— DEC. 19, 2007 


ENERGY INDEPENDENCE AND SECURITY ACT 
OF 2007 
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121 STAT. 1758 PUBLIC LAW 110-140— DEC. 19, 2007 

for the grant containing such information as the Secretary 
of Transportation may require. 

(2) Competitive selection. — The Secretary of Transpor- 
tation shall conduct a national solicitation for applications for 
grants under this section and shall select grantees on a competi- 
tive basis. 

(e) Federal Share. — ^The Federal share of the cost of a project 
under this section shall not exceed 80 percent of the project cost. 

(f) Report. — ^Not later than 3 years after the date of enactment 
of this Act, the Secretary of Transportation shall submit to Congress 
a report on the results of the pilot program carried out under 
this section. 

(g) Authorization of Appropriations. — There is authorized 
to be appropriated to the Secretary of Transportation $10,000,000 
for each of the fiscal years 2008 through 2011 to carry out this 
section. Such funds shall remain available until expended. 

SEC. 1112. CAPITAL GRANTS FOR CLASS II AND CLASS III RAILROADS. 

(a) Amendment. — Chapter 223 of title 49, United States Code, 
is amended to read as follows: 

“CHAPTER 223— CAPITAL GRANTS FOR CLASS II AND 
CLASS III RAILROADS 


“Sec. 

“22301. Capital grants for class 11 and class III railroads. 

“§22301. Capital grants for class II and class III railroads 

“(a) Establishment of Program.— 

“(1) Establishment. — The Secretary of Transportation 
shall establish a program for making capital grants to class 
II and class III railroads. Such grants shall be for projects 
in the public interest that — 

“(A)(i) rehabilitate, preserve, or improve railroad track 
(including roadbed, bridges, and related track structures) 
used primarily for freight transportation; 

“(ii) facilitate the continued or greater use of railroad 
transportation for freight shipments; and 

“(iii) reduce the use of less fuel efficient modes of 
transportation in the transportation of such shipments; 
and 

“(B) demonstrate innovative technologies and advanced 
research and development that increase fuel economy, 
reduce greenhouse gas emissions, and lower the costs of 
operation. 

“(2) Provision of grants. — G rants may be provided under 
this chapter — 

“(A) directly to the class II or class III railroad; or 
“(B) with the concurrence of the class II or class 111 
railroad, to a State or local government. 

“(3) State cooperation.— Class II and class III railroad 
applicants for a grant under this chapter are encouraged to 
utilize the expertise and assistance of State transportation 
agencies in applying for and administering such grants. State 
transportation agencies are encouraged to provide such exper- 
tise and assistance to such railroads. 
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“(4) Regulations. — Not later than October 1, 2008, the Deadline. 
Secretary shall issue final regulations to implement the pro- 
gram under this section. 

“(b) Maximum Federal Share.— The maximum Federal share 
for carrying out a project under this section shall be 80 percent 
of the project cost. The non-Pederal share may be provided by 
any non-Federal source in cash, equipment, or supplies. Other 
in-kind contributions may be approved by the Secretary on a case- 
by-case basis consistent with this chapter, 

“(c) Use of Funds.— G rants provided under this section shall 
be used to implement track capital projects as soon as possible. 

In no event shall grant funds be contractually obligated for a 
project later than the end of the third Federal fiscal year following 
the year in which the grant was awarded. Any funds not so obligated 
by the end of such fiscal year shall be returned to the Secretary 
for reallocation. 

“(d) Employee Protection.— The Secretary shall require as 
a condition of any grant made under this section that the recipient 
railroad provide a fair arrangement at least as protective of the 
interests of employees who are affected by the project to be funded 
with the grant as the terms imposed under section 11326(a), as 
in effect on the date of the enactment of this chapter. 

“(e) Labor Standards.— 

“(1) Prevailing wages.— The Secretary shall ensure that 
laborers and mechanics employed by contractors and sub- 
contractors in construction work financed by a grant made 
under this section will be paid wages not less than those 
prevailing on similar construction in the locality, as determined 
by the Secretary of Labor under subchapter IV of chapter 
31 of title 40 (commonly known as the ‘Davis-Bacon Act’). 

The Secretary shall make a grant under this section only after 
being assured that required labor standards will be maintained 
on the construction work. 

“(2) Wage rates. — Wage rates in a collective bargaining 
agreement negotiated under the Railway Labor Act (45 U.S.C. 

151 et seq.) are deemed for purposes of this subsection to 
comply witb the subchapter IV of chapter 31 of title 40. 

“(I) Study. — The Secretary shall conduct a study of the projects 
carried out with ^ant assistance under this section to determine 
the extent to which the program helps promote a reduction in 
fuel u.se associated with the transportation of freight and dem- 
onstrates innovative technologies that increase fuel economy, reduce 
greenhouse gas emissions, and lower the costs of operation. Not Deadline, 
later than March 31, 2009, the Secretary shall submit a report Reports, 
to the Committee on Transportation and Infrastructure of the House 
of Representatives and the Committee on Commerce, Science, and 
Transportation of the Senate on the study, including any rec- 
ommendations the Secretary considers appropriate regarding the 
program. 

“(g) Authorization of Appropriations. — ^There is authorized 
to be appropriated to the Secretary $50,000,000 for each of fiscal 
years 2008 through 2011 for carrying out this section.”. 

(b) Clerical Amendment.— The item relating to chapter 223 
in the table of chapters of subtitle V of title 49, United States 
Code, is amended to read as follows; 

“223, CAPITAL GRANTS FOR CLASS H AND CLASS III RAILROADS 22301”. 
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TESTIMONY OF 
CONN ABNEE 
EXECUTIVE DIRECTOR 
NATIONAL STEEL BRIDGE ALLIANCE 

Committee on Transportation and infrastructure 
Hearing on Investing in Infrastructure 

October 29, 2008 


Mr. Chairman and members of the committee, thank you for holding 
this hearing today on one of the most critical issues facing this country: the 
need for an aggressive program of infrastructure investment. Your 
leadership on this issue has been Critical to keeping the nation focused on 
this problem and will be critical to moving legislative solutions in the coming 
months. 

I am presenting this testimony to you on behalf of the National Steel 
Bridge Alliance, a unified industry organization of businesses and agencies 
interested in the development, promotion and construction of cost-effective 
steel bridges. 

Mr. Chairman, i would like to focus my testimony today on our 
nation's bridges. In the wake of the I-35W disaster, great attention was 
given to reports that of the nearly 600,000 bridges in the United States, 

25% are either structurally deficient or functionally obsolete. Under your 
leadership, .the committee and Congress moved aggressively to advance 
emergency bridge legi.slation in immediate response to the specific I-35W 
disaster and in broader legislation, H.R. 3999, to refocus the nation's bridge 
program and provide additional resources to meet the need for repair and 
replacement. 

This legislation addresses three critical arpas. First, it authorizes $1 
billion to meet the cost of repairing our deteriorating bridge infrastructure. 
Second, it provides renewed focus on bridge inspections. And thirdly, it 
makes it more difficult for states to shift Federal bridge funds to other 
Federal-aid highway programs unless they can demonstrate that they are 
meeting their bridge repair requirements. 
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NSBA members have been concerned throughout the life of 
SAFETEA-LU that the number of projects being let by state DOTs has not 
matched the amount of federal funds being apportioned. We have 
discussed this problem at both the federal and state level with both sides 
blaming the other for the problem. We have concluded, Mr. Chairman, that 
what is happening is the result of insufficient resources at both the federal 
and state level. During reauthorization four years ago, Congress was 
unable to reach agreement to make the changes needed to generate 
highway trust fund revenue to keep pace with demand. States found 
themselves with similar constraints. 

Consequently, we are seeing fewer bridge projects, continued strain 
on a system that is overcapacity, and experimental funding approaches 
involving public private partnerships and asset leases that respond in a 
piecemeal way, but do not reflect a real solution and address the systemic 
issues. 

Mr. Chairman, we support the goals of your bill, H.R. 3999 which 
responds to the problems our industry is directly experiencing. Further, as 
your committee prepares to draft reauthorization legislation next year and 
as the Congress considers economic stimulus legislation, the NSBA would 
like to make three recommendations. 

First, use this opportunity created by a new Administration and 
economic crisis to rethink our Federal-aid system and bring new focus to a 
national campaign to bring the United States transportation systems back 
to a leadership position. The competitive changes in the world economy 
demand it. 

Second, accelerate the' process so that federal funds get to work 
faster and projects go out to bid sooner. Our present system is not 
designed to move quickly unless there is a disaster. Then we see how long 
it really takes for a project to be completed. The accelerated timeline 
should be the norm not the reverse. We strongly recommend adding 
incentives or requirements on states to spend the federal money faster and 
put projects out to bid. This is critical for any stimulus bill, but should be 
part of reauthorization as well. Additionally, acceleration in the project 
timeline will limit the time between bid and construction and lessen the 
impact on total project cost due to the volatility in raw material prices. In 
the world we live in now, with an increased worldwide demand on 
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construction materials, longer project times increase the impact of raw 
material price increases between project bid and actual construction on 
total project cost. 

Third, as you consider alternative funding mechanisms like tolling and 
public private partnerships, do not relinquish federal jurisdiction and rules 
governing construction and safety. These roads and bridges are public 
assets serving very fundamental public purpose. Their operation and 
maintenance cannot be driven by the boom and bust cycle of international 
markets that we are experiencing today. 

Mr. Chairman, on behalf of the National Steel Bridge Alliance, let me 
express our deep appreciation for your leadership and desire to work with 
you and members of the committee as you tackle this critical challenge in 
the months ahead. Our country's infrastructure is the backbone of our 
economy. We have reached a time in our nation's history where we are 
experiencing global economic challenges with an infrastructure system that 
is failing behind the standards of our competitors. To remain competitive, 
we must be able to move people and goods safely, rapidly, and efficiently. 
That can only come from a committed and sustained investment. 

i appreciate the opportunity to present our testimony today and look 
forward to working with you. 
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For a Hearing On 
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October 29, 2008 
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Mr. Chairman, Ranking Member Mica and Members of the Committee: 

Thank you for the opportunity to offer testimony on behalf of the members of the 
National Stone, Sand & Gravel Association (NSSGA) to the Committee on 
Transportation and Infrastructure on the very important issue of how investment in 
our nation’s infrastructure is essential to the nation’s economic stability and 
growth. Our members support a second economic stimulus with inclusion of a 
significant transportation infrastructure component. We thank you, Mr. Chairman, 
for your continued advocacy for including transportation infrastructure investment 
in economic stimulus packages. 

NSSGA represents the crushed stone, sand and gravel - or construction aggregates 
^ industries. Our member companies produce more than 90 percent of the crushed 
stone and 70 percent of the sand and gravel consumed annually in the United 
States. Nearly 3 billion metric tons of aggregates were produced in 2007 at a value 
of approximately $21 billion, contributing $38 billion to the GDP of the country. 
Every $1 million in aggregate sales creates 19.5 jobs, and every dollar of industry 
output returns $1.58 to the economy. The aggregates industry workforce is 
composed of 1 18,000 dedicated and hard-working men and women. 

There are more than 10,000 construction aggregate operations nationwide. 
Virtually every congressional district is home to a crushed stone, sand or gravel 
operation. Proximity to market is critical due to high transportation costs, so 70 
percent of our nation’s counties include an aggregates operation. 

Aggregates are a base material that mostly we don’t think about, but which is 
essential to the built environment, whether horizontal or vertical. Construction 
aggregates are used primarily in asphalt and concrete. Ninety-four percent of 
asphalt pavement is aggregate; 80 percent of concrete is aggregate, whether 
pavement or buildings, dams, and sewage treatment plants. Every person uses 
about 10 tons of aggregates annually in America. Every mile of interstate contains 
38,000 tons of aggregates; about 400 tons of aggregates are used in construction of 
the average home. 

Like other construction industries, the economic downturn has rippled outward and 
affected our members. Aggregate production in down double digits in some areas 
of the country and many are having to lay-off employees for the first time in their 
history. Because the economic health of the country relies heavily on a 
transportation system to move people and products and for every $1 billion 
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invested it is estimated 35,000 jobs are created, it is imperative that Congress pass 
a second economic stimulus package that includes a transportation component. 

The bridge collapse last year in Minneapolis was a vivid and tragic example of our 
nation’s crumbling infrastructure and a potential economic growth barrier as 
people and product delivery were impaired. The National Surface Transportation 
Policy and Revenue Study Commission report issue in Jan. chronicled the 
increasing needs of the nation’s surface transportation infrastructure. As our 
transportation system chokes on congestion, costing the economy $78 billion 
annually in lost time, fuel and crashes — approximately one-third of which are 
attributable to road conditions draining an additional $220 billion — the long-term 
health of the economy is in jeopardy. 

Earlier this year, the state departments of transportation identified more than 3,000 
highway projects totaling approximately $18 billion that could be implemented in 
30 to 90 days from enactment of federal economic stimulus legislation. By 
targeting economic stimulus funding to these “ready-to-go” projects, as well as 
resurfacing projects, the Committee will get money to the states which will provide 
short-term economic boost by putting thousands of people to work. Also, we must 
ensure as the package is developed that the states are consulted to determine if the 
federal/state matching requirement is an impediment to project initiation. 

To those who argue that transportation infrastructure investment will not provide 
economic stimulus because it takes too long to get projects started, I refer you to 
the testimony presented to the committee by a member of NSSGA and the third 
largest aggregate producer in the U.S., Doug Black, CEO, Oldcastle Materials, 
who testified to the Committee that highway projects can be bid, let and work 
initiated very quickly. Mr. Black cited a $3.5 million two-lane highway mill and 
fill resurfacing project in Utah that his company completed in 75 days. This 
project involved repaving 4.4 miles of road with 30,000 tons of asphalt. An almost 
five-mile stretch of highway in Utah is now has a new, smoother, and most 
importantly, safer stretch of highway. And, Oldcastle completed another similar 
$3.8 million project in Utah this summer. Just imagine if projects like this were 
begun across the nation. These short-term projects would provide needed 
improvements to our nation’s transportation infrastructure at the same time 
providing jobs and long-term economic value. 

Our surface transportation system is the backbone of the nation’s economy. It is, 
however, old and at capacity. According to figures released this year, 33 percent of 
America’s major roads are in poor or mediocre condition. Twenty-six percent of 
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America’s bridges are structurally deficient or functionally obsolete. It is time for 
Congress to address this growing problem before the economy is irreparably 
harmed. 

Roads, however, do not just allow motorists to travel from one point to another. A 
smooth flowing transportation system allows Americans to go where they want to 
go and live where they want to live - the freedom of mobility that we all hold dear. 
Unfortunately, too many Americans lose their lives on the roads each year. 
According to The Road Information Project, one-third of all highway deaths are 
attributable to poor road conditions. This means that in 2006 over 12,900 moms, 
dads, sons, daughters, brothers and sisters did not make it home safe and sound. 
The tragic part is we can fix road conditions. While the total number of deaths has 
remained level over the past few years, still too many people die. It is time for 
Congress to be a part of the solution and help fix our roadways to make them safer. 

The expiration of the current surface transportation law next year offers an 
opportunity to develop a new vision of transportation for the 2U‘ Century. In the 
meantime, Congress can begin by investing in transportation infrastructure as part 
of a second economic stimulus package which will create jobs, make needed 
improvements in roads and highways, boost the economy and provide long-term 
economic value. 

Thank you for the opportunity to comment on this very important issue. 
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NAVAJO COUNTY 


Board of Supervisors 

Percy Deal * Jese Thompson • J.R. D^pain • David Tenney • Jerry Brownlow* 
"Prouiily Serving, Continuously Improving'' 


November 26, 2008 

Testimony of Navajo County Board of Supervisors 
Navajo County, Arizona 
to the 

Transportation and Infrastructure Committee, U.S. House of Representatives 
November 19, 2008 

Thank you Chairman Oberstar, Ranking Member Mica, and distinguished Members of 
the Committee for this opportunity to submit testimony for the record of your October 29, 
2008 hearing, ‘investing in Infrastructure; The Road to Recovery.” As officials of a large 
county in Northern Arizona that includes the Navajo, Hopi and White Mountain Apache 
reservations, we respectfully deliver to you the plea of our tribal residents, whose need 
for jobs and roads the federal government has long i^ored — “Help Us!” This plea was 
the headline of Navajo’s local newspaper on February 28, 2008, when residents of the 
Black Mesa community became stranded for days that turned into weeks after winter 
weather transformed Bureau of Indian Affairs’ (BIA) dirt roads into impassable mud 
bogs. 

When school buses get stuck and elders get stranded, they call us for help because, in 
their experience, BIA does not come to their rescue. Yet BIA officials include these roads 
among the inventory they use to justify the funding they ask from Congress each year, 
while counties like ours foot the bill for the emergency services that are the cost of the 
agency’s negligence. Navajo County has spent more than $5 million of local revenues in 
recent years to provide routine and emergency dirt road maintenance on the Navajo and 
Hopi reservations. We cannot continue to do so indefinitely, especially with our local 
economy now struggling with a 10.3% unemployment rate that is 5.3 percent higher than 
our unemployment rate last year. 

We need Congress to help us help the most vulnerable among us — ^Navajo and Hopi 
children and eiders who have, for generations, been hostage to federal indifference, 'fhis 
indifference creatal 8,000 miles of unmaintained primitive roads that lead not to 
economic recovery, but to the kind of grinding poverty that results when bureaucratic 
incompetence meets a third world infrastructure that is shocking within these United 
States of America. We arc providing to you photo^aphs of reservation dirt roads for 
which our county has provided emergency maintenance and rescue services, 'fhey are 
Indian School Bus Routes that we are confident none of you would allow your children to 
ride. 

The road to recovery is different on the Navajo and Hopi reservations than most other 
American communities because the road is unpaved. The kinds of jobs we need to 
improve the transportation infrastructure of our county residents who live on these 
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reservations involve dirt road maintenaice, rather than black top construction. We need 
crowns, gravel and culverts to transform these rout^, which resemble below-ground 
canals after rain or snow, into all-weather access roads. 

Dirt road maintenance on the Navajo and Hopi reservations would provide relief for 
users, and cost efficiencies for tax payem. As this Committee is well aware, the rule of 
thumb for paving is generally $2.5 million dollars per mile. Contrast that with the cost of 
modem dirt road maintenance, which is just $50,000 per mile. Your tribal trustees 
deserve at least that much, and the cost of doing nothing is far higher. Looking at the 
pictures we have provided, you can see that it is a miracle that a busload of children who 
are riding in a BIA school bus, to a BIA school, on a BIA road, have not yet gone over a 
clifFs edge due to wash outs and erosion that are the result of the BIA’s refusal to 
perform dirt road maintenance. 

Neither BIA nor Congress has yet responded to our tribal resident’s plea to “Help Us!” 
We implore you to recognize their cry, which is the almn of an ongoing emergency that 
won’t go away and is cOvSting us millions of dollars each year. The Navajo County Board 
of Supervisors respectfully requests that Congress: 

1 . Authorize Navajo County to be eligible to apply for Federal Highway’s Emergency 
Relief for Federally Owned Roads program (ERFO) to get reimbursed for county 
revenues spent on federal road facilities when the President of the Navajo Nation has 
declared a State of Emergency. Under current law, as the federal land agency, BIA is the 
only party eligible to apply for emergency road relief on Indian reservations. The BIA’s 
Navajo Regional Office never does; 

2. Increase funding of the Indian School Bus Route Maintenance Program from its 
current authorization of SI. 6 million annually to S5 million annually. SAFETEA-LU 
authorized this program to address the unique challenges of getting Navajo students to 
school on roads that are little more than wagon trails. Its funds are split equally between 
Arizona, New Mexico and Utah Departments of Transportation, which in turn distribute 
shares to counties within the Navajo reservation. Navajo County currently receives only 
$100,000 each year, which is an amount that is profoundly inadequate to deal with the 
unmet need of the roads on which our children travel; and 

3. Set aside $6 million of Indian Reservation Road Program funds for the construction of 
two road maintenance facilities on the Navajo reservation that arc essential to the 
performance of dirt road maintenance activities. Navajo County and Navajo Department 
of Transportation have already entered into a Memorandum of Agreement, and pledged 
$3.2 million of their own revenues, to partner on this project. In addition, the hibe has 
already withdrawn land and purchased the equipment for these facilities, while the 
County has purchased architectural designs and begun pre-construction planning. This is 
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a construction-ready project that will create hundreds of jobs for a tribe with a 42. 16% 
unemployment rate and a County that has lost hundreds of construction jobs in recent 
months. 

This is an excellent opportunity to create jobs and roads in an area of the country for 
which the federal government has a trust responsibility that it neglects. As County 
Supervisors, we are committed to ensuring that our residents who live on the reservation 
have an ability to get their kids to school. 
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Chairman Oberstar and Ranking Member Mica, thank you for the opportunity to provide 
testimony to your Committee regarding the benefits of including infrastructure investments in 
any economic stimulus legislation the Congress may consider over the next few months. I am 
pleased to provide you with some perspective from America's small business, long-haul 
truckers, one of the groups hardest hit by the downturn in our nation's economy. 

TRUCKING IN 2008 

As you know, the Owner-Operator Independent Drivers Association (OOIDA) has represented 
the interests of small business truckers and professional drivers for over 35 years. Currently, 
there are more than 160,000 OOIDA members nationwide who collectively own and operate 
more than 260,000 individual heavy-duty trucks. 

Owner-operators represent nearly half of the total number of Class 7 and Class 8 trucks 
operated in the United States. In fact, the majority of trucking in this country is small business, 
as 96% of all carriers have less than 20 trucks in their fleet and 86% of carriers have fleets of 
just 6 or fewer trucks. In all, trucks account for the movement of 69 percent of all goods 
transported in the U.S., and are the exclusive providers of goods to 75 percent of American 
communities. With the aforementioned facts considered, it is certainly not a stretch to say that 
small business trucking is quite literally the backbone of our nation's economy. 

Unfortunately, the small business trucking community must pay a high price as they endeavor 
to deliver our goods to market and transport products needed in our just-in-time 
manufacturing economy - record high diesel fuel costs, a labyrinth of taxes, ever increasing 
tolls and costs associated with safety and environmental regulations amongst other things. This 
continued "piling on" has exacted a tremendous toll on truckers, so much so that thousands 
have been forced to close their businesses and park their rigs. 

An economic analysis of the trucking industry released by Avondale Partners, LLC on October 
27, 2008 entitled, “Trucking: Still Driving Into the Ditch - Record Number of Trucks Exit 
Highways in 2008" paints a grim picture of our nation’s trucking industry. The economic 
analysis delivered by Avondale Partners concluded, "Never have more trucks been puiied off 
the road in a shorter period of time than in the first three quarters of this year." 

The review continued, "IVe estimate that over 39,000 trucks, making up 2.0% of the nation's 
over the road heavy duty truck capacity was idled in the 3''' quarter of 2008. This is a rate 
almost 50% higher than last year's third quarter and brings total failures for 2008 to over 
127,000 trucks or 6.5% of the nation's capacity." 

In terms of trucking company failures, during the quarter of the year, 785 trucking 
companies closed shop. This is on top of the 935 failures in the 1''* quarter, followed 970 
failures in the 2"“* quarter, for a total of more than 2.690 trucking company failures in 2008 . As 
astonishing as this data may be, it is not even the complete picture. The Avondale Partners' 
data only accounts for trucking companies with fleets of five or more trucks. Thousands of 
owner-operators and smaller fleet carriers who also failed in that same time period are not 
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directly tracked by government or private sector analysts. We estimate the additional number 
of trucking company failures to be well into the thousands, 

INFRASTRUCTURE FINANCING: 

The Interstate Highway System has been a major factor in boosting the United States of 
America to its present position of international economic dominance. It has been a central 
element of a coordinated infrastructure network that provides the country with the ability to 
efficiently move people and resources to workplaces and finished products to consumers with 
ever-increasing speed and reliability. The resulting economic activity has created a quality of 
life that is envied throughout the world. 

The future of our Nation's economy hinges upon the availability of a seamless transportation 
network, which even more so today than in the past relies on a reliable network of highways. 
Some may have you believe that you can put everything on the rails, but we all know that rail 
infrastructure is very expensive to build out, especially if taxpayers are made to foot the bill for 
it. And not everything can go on a plane or boat. The reality is that our Nation's highway 
network must be built to keep up with the world economy. Other countries are investing 
mightily in their infrastructure. We must match that investment, and press for a greater 
emphasis on transportation and highway funding in the future, some of which may have to be 
borne by the General Fund of the U.S. Treasury, as infrastructure investment is a benefit to all, 
not just those that use the highways, the rails, the skies, or the waterways. 

We realize that there is no "silver bullet" to the economic crisis that we find ourselves facing. 
We do not know whether this will be a short-term or long-term proposition and recovery, but 
as past history has told us building infrastructure has always been a safe place to start. We can 
argue 'til the cows come home, how many jobs a billion dollars in investment in infrastructure 
will bring to our country. But we cannot argue the point that at this time in our Nation's 
history, with the fierce competition in the global marketplace, the rise of China, India and 
Russia, along with other developing countries, that an investment in infrastructure is a sturdy 
investment in the future of our country. 

We also realize that States are not on good financial footing these days. And many states 
require balanced budgets - which we do not oppose, as it helps to reign in excessive, mis- 
directed spending, especially with what are supposed to be infrastructure dollars. At this 
critical time in our Nation's history, these states are looking for leadership from the Federal 
Government and Congress. Unfortunately, the current Administration has not provided the 
leadership that states have been looking for, instead promoting a philosophy of "you're on your 
own". Without strong Federal leadership, OOIDA Members are concerned that States will 
instead turn to ill-fated maneuvers to sell off existing infrastructure, or toll existing interstates 
with long-term agreements, going to the highest bidder, and having a devastating financial 
impact on generations to come. This network of highways would run counter to what President 
Eisenhower envisioned. It would instead create a patchwork of private toll roads all over the 
country, erecting barriers and impeding interstate commerce. These policies would make our 
Nation less competitive in the global marketplace. 
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Trucking, although being hammered by today's economy, will always remain the primary 
method of getting goods delivered to market. Truckers are Americans first, and they are willing 
to sacrifice - and they do sacrifice a great deal. But truckers deserve to be viewed from the 
position that they drive this economy, and should not be treated as a cash cow or easy place to 
create more onerous regulations. Now is not the time to saddle them with more taxes, more 
tolls, and more regulation. Now is the time to give them a tailwind, to keep our country 
moving, building, on a path to future economic growth. Now is the time to invest in our 
Nation's highway infrastructure. 


OOIDA & FUTURE HIGHWAY FUNDING 

As you have heard me say time and time again, the professional truckers that we represent are 
hard working men and women that drive more than 115,000 miles per year, adding up to 
almost 3 million miles in a lifetime, and spend 240 nights of the year away from home. Small 
business truckers typically pay well in excess of $10,000 in federal taxes, and state taxes of 
more than $6,000 per truck, per year. This amount of taxes equates to close to half of the 
annual net income of the average truck driver. 

Additionally, OOIDA Members and other trucking companies make a significant financial 
contribution to federal and state government transportation funds through a combination of 
taxes. Taxes paid into the Federal Highway Trust Fund include a 24.4 cent per gallon federal 
diesel fuel tax, 12% excise taxes on the purchase of a truck or trailer, weight mileage tax (Heavy 
Vehicle Use Tax - HVUT), and tire taxes. And although heavy-duty trucks account for only 7 
percent of our nation's highway traffic (vehicle miles traveled, according to the U.S. 

Department of Transportation), we contribute more than 36% of the money going into the 
Federal Highway Trust Fund. 

Furthermore, truckers must pay state fuel taxes, weight mileage taxes, licensing and 
registration fees, and whether the truck is base-plated in another state or not, they pay taxes 
on each mile they drive in each state, and may pay an annualized percentage of their base-plate 
fees depending upon the miles they run in a particular state. 

What is clear is that truckers are paying their fair share when it comes to our Nation’s 
infrastructure needs. If, in the future, truckers are asked to pay even more into Federal and 
State coffers to cover the prices of relieving congestion and building and maintaining our 
infrastructure, we certainly will want and need assurance that their hard-earned dollars are 
used for their intended purpose, not on wasteful projects that do little for our Nation's 
economy and highways. 

The OOIDA Board of Directors has been clear, as they continue to look at potential policies in 
advance of the reauthorization of the Highway Funding Bill in 2009. These small business 
trucking professionals know first-hand that America's economic future and ability to compete in 
the global marketplace relies on the existence of a safe, secure, seamless, reliable, and efficient 
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national highway system. OOiDA recognizes the success of the Eisenhower Interstate Highway 
System, and has not shared the current Administration's view that the Interstate Highway 
System is complete, and therefore the federal role should be limited or eliminated. Instead, 
OOIDA believes there is an inherent government role and it is incumbent upon the federal 
government and elected officials to begin actively planning for an improved highway network 
that will meet the needs of our country for the next 50 years. We applaud this llO’*' Congress, 
and the leadership of the T&l Committee for beginning that discussion in the past months 
leading into the 111'*’ Congress. 

As the "funding debate" continues in the Congress, it should be noted that OOIDA remains 
committed to the fuel tax as the primary way to fund highways. Some will say that because 
vehicles are getting better miles per gallon (trucks certainly are not), there are more hybrid 
vehicles on the road (yes, but how dramatic is that impact on the trust fund?), and people are 
driving less (true, but a Vehicle Mile Tax, VMT, will be tied to this as well), that we need to 
move to another system of taxation. Maybe down the road, but it is foolish to think that a VMT 
could be implemented tomorrow. 

To help with funding. Congress and DOT should reign in spending on non-highway related 
projects, demand more thorough program oversight and public disclosure of federal spending, 
streamline environmental regulations, and fund transit programs and DOT agencies from 
alternate sources, or from the General Fund versus the Highway Trust Fund. 

OOIDA believes that there may be an important, yet limited role for the private sector to assist 
the public sector in better managing and maintaining current assets without relinquishing 
control of those infrastructure assets. OOIDA believes there are contributions the private 
sector can make that will assist federal, state and local governments in better assessing the true 
nature and needs of our nation's infrastructure, OOIDA adamantly opposes the sale or lease of 
existing roads and efforts to convert non-tolled roads into toll facilities. With toll roads in mind, 
OOIDA recommends that the next highway bill contain a provision requiring that highway users 
be reimbursed for any state and federal taxes they pay on miles driven on any existing toll 
roads or future toll roads. Tolls are taxes, and paying both tolls and fuel taxes amounts to 
double taxation, OOIDA is willing to support the private sector involvement in "Greenfield 
projects" provided the project is developed in a transparent manner, involves significant input 
from highway users, adds to existing capacity in an effort to relieve congestion, provides choice 
for users, removes fees once the project is paid for, and considers state and local land rights, 
while limiting government taxpayer resources used to support private sector endeavors. 

Finally, on this point, private sector expertise should be harnessed to provide transit with 
resources necessary to build, expand, maintain, and manage aging, and oftentimes 
mismanaged transit agencies, during this time of ever-increasing ridership. 

OOIDA is a member of the board of the American Highway Users Alliance, and has been 
engaged in the formation of the Americans for a Strong National Highway Network - a 
coalition of national organizations representing a full range of highway users that are working 



together to oppose the outright sale of public highways to private companies, while also 
working to identify viable funding solutions for our nation's infrastructure needs. 

We strongly support the Committee's action to ensure our Nation is appropriately investing in 
our transportation infrastructure. Every dollar invested in infrastructure is a dollar invested in 
stimulating our economy by growing jobs and growing infrastructure, all of which will lead to 
the more efficient transportation of goods and people, and ultimately creating a more robust 
economy. 

We applaud the Committee on Transportation & infrastructure for taking time out of their busy 
election year schedule to conduct this very important hearing. We stand ready to be helpful as 
this conversation continues in November, into a new Administration, and leading up to the 
Highway Authorization bill in the 111"* Congress. 
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Uni^d SSfe of RiepteselrtatiVes 

WaHrington, 00 205150)538 

Rear Congresswonian Napolitanor 

It has come to oiir attciition that Congress is considering enacting a Second srimute measire 
that will target critical inftaslructure projects where construction wiork can edinmence Vsilhtri 
120 daj'S of enactment. The City of Pico Rieeta, California, has jtist such a project which we 
would iiite td coiuntend for your consideration. 

Rosemead Boulecard is a hcatily traveled regionat tnin^rtatfon rdote ajtd a major 
thoroughfim; through Pico Rivera, as welt as surrounding coimnunhies such as Sooth El Mtmie 
and Cbwticy. It sciyas as a truck route for mtich of the nonh/south Los Angeles conidOr and 
prowdes access to 11.S. Intetstatc's 5, 10 and lOS, as well as California Route's 6(1 and 91 
freeways and has an avorage daily vehiculsr volume of apprD.'chnately 1 25,000. 

Heaw storms in October 2004 damaged concrete slope panels on Rosemead, wlvich affected 
the ability of existing drainage facilities to prevent Hooding, which could c|o^ Rosemead 
Boulevard at the Burlington Nbrihein SantB Fe (BhISF) Grade SeparatiOQ' BuCh a cjpsuiB 
would have a dtsashous economic impact on the region because of Rosemead'S key location as 
tiuck route for much Of die nonh/south Los Angeles corridor, startfeg in Long Beach and 
ending in Pasadena 

Moreover, any significant failure of the grade separation slope walls may. also «JiU^ 
intcmipliunrif the critical overhead Alameda CorttdOr'EasI route on the BHSF railway Itacks. 
Stmcnital engineers have teecndy dctcrarined subsiamial erosion on the overpass pylons. 

liie City of Pico Rivetn has already spent over SI million for short-term repairs, but lopg-tenn 
repairs we absolutely cssentiaL The City is pfemaed to commence the cohstracthtg of i^* 
grading, Sutfece and sub^Surfece drainage facilities and other impiovements on ftosbmPSd to 
prevent damage to existing mfrastniCture within the short tiriie line em'i,eioi*d by did piPppsed 
legislation. 
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Honorable Grace Flores Napoittano 
Pagf'j 

October 27,2008 


We woiuld be etrtremdy gtafcful if you could advocate fof this Rosemead Boiikvatd project as 
pwt of the proposed stmuilus legisladoo. not just on behalf of the Gift? of Pic6, Bivcii; but the 
sun’oiindif^ contmunities and ite region which depend on this vital transit corridor remahung 
open. 

Not only will the consttneiioB help with the economic recovery, bttt these repairs Will prevent 
what ptticcvvisc could be a devastating economic blow to the region if ROseniend Bbuleva®d 
should Itave, to close, because these dangerous conditions are not addressed, 

Sincerely, 

CHAJiMSP.FUENTES 
City Manager 

CPFtram 
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National Headquarters tei 202331-9696 

2121 Ward Court, NW, Sth Floor fax 202.223-9257 

Washington, DC 20037 

wwv.-raifstortaiis.org 


November 13, 2008 

Wrilten Testimony of Rails-to-Trails Conservancy 
To the Transportation and Infrastructure Committee of the U.S. House of 
Representatives 

Regarding Economic Recovery Legislation 
Submitted by Kevin Mills, Vice President of Policy 

Bicycle, pedestrian and trail projects should be a mainstay of any economic recovery 
package that includes infrastructure investments. Rails-to-Trails Consen^ancy and 
allied groups have identified $1.2 billion in “active transportation" projects tliat are 
ready to be built and could provide many tens of thousands of jobs. Accelerating 
bicycle and pedestrian projects is a cost-efiective strategy to stimulate immediate jobs 
and deliver substantial ongoing economic benefits. Further, these investments would 
provide affordable, clean and healthy transportation options to those who lack choices 
to avoid the high costs of driving. 

While Congress has adopted the view ttiat infrastructure projects are a critical element 
of a new economic recovery package, there is not yet a balanced set of transportation 
projects imder consideration. Building mil-trails and other bicycle and pedestrian 
infrastnicture create as many or more jobs per dollar as constructing other 
transportation projects. And trail projects will more directly support Main Street. 

Compared to large road projects, decisions about trails are made closer to home and a 
wider range of smaller contractors engage in the work. Projects are of a manageable 
scale so they tend to be easier to ramp up quickly. Further, trail projects provide green 
jobs and ctin be more labor intensive than highway projects that have relatively high 
material costs. 

To make tlie most of public dollars, it is important to prioritize investments that deliver 
ongoing economic benefits. Active transportation infrastructure ofiers a competitive 
return on investment and furthers the nation’s interests by; 

* Bringing better balance to a transportation system that ivS overly dependent on 
driving lor all length trips even though half of trips in America are within a 20 
minute bicycle ride and a quarter are within a 20 minute walk. In 2008, 
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• Reducing oil dependence and greenhouse gas emissions. Bicycling and walking 
now account for nearly 10% of trips in America. Raising this share of trips 
modestly tol3% would save SIO billion annually in fuel and C02 emissions.^ 

• Reducing health costs by increasing physical activity among those who do not 
currently meet levels recommended by the Center for Disease Control. 
Conservatively, this could save $420 million annually in health care costs.^ 

Across the country, communities have identified compelling opportunities to put people 
to work building active transportation infrastmcture that furthers other national interests 
at the same time. America Bikes has identified more than 400 ready-to-go bicycle, 
pedestrian and trail projects at a total cost of $1.2 billion. These projects offer a highly 
cost-effective and leveraged opportunity to create jobs across the nation while building 
healthier and more economically resilient communities. 

Rails-to-Trails Conservancy urges Congress to refocus the economic recovery package 
on a balanced set of transportation projects that explicitly includes a robust investment 
in bicycling and walking infrastructure. Prioritizing active transportation systems will 
help America move in the right direction economically today and tomorrow. H.R. 71 10 
is a missed opportunity because it lacks an explicit allocation for bicycling and 
walking, and transportation funds under that bill are likely to be used predominantly for 
road work. A new emphasis on active transportation will create jobs while also helping 
to reduce oil dependence, cut greenhouse gas emissions, improve public health, enable 
those who cannot drive to get where they are going safely, and insulate Americans from 
foture gas price shocks. 


' E.g., electronic trip counters on the Midtown Greenway in Minneapolis showed a 30% increase in 
bicycle traffic in 2008 over 2007. Active Transportation for America , p. 17, Rails-to-Trails 
Conservancy, 2008 (attached). 

■ [d., page 38. 

" Id. 


Rails-to-Trails Conservancy . page 2 
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Active Transportation 
for America 


The Case for Increased Federal Investment in Bicycling and Walking 
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Pijrt of the Routine 




iMaxiiti the Return on F(.deral Transportation Investments 
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I Cl tliis era of iraflu: vX>nj:esriotj, high g^s prices, climate 
change, an obc,\ity epidemic, and fiscal coastraints, federal 
transfiornirion binding has reached a critical crassroads. 


[decades ofcar-ceniered ir'anspoi vadon policies have dead-ended 
in chronic congestion, cripplitig gas bills, and a highly inefficient 
transportation sysietii ihat offers only one answo- to most of out 
mobility needs- — die car. 


IrivesitTsent now in a more diverse transportation system — one 
th.at provides viahio choices to walk and bike, and use public 
rransfX)! ration in adtlirion to driving--\vill lead to a fer more 
efficient use ol rran.sporiatioii resources. 


Active rransportarion is the missing piece in our transportation 
.system. 


This vMiumc of decreased auto travel is ctpiiv.-ilc.nt to cutting oil 
dependence and greenhouse gas emissions from p.issenget vehicle.s 
by 3 percent (Modest .Scenario) to 8 percent. (Siibsiiiiuiai Scenario). 
For gis-elcctric hybrid cars to match this impact, their .share in the 
I U.S. passenger vehicle licet would mxil to increase I'rom ciirrcmly 
i less than I percent, to 8 percent under riic Motiesi Scenario, or 
more than 20 percent under the .Siibsraniial .St enario, 


Half of the trip.s in America cm he completed within a ZO-minute 
bike ride, and a quarter ofci ip.s are within a 20- minute walk. 

Yet, the vast majority ol these short trips arc tttktn by automobile. 
Bicycling and walking can iilsti improve public transportation by 
providing htst and well-planned access to it. Given the availability 
tif safe and convenient infia.scructure, more people will choose 
bicyrling or walking for .shore crips and in combination with 
public cran.sportation for longer trips. Fiiriher, communities 
conducive to bicyclitig and walking promote a richer and denser 
mix of residences atid busine,s.ses, leading to .shorter trip distances, 
even for c.ho,se who tltive. 

But. the advantages of bicycling and walking reach beyond 
iraiisponavion aitine. .Savings in foci co.sts, a smaller carbon foot 
print, and a practical way to achieve rtx’ommeruled levels of 


physical activity arc among the benefits cluii tnakc active transpor- 
tation an irre.sLscib!e ati -in-onc package. 

This report quantifies, for the firec time, the benefits chat America 
can cx|>ect from elevating the priority of bicycling and walking 
jft our nation’s transportation system. This ca.'ic. .stateme.iu for 
increased investment in bicycling and walking infeasttiicmre 
evaluates benefits iti the areas i>f transjiorTatioti, oil dependence, 
climate change, and public health, and puts dollar estimace-s to 
the econortiic value of these hetuifit.s. Benefits from bicycling and 
walking arc quantified lot the status c{iic>, atu! lot pro.spective 
increa.sc.s in bicycling and walking under a Modest Scenario and 
a Sub-statttial -Sornario for the future. The analysis t;ondiide,s that 
modest increiwcs in bicycling and walking could lead to an annual 
reduction of 70 billion miles of automobile travel. More substarui.a.! 
increases could le.id rtf chc .ivoidance of 200 billion tnile.s per year 
(see textbox on page 5)- 
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'Oils analysis docs not include several less easily cjuatuificil, bur 
undeniably valuable additioviai benclks derived li'otti invcsiuicnc 
in bicycle an<l. ptsdesrrian infraxtn.u-.rure. such us increases in real 
estate values; economic stimulus frf>m ififrastrucrurc c(in,srru<:i:.ion 
and businesses profiting from pctlcstrians and bicyclists; tiitic 
savings by p«destri;ms and cyclists, as wc;ll as drivers on less 
congested roads; incicased. productivity dtie to impnrvcd health, 
and general gains in quality of life and more livable comraunitics. 

For the price of a single mile of a fVmr-ianc urban highway, 
approximately S50 million, hundreds of rtules of bicycle and 
p«lestrian Infrastrucrure am be built, ;(n invesrnieni that could 
complete an entire itetwork of active tratisportatiofi faciiiii<;s ibr 
a mid-sized city. 

Reliable estimates of the costs of investnicnt ro ;K:hicvc a certain 
mode shift towards bkyxling and walking rjacioinviiie ;u'c not 
available because tracking of spending and travel, data has been 
insuificicni. Oti a local level, however, there is aniplc quatuii.irivc 

4 


Bicycling and waikitig also portend treinemloiis benefits for 
Americatis' health. Because srattsjxrrtatiott is a routine in which we 
all engage, active riMtisportation has great jHsfcnria! to increase our 
level.s of physica.t activity and help reverse ettrtent obesity trends. 
Modest increases in bicyeiittg and walking for short crips could 
provitle enough exercise for SO mil.lion inactive American.s to meet 
retcommended activity levels, etxsing a sizeable chutik of Americas 
activity deficit. 

'Ilte .financial vaii.ie of improved mobility, fuel savings, greenhotrsc 
gas reductions, a.nil liealdi care savings amounts to more than 
$U) bi!lit)it anriually uitdcr our Mtvjesi Sermario. For the Subscanttai 
.Sceiiai'io, hctiefii.s woulil add up to rnrtre th;»i S{>5 billion every 
year, 'llic.se benefits dwttrf lii.sioric spenditig lor bicycling and 
walking which was S453 nivilion per year for 2005-2007 under 
SAFETI-A-LIJ, and a mere S4,5 billion cumulative federal 
invc.scmcnt in these modes since 1992, when bicycling and waking 
fiisr received doeumcntai’lc fcrkral fiiiuling. 
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evidence Irom place*, like Poicl.ind, Ore.,"’ Minneapolis, Minn.,"' 
and California,' '' as well as frritn JuiropMa’-'’' and Australia''' that 
invesvmcnr in safe and convenient bicycle and pedestrian inffa- 
siruciure itsulfs in increased bicycling and walking. Pordand, 
Ore., hir example, ha.s stien steady increases in bicycling to levels 
now five timc.s higher than in 1990. 

! he enoriiiotis benefit, s from bicycling and walking justify federal 
expenditures at leasr several times greater than the status quo. 
Investment in bicK.le and pedestrian infrastructure U a highly 
cost-cffectivc mcan.s for inecring a sizable portion of our transpor- 
tation needs, while po.sitiveiy contributing to the solution of 
important probieni.s- such a.s oil dependence, climate change, 
and rile obesity epidemic — tli.tt have been exacerbated by past 
transportation policies. 


tliven the great return on invc.scmcnt from active transportation, 
facally resptmsiblc federal tran.sjxination polii.y must strive to 
inaxindze the amourit that Atnericans bicycle and walk. Given 
all tlie mea.snrabtc anti immeasurable bcuefit.s of bicycling and 
walking for the nation as a ivholc, as well as the improvement of 
individual quality oi'life, it bccomw indisputable chat /Americans 
dc.serve rite option of active transpo.naiion. It is time to give each 


.American the choice ro bicycle or walk by providing safe ,aiui 
convenient infra-stnictiirc that connects the places wliere we live, 
work, .shop, learn and play; 


Summary of the Benefits from Bicycling and Walking Quantified in this Report 

':ThIs*repmpfowd«;)?u«fltiiiaiive:a5S6Wfte«s and-a« we»ll«tiim^W«ftt«niori«aiyii^of'^ benefits of cun-ent 
:.walWpgiittitf».Uhited;State,.Th8:maihjMWTiise of These akulatfofsisrthatshwttt^ of three fmlM Of less, 

.ifivtKiwwt::.fweessafy.to'3(^!fewe'fbtijrekj0eases'inbicycli5g-3na'W^tng'ftattonwftfe&uihased.^OT 
leldkvelyliWcomiMrecitbtheresultingbenefiCv •. . ■ 

. BeiiBfitS' from' bic^f^ing. ami .waHiir^ are quahhhed lit the dependenos^ d^ 

•quBhtitted fcrthe.'StaWi QUO: (Mode:share 9.6 percent); arid fef'^o^«^MofesSe5.ift bTcydfng ahd. walking: uhdef a Modest Scenario (13 percent) 

:: and a.Suhst5iqtial'Scenaia{25:pwcertt) fw the future. 1he.Status Quo s.exdu5W^ based on d»raet beneflts.fiotrt:5h 

.. while thfiifutuie scenarios. iri atWttitm include secondary beR^'frtmtdnaeas'Rg thc.tHcyifttgarid-walkirig mode.shafe relative, to: the Status Quo 

f.aictilatlon.sand,i3Ssiinfptionsappeat:inloUf."Do iheMath'.te)a£ieK«-thmughoutlhereportan(iose.the.s.imefbrmatof{hefi:)llowingtabie,Afl . 
figures presented on a nationwide basis 

Tact » of (itttrcst Statb Qur» ^ HhMtcftbcrniiio bi^’* rti • 
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r n its repijrt “'ihinsporfarion for Tomorrow.” the National 
Surface Transportation .Policy and Revemie Scttdy Commission 
caikui for a “renewed coinniicment to serving the American 
people's iited for a system tliat ensures tinparaileled mobility, 
access, and safeiy.”"' But ihe tiommission tried to construct the 
psrzzle for achieving tiiis worthy goai with critical pieces missing. 
Bicyciing and walking were ovcrlixrkcd in the otherwise exhaustive 
report (.lespite tiieir importance to .tny comprehemive ttansportation 
(xriiey ihar addrc.sses ti jfhc ccjiigcstion, relief from high gas prices, 
and rhe growitjg challenges of climate change, expanding waist- 
lines and sfiriiiking budgets. 

Relatively small investments in bicycling and walking help to 
addre.ss ail these itansportation reiared problems. By m^ing 
bicyciing and walking — or “active transportation" — viable options 
for everyday travel, we can cost- effectively inrprovc otu mobility, 
piocecf our climate, enhance enertj’ security and improve public 
health, Active transportation retjuires no technological break- 
througii.s — ju.st ftxjcrai invcstinent at itrvcls befitting its potottiai 
contribution to Amciitas well-being. 

"iliac potciuial is .surprisingly stibstantial. 'Ihis rqiort broadly 
cluaDcific.s, for the first ritne. the bemifits America can eicpcct if 
bicyt.ling and walking pby more .significatic toicx in our inmsportation 
.system. It lamcli.icle.s that increase.s in federal investments to 
iinpixivc. the convenience and .safety of .active rran.sportaiion 
rep.rc.sent a highly ctxst-cBicieni ust- of public funds, pnxlucing a 
wide variety of benclus for all American.s. 

‘ihere c'tti.dd not. be a more a critical time for .such a sliift in fecierai 
ttai'isporacioi'i funding, hot the past haif-century, America has 
.s|x-nt the overwhelming majority of it.s craaspmrcation resources 
building an exvcn.sive road system to facilitate travel by automobile. 
The rc.suhitig transportation .system i.s .w> onc-dimensionai that it 
fails to meet all out niol.ulity needs and erttates major inefficicnde.s, 
.such as an over-i'c.tiancc on the automobile for even the .shortest 
tri[>s. Just a.s an eco.sysiem thrives on the interactions ofa diverse 
web of life anti .t linancia! manager .seeks a balanced portfolio 
of investments, tran.sporcation systems work best when there 
are multipic ways — or mode.s of cran.sportar.ion - to reach our 
de,st.inaiion.s. 

Tlie unintended conscuucnce.s of an automotive 'monoculnirc' — 
.such a.s global climate change, oil dei.iendence., and an unprecedented 

obe.siiy epidemic are now far t(K> .serioii.s to ignore when developing 

national transpotratkm policy. 

A more diverse rraasporrarion system that provides viable choices 
ro walk., bike and use public ir.tnsportaiion, in addition to driving, 
will lead to a far tnorc efficient use of tr.msportation resources. By 


Americans want and need riiese choices. When .asked how they 
would allocate transportation spending, Americatis indic:aced that: 
they would sjnrnd 22 percent of transportation funding on biking 
and walking infrastructure— -about 15 times what is currently 
sf>ent (see page 18). The time for reevaluating our naiio.ns 
rrans^wrc.icion .sy.sccm m support people’s nced.s and desires i.s now. 


Provided there are. viable altcrnittives to driving, American.s arc 
wilting to change their travel liabirs. as the dramatic increase, s in 
gas prices in 2008 have showit. Every day .more c:o.mmuiers switch. . 
to public transportation, bicytd.iiig and walking in places where 
prior infrastructure investments have trtatle these options safe 
and convenient. In a 2006 .survey the federal Non •motoriMicl 
Transportation Pilot Program found that 28 pecc;cnt of trips irt 
Minneapolis, Minn., involve bicycling or waikitig,*’'’ Prior 
investment in urban trails and public itati.sponation <:n;accd the 
conditions to make this impressive use of active transportation 
possible. The Nonmoiori/ed "Iran.sjKirtarioti Pilot Program atttl 
high gas prices have combined to build on this .suc.ce.ss. In the 
summer of 2008. automatic counts ofbicycdist.s on the Minneapolis 
MidcownCSreenway showed a 30 (wrcetit increase over t.lie .same 
months in the previous year.'-’ 


Earlier, in Porri^id, Ore., rhe number of bicycli.sts increased five- 
fold over ! 5 years in respon.se to a pntgram which encouraged 


providing people with saKx convenient and affordable option.?, we 
enable all Americans to chcKsse liie meatts ofcran.sportation that, 
best meets their needs- and abilities for any given trip. A.s a re.stiit, 
more people will choose biking or walking for .short crips., and in 
combinarion with public trans[>ortation for longer trips. 
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Do the Math 

How the Benefits from Bicycling and Walking are Quantified in this Report 

In this rcDort Ijenefits from bKy;iing8mi'>ti^king.aB.qusi8fecfj0p.tf»StatGS{^a«tfl;ff:t»t^KCtJve.in£^ses !tv.CB^ittg and wslkina tindet a Modest 
Scenario and a ScrtKiamial Scenano tor.ft&'ftittreiilteSlatus-Quo-istB^cwtnfilengStantf.tfavrf modedatalrom.the 2001 National Household Tiavei Survey,' " 

Tlie nationwide mode shsfC of bicyciing arri.yraite'hg.KOJTOiilf ai>(^: $ftpet^tlhe'Mefde5tSGH«Hafwesees Slat making \ 

Dfiorify m transportation policy. wnli inaeawthemofte sbaf&of^cvdif^and-waltei^.ta.ISpeFCsntiudj.ajnode-shafe is clearly below the levels ol 
y,S, metropdiian areas with pubiic.tr3nspcKtatK»ff?Ite.Sufastan}iaf5cenat03sumes.th3t bf^dmgawf waikfng.would receive substantjally higher- priority, • 
eventually leadiffQ to a combined mode shaie.of 25pKWiti'R^JS9^:^e%orefS.de3fjy b^tw.the.i»qiefe and pedestrian mooe shares m several Eurooearf 
courwites, and comparable to those of selert/^nian c'toeslfeSBtus Qixfls'eKlusiye^ ba^-on'dffea tenefits-from short orcychng and walking trips, while?: 
dte hitute scenarios also mdude secondary benefia horn- irKreasirgtac^bt^ and. w^igimotte sfWBirdative to the Status Quo. Tlie Modest Seena 
. ittilizes moreiconsetvative assumptic«s'than:fte:Siifaaana3fS{K5ana.fof®«am{^ft.the.Mo^S<»ianais-based on the pries of one gallon ol gasoline of?$3,:;; :: 
iwh8r«as:the.SubstaihalScenadoassu!nerd«scosttobeS4. ; - 

The purposeof the scenario celcuiatiorfs is to detTOruarate-dffi.tswitSfhalwouid fKult from fhe-mode share- figures they are ! 
fnodecshar8St'mainly depends,on policy pnonhes,thesan«H)£do-'R^f^.cHjt-3tlmel)fie..by.whidy»iese.fevelsofbicyaing and walking wc 

iQuaiWificattons areon a peryear basis nationwide-.CaiotfadtHts^^on^ons ^^»ar.m-feuf.TDo the Math" textboxes thfoughotit the .report.arid :use. the. 
i'S3meforrnatof.,ttTe.fot(owitfgtable.^ ^ 


rA.cothpiehensiveassessmentofalhhebenete'ofl 


htedest Sce»ario 


Kfclor of interest 


Substantial SrcriAi'lo 
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bicycling, arid tiipled rf)c iisiicage of local trails and bikeways.”' 

T(> choose the iraiisporiatioii ni<idc tliat i.s mo.st dfacient for them, 
.Americans need an auraci ive niemi of transportation options. 

Bicycling and w.alking .shouhl .and will play a bi^er role if we 
m.aki- it a priority to build active rransportadon sy,stem.s, functional 
networks oi bicycle lines and boiilcvards, bicyde paths, shared- 
ii.se trails and sideevaiits, connecting the places where sub.staniiai 
iiiiriibers of people live, work, shop .tnd play. 

Half of the trips in America can l>e completed within a 20-minute 
hike ride, ;ind a quarter of trips arc within a 20-minute walk. Yet, 
the vast majority of these siiort ciip.sare taken by automobile.*’’ 
Active rran-sponation ofiers a viable mcan.s to reduce driving— and 
associated coagesiioo. oil dependence, air pollution, and green- 
house gas emissions- es}x\:ialiy in synergy with jHiblic transportation 

and policies to encourage mtyed -use development patterns. 
Bicycling and waiidng also tiffer a convenient and cost-effoaive 
way to intcgraTc physical activity into daily routines, thereby 
helping Americans control rheir weiglit .ind improve their health. 

f'tjr decades, governments have neglected the need for bicyck 
and pedc.srrian infrastructure, further, the volume and speed of 
motorized trafiic in many piace.s ha.s rcachetl levels that make it 
tlilTicult and dangerous lo title a bicycle or walk. Bui in those 
comtuunities that: provide arcc.« to convenient and safe &cilities 
for bicycling and walking, people uj* them by the thousands.”-*-*’ 

'ihi.s report Icatiircs numerous exampit-.s ol how cominiinitics ail 
over the ctimnry have, or plan to aticotnmodate bicyclj,sTs and 
pedescrian-s. Pordtind, Ore,, and Minneapolis, Minn., are referred 
to most often because in comra.st to other places, thc,sc two caries 
have undertaken exceptional c.flbrts to document ilieir progress 
in die promt.uion of bicycling anti walking. 

'litis report is a call to actiem. The choice i.s clear. Tlic time lias 
come for a truly multi-modal transportation policy: a policy that 
recognizes rhac driving is nor always the ipiickesc. chea|>esc, cleaiiest, 

hcalthie.sf — or only way to get from Point A to Point B. By 

investing in trari.vport.arion systems that alsti otter the optiom of 
bicycling, walking and public tratwportation, wc can meet out 
mobility nectls tvlviie also reducing our oi! dependence, greenhouse 
ga.s emission.s and obesity r.ttcs. 

But ju.si as importantly, transportation systeras should enhance 
our quality of life, 'Ihere is grtiat joy in a ihild kiarning to ride 
a bicycle or the independence of senior citizens raking a walk to 
run errands and see friends. We lannor lo.se .sight of the faa that 
uansfiorration afiotihl be about |>eop!e and the places thw live, 
not just the tnovemcru of veliicics. 



R.Mi,'; m CObSFkVANCY ') 
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average American mororist now drives about 15,000 
I miles a year. In recent decades, vocal miles driven (reterred 
to as Vehicle Miles 'i'niveled, or VMT, by pknnets) 
have increased three tiines faster than population growth, putting 


As a consequence, the average travcicr now wastes the equivalent of 
a full work week .stuck in rralfic ever)' year.'” During “Rush Hour” 
many larger citie.s .suffer from congestion lasting several hours, with 
no one able to "rush” anywhere. 

improving cuneiii iiighway conditions and performance measures 
lias been estimated to require annual investments exceeding $200 
billion. C.airrent fuel tax revenue projections, however, suggest that 
she amount available will only be half oftitat.'® It is nowconven- 
citjnal wisdom that the dominant approach to enhancing mobility 
in posr-war A.nteiica — heavy investment in nvad infrastructure 
with little teganl to alccinarives— will only make congwtion worse. 





accomplish this is to encourage significant “intnlc sliift; ’ rctlucing 
miles driven by shifting some autotnobiic trip.s to bicyciiiig. 
walking and public transportation. 


'Ib sigiiificantiy reduce traffic ctsnge.stion during a period of 
fi.sca! am.sftaiiu, our craii.sportation .vystem must meet two basic 
clutllcnges: elFicienily coniu'ccing pscoplc with their destinations 
and doing so in a co-st-efFecfivc manner. Due majot struts^ to 



Investments to enwurage inci.ca.sed bicycling and walking can 
reduce miles driven in three ways: 

• Because a majority of tar trips ate slwtt, bicycling and walking 
can often be a.s fast and convenient as driving, 

• Mote car trips can be sluftwi to ptihlic tr.arisport.iuitm wiien 
wcil-intcgratcd networks of bicycle .and pedestrian infrastructure 
provide amvenient access to bus stops and rail .stations. 

• Investnjcnuf to make communities conductive, to bitycling 
and walking promote a richer and denser mix of residence, s, 
businesses and amenities, leading to shorter trip-distances even 
.for those who drive. 

Over-Reliance on Driving is Inefficient 

Since 1956 .and the birth of the Interstate Highway Sy,stem, 
automobiles have dominated our surfitce transportation system. 
Federal funding has overwhelmingly focused on accommodaring 
cjus and trucks. Roaii consrructimi nor only strivai to keep up 
with existing traffic volumes, but also spi.irred nttw dem;ui<l by 
creating an ever-increasing reliance on the car. mo.st obvious in 
the nationwide devciopment of sprawlitig subtirb.s. 

Transportation has beexune a ono-dimcnsittnal affair, f-iaif'ofall 

trips we take arc only three miles or le.ss yet we drive almost 

everywhere wc need co go. even to the ciostsf de.stinations,^'’ Rates 
of car ownership in the United States .nee the highe.st in the world, 
and the number of cars per househtild now exceeds the luiiriber 
of drivers.'’’ For most Americatis, the preditnunance of the car 
and the lack of adequate infrastructure for bicycling and walking 
have basically eliminated all transporcatioit optioti.s excejn for 
one — driving. 


RAILS- tXriSAaSCOt'iSf.RVSNCY 1 ! 
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As with any ittonopoli/ed market sector, our cr^sportadon system 
now offers a single bratid of inohifiiydevdoped without incentives 
lo provide the bt'sr possible product, and without competition diat 
would assure ihc best pi ice. tx>mp3red to a truly multi-modal 
nanspoi iauon sy.sicm. our current .system produces less mobility at 
an inflated price, Ibe inefbcie.nde.s of this cat-centered monopoly 
become more apparent every day: congested roads that cost us 
precious time, gasoline prices that shrink our disposable income, 
road inintstmeture projects tliai place massive burdens on state 
and federai budgets, and an over-dependence on oil that leaves our 
economy .ii the mercy of the world oil market and its suppliers. 

Choices Wili Make Our Transportation 
System More Efficient 

Only .1 muiti-modal rransportaiion .sy.stem allows an optima! use 
c>f limited resources, .such as fitel. land, time, and money in die 
first place; and public health and the environment more broadly. 

Providing Amertcan.s with transportation choices will allow us to 
select die traiisporration mwic btest siiired lor our needs; whether 
if is the fa.stest., rlie easiest, the cleanest. t>r the otic that satisfies 
multiple need.s at the lowest overall cost. 

I n all a.specK of our iivc.s, .American.s expect a variety of oprion.s 
from which to ciioo,s<:. (jlonsumer preference is a powerful cool 
to increase efficiency in any free market ccotiomy, ant! yet our 
transportation system makes no use of it, lacking viable choices. 

For some rrip.s, cars will always be the bc.st option. Howevet 
iceeping our transjKirtation .system efficient require.s that drivers 
have adequate alternatives for tlio.se crips ftir which diey would 
prefer vo ride their bicycle or walk, and avoid high gas prices and 
eadles.s congestion. 






j/o'.'VC: -‘--a;'' j -'i-'is''-^* -s-fr f, 

net t'CiyO ivj'obt-’-a-'iro vt.'-'-Vun o't.Mc' 


With the availabilicyof the nec«s;try safe and convenient, infra- 
structure. many drivers wili shift some of their trips to bicycling 
and walkitig. By doing s<j rhey wili not only improve the efficiency . 
of their own cravei experience, but Americ a’s transportation 
sysrem overall. 

Universal Access to Mobility 

Questions ass<Kiated with mobility a.nd cransportatton ciitiicc 
arc not limteed to issuc.vofcxxniomie efficiency, Wc nui.se also 
acknowledge that for many American,? driving i.s not an option, 

More than 60 million Americans arc nor allowed to drive because they 
are too young,"'’ Another 30 million .aduks arc not licenstxi to rtrivc 
for a variety of reasons including economics, age, disability and choice. 
Eight million Americans alxive the age of 60 do not have a driver’.s 
license,"" anrl many more licensaf rlrivcrs choose tiof to ilibe, 

A surprising numlser ofd'amilies, especially in urban a.rea.s, do not 
have access to ati automobile. In Washington, 13. C., 37 percent 
of households do not own an .uitomobilc. 

Access CO mobility is crucial to thrive economically, .tocia.Iiy ;uk 1 
physically. Ihe transportation nc-erls of these large scgnienrs of 
the American population need to be met wirh a mix of bicycling, 
walking and public transfxm.acion optio.o.s. ‘li ansponation in 
America must be accessible for all .Amciiriaiis. Bicyclitsg ;ind walking 
arc crucial in providing uniwr.s.ri mobiiiry. 
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’Ihc'rc iirc three eliffcicnt tiieclsanisms thi'ough which bicrclingand 
walking reduce mile,^ ilriven. First, bicycling and walking can 
directly replace cars on shore trips. Second, bicy'ding and walking 
increase the convenience of public transportation and, therefore, 
increase ridersbip. Lastly, ptibiic infra.stntcturc investment that 
increa.scs the numbers of bicyclists and pedestrians dso stimulates 
local forms of comjtact, niised-usc developmciit which results in 
destinations rhar arc closer to each other, thereby shortening travel 
distances for ail modes, 

( Airrenciy. .short bicycling and walking trips account for 23 billion 
miles traveled every year. Modest incre.ases in bicycling and 
walking tnodc .share for trip.s of three miles or less e»uld double 
that figure, and more substantial iiicrea.scs could yield four tiroes 
more roile.s bicycled or walked. 'Faking into account secondary 
cficcis fmtn .synergies with public triin,s|x>riaiion and roixcd-u.se 
development, modest increases in active rransj.soiTation could 
avoid 69 biliioti miles driven, and substanci.al increases could lead 
to 199 billion miles of avoided driving (See “Do the Math 1/4," 
pagi, M), 

Ckmgeslion is a direct tcsttlt when increa.ses in driving tntcecd the 
capacity of roatl infrasemetunr. Reducing roile.s driven therefore 
helps rciluce congestion, in pa.rricuiar when driving is reduced 
during peak hours. Avoiding miles diiven can be much more 
co.st-effcctivc than crying to reduce curige.stion by expanding 
inghway infra-smicture capacity to acconunodate incre.i.sed n.se. 

Shifting Short Trips to Bicycling 
and Walking 

According ro the 200 1 Natiotv.il Household Travel Survey, 48 percent 
of al! trip.s were three miles or k.ss and 24 percent were one mile 

or ic.ss,''* 


fluiff'trti f , »’ t ^ 
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Riding a bicyxle for force miles takets less than 20 miniue.s- • 
an effort fea.sib!e for most ages and fitness levels. Nationwide, 

29 percent of cotnmutcis travel ics.s than bve mile.s each way to 
work — a distance comfortably ridden in about half att hour- — 
or about the same lengfo of time as the average American 
cororoure.*'^ Depending on traffic conditions and the available 
infrastructure for bicycling, travel times of drivers and bicyclist^ 
are comparable for surprisingly long crip distance,?. l‘arking in 
urban areas can put driwrs at a time consuming and often cosily 
disadvantage. Even walking can be surprisingly compfreitis'e for 
trips up CO one mile, depending on availability of parking and 
the quality of pedestrian infrastmciure. 

During rush hour peaks, about half the drivers are commuter,?. In 
the vicinity of «:h<wls, part:nt.s droppitig their kids oil and picking 
them up clog neighborhood streets all around the navion. Local 
increases of 30 (.rercent in morning trafltc arc typical iluring the 
.school yeard'” The loiiiinc nature and typically .short. di.stani:e of 
trips to work or .school make.s them ideal f<>r .shifting to bicycling 
anti walking.*” 

Modest shifts in .sirort trips to bicycling and walking could reduce 
miles driven by 49 billion, and a more .substaniiai .shift coiikl avoid 
more than 100 billion miles driven. 

Synergies between Bicycling, Walking 
and Public Transportation 

Public transportation plays an imponam. role in mitigating 
congestion because of its capaciiy to move large mimbcr.s of people 
swiftly over expansive distances, wiihoiu reciuiring much land.''’ 
Transportation experts agree that public transportation will play 
an expanded role in our transportation system in the future.''’ 
However, the benefits of public rran.sportarion related to rcdticing 
congestion, fuel consumption, and highway infra.strucv.ure co.sts 
diminish when occupancy races of trains and [ruses are low. 
Increasing Tond ridershipand cKcupancy rate,? tniisi therefore 
be a cop priority to maximize remm on existing and i'licure 
infrastructure invcsimencs. 
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Do the Math (VA) 

Current and Potential Mile. Driv " >.i!i'il hy liirydiaij ,i d Walking 

one rile or te‘s are maae by bicytling or watkirjg, wiiko rvno-tiiirds are mad 
• fift«.^iklI|i«ibort:S;Kxmmt fo! ?i bufimi mile'; of Jdw t<;vv,;><}iT3tmn«vety 


iie qr tess-fromcurferrtiy^l pf 
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To be elficiciu, pi.ibiic transportation retjuitcs effective bic^le and 
pedestrian networks. Bicycling and walking provide the most 
conveiiienc way.s to access public rransporiaiion. Ninety percent 
of all public transpcirration trip.s siatt with walking. Seventy-five 
percent of people who walk to a bus or train walk for Itss than 
nine miiuites, and 42 percent walk for less than four minure.s.'’’ If 
impcf)vement.s for pedestrians in areas siirrounding bus stops and 
train stations could encour.tgc people to increase the rime they are 
willing to walk by as little as two minutes, public transportation 
could serve twice as many people. Improvements ritac will make 
the walk to public mmspotcaiion more plexsant and safe will also 
draw more people to public iran.S{>oi (aiion. 

tinifot fuHv sechiJolt^gically vitlvanced, 
tiannu V { ■'s tlo j.50f. fuifill their 

rfilt s li d c\ iK IK 1 rciKi’ily accessible.” 


Synches between bicycling and walking, and public transportation 
could reduce miles driven by .seven (Modest sSccnario) i:t> 66 billion. 
(Substantial Scenario) annually. 


These benefits are mutual: Ikiblic rr.tnspt>rtarion is also idea! lor 
bicyclists and pedestrians K> cxtentl the range of their trips. 


Bicycling in panicui.ir has great potential to allow more people 
to access pufilic ti‘aii5port:ation convctiieittly. Accessing public 
rransi.Kiriation by bicycle can shorten iravcl times significantly. 
Because bicycli.scs travel about .fistir tinie.s as fast as pedestrians, 
convenient acces.s by bicycle can increase the geographic area 
served by one iran.vii .<1:111011 1 6-fold (see figure on page 16). 


Bicycle and Pedestrian Infrastructure 
Reduce Travel Distances by Encouraging 
a Richer Mix of Development 

Investments into bicycling and pedestrian infrastructure also lead 
to reduced driving by stimulating a richer more diverse type i.if 
development. Often referi'eil to as "stnart growth," this piutcrii 


K4!IS TO Ti’Ali'. CiONSERVAMCY ! 5 





Ric)fclisi:s ani.l petfesri'ians are an inifwrtant market segment for 
small, local business. 'I hcir lerinicncy to travel for shorter distances, 
Iniy les.s at once anti buy more I'reqtientty gives stnallcr businesses 
an edge over .siibti.rhaii mega-siores that cater to the motorized 
c.usKtniei'. 'Ific avuilabiliiy of local businesses can sigRifiL'amly 
reduce ilie aimniiK people drive. 


In such communities, a bicyclist has the choice of riding mo miles 
to a local mci'chaii! tnsiead of being fet|tiircd to drive to a naa'l 
several miles away to make the same purchases. In that ca.se, nvo ^ 

miles olbievcling may replace it) miles of driving. Similarly^ when ^ 

pedestrians catr saiely walk the mo.st direct rotite to ilieir desrinaiion, 


car dependent suburbs.”"''' -’ Assuming that mcreasingiy nuxetf 
land use patterns induced by bic•ycl<^ .and pecie.strian iii.frastrucrure 
wii! reduce the length trf car trips of 15 miles or less by a.s little 
a-s ! (Modest Scenario) to 3 percent (.Siibsi.antiai Scenario), thcr 
resulting driven miles avoided wi.iuUi amotjiu to 13 to more ihan 
30 billion, respccrivciy. 

What It Takes to Shift Automobile 
Trips to Bicycling and Walking 

Many fttecors influence inode, choices, and uccordingiy, levels 
of bicytiiiig and walkittg vary gmady hetwticn locatitins. Some 
fiicrors, such as wcatber or lerraio, caniun be chattged, but others, 
such as the availability of infrastructure and rise safet)' of btcycli.sts 
and pede.srrians are dirtsci rcsi.ilis of transportat ion policies attd 
iunding pi'ioriries. 


of ciomiijact., mixed-use ileveiopmenc places destinations such as 
hornes, workplace.s, shopping and rectearion closer together, while 
providing easy access by public irausj.Hircitiu>tt and infiastruaurc 
for bicyeding and walking. 


The aviiiial.hlity of pi.iblic transportation has been shown ro 
increase the mix of I'csidences, busincs,ses and otiier amenities in 
communities.'''' .SimiLir effect.s have been described for bicycling 
and walking faciliiie.s, such as iraiis.*'^ 


DC Mt’lro is sssiivarassWetiowntown, where mtsi stations are within a lO-mimife 
ws!k (b'jhi gtPGii circles), tri thesiibtirbs, Itowt'siei, tonvenieiti access by bicycle wooid 
luihiciidoijsly iot rease sswice aiea (rtatk gtswn area within 10 minutes bk^*tg distance 
olamctihsiaiitm). 
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recotdecl an increase of more than 30 
on the iVfkitown Greenway.'*' 


•strtan Infra^fructurc L.s'h]& 


In Boulder, C^io., 14 percent of a!! crips arc taken hy bicycle, and. 
thanks to the federaiiy funded Safe Routes co School Program, 

75 percent of all children get co school by bicycling or walking.'*" 


Two thirds of the residencs of Nesv Vbrk Gicy, and half of dio.se of 
WashingKtn. D.C., do not use their car to corannice.""' HiLs is 
only possible because in ciKir cities, bicycling, walking atid public 
transportation provide real alternatives to driving. 


Tradicionaiiy, invescmenc in bicycling and w'alking ha.s been 
much higher in Europe, than in che United States. Every Eurstpean 
city that has achies'ed high bicycling mode share ha.s invested 
significantly into bicyde infrastructure, .and eitic.s with low 
bicycling rates have noc.'-^’ In Dutch cities such an Groningen, 
where almost 40 penrenc of all trips are taken by bicycle, investment 
in bicycling alone is around Sib per resident annually since at. 
least 20years.'«> 


Mixed land v 

Use anti tand - 

UseOsfAiiy, 


'Ihe re«ni succes-s of the Vciib bike-.sharing program in Paris 
shows chat even large cities suffering iiinn notorious truffic 
problems hostile ro bicycling can change. Within one year of the 
bike-shae programs inception, bicycle use .in Ptuis increased by 
24 percent.*’*' 


<jiiii|Hr)9(oB>niOists 
.';V.'-MwtrliKis 
r-IxieMoumted 
CustWTifti .J 


^ tnfrannK^re prwide Bicydists 

wsy tb mn ena^ 

si^R. Local Business 
other fustoineri more businesses, and 
the long run, a mote Mixed and 
Local, Omer Distinadom tedurc nip 
A m ^ (biye. the Shorter Trij) OistancK 

nyxe cc^yenienf , conning a positive 


; 8icy^ Funding and Mode Share 


W Anmuit Speodmgper (tpsidRit (S) 
as Kc|tI«!Ml)(feSh«eh»t 


It! several cities that have made tlte accotiimotlation of bicycling 
and walking a priority of their planning prt)ce,vs, thtjsc modcsof 
cravisjHircatitJn have become popular choices for many travelers. 


In the 1.990 Censu.s, only 1.2 percent of all commuters in 
Portland. Ore., reported iisiitg their bike co get to work. Since 
then, the city invested about S.3.50 per resident annually on , 
bicycling infnistTvicturc and rciated programs. .By 2007, 6 perrenc 
of commuters c.ho.se to bicycle co work; and as many as 12 percent 
do .so in the downtown area.*" Over 1 5 years, bicycle crips taken 
in l^irtlinti have increa.sod fivc-lbld. 


In Minneapolis, Minn,, 20 petccnc of all irijss ;ire lidccn by bicyxiing 
or walking alone, and .inother 8 percent involve transit.*’’* Between 
the .summer months of 2007 .m<i 2008. automatic counters 


Comparisat of annua! per capita sppndinq fw birytiing and bbycte rnoda share 
beiwe»i the U-S-, Poctlami. Ore, and ihtee European ciiies.' ■ 

’Spending data fot the U.S. ate for bkychng and waiEng combined .''" 
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A : gasoline prices toppai $4 per gallon in 2(K)8 for the first 
rime, oiir nation bccatne painfully aware of the problems 
associated with our oil dependence. Americans' private 
c;irs and trucks burn 40 percent of the oil consumed in the United 
States, eciiiivaleiit i:o U) percent of world demand, "flte economic, 
national security and environmental implications of our oil 
dependence are enotmous. 

Among rite top concerns, each gallon of gas btjrnetl produces 
19.4 pounds of c.arlx>n tlioxide (UO^, nearly a pound per mile 
tlrivcn. 'llti.s heat-trapping gas is forming a hlartket around the 
earth cuising global climate change, whicii leads to extreme weadter 
events. io.M of harvcsf.s, spread ofdi.sea.se and numerous other 
problems, Auvomohiles artr responsible for about 20 percent of the 
United .States’ (.'.O, t‘irti,s.sions and are tfie fastest growing major 
sout't:e of greenhouse gases. 

'!.1k:i'k i.s tiD silver bullet that will tn.ikc us itidependent from oil 
or neatly re.solve the problem of climate change. However, every 
mile ito! tlrivetr rctiuces both (sii dependence and greenhouse gas 
emissions. Reducing cmission.s enougli to mitigate climate change 


will require a diverse portfolio of measures, with each contributing 
a fraction of the overall reduction. As parr of an integrated 
approach to provide alcevnative-s to driving, bicycling and walking 
can help <mr nacitm address the twin cfiaitenges of oil dependence 
ami climate change. 

New transportation priorities are n<x;cssary to resolve the probleiTi.s 
that past transporcaiion (xdicies Iteljsed create. 

Since 1970. miles drivett Itave tripled to more tiiati three rriilion 
per year, while over the same time period populacion only grew 
by 50 percent. Over tlie past dcattle, miles driven .still grew twice 
as fast as the pc^nilation (see figure on page 21). As a result, fuel 
savings and CO, reductions from increased fuel economy have 
bc«i swamped by these dramatic, increase.^ in driving, 'llu.s upwurti 
trend in driving is projected to contintie in t:omiiig decttt.les 
unless we chart a new dirccciort in crans{:>orracic>n policy fbciwed 
on managing miles driven by providing a rich mix of bicycling, 
w-aiking and public iransporrarion options, coupled with sm.trtcr 
development pattents.*^” 
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CO ^missions- Kiiies Orivefi x CO/gaiton-v-W 

Fuel Demand ^ Mfe Driven X t/mpg 

{mpg --- vehicle firei economy in miies,pergaHon}.D.;oc.:/^ , 

Reducing CX), emissions and fuc! demand from automobiles 
reiiuiics simuitaiicoiisiy a(idr<ssing the effitietaty of vehicles, the 
iifc-cy-c!c carbon conrent o' fuel, and the total miies driven. 

Ibeic are rwo main criteria ro cvaiuaic CO, reduction measure: 
quantin' of redactions acirieved, and tost [>ef ton of CO, avoided. 

How Much Fuel and CO^ Savings 
Can Bicycling and Walking Achieve? 

Aimua! green!iou.so gas emissions in the Cnited States are projected 
rt> I'ise from 7.2 billion tons in 2005 to ^.7 billion cons in 2030.^^ 
Reducing emissions k> 80 percent below 1990 levels, as scientists 
.suggest is netxssary, would require reducing annu.at emissions 
to 1 ,2 billion tons per year. Annually, jicr.sonal transportation 
accounts for approximately 136 billion gallons of ^soline,'^® or 
1.2 billion cons of CO^. 


U.S. Population Growth and Increase in Mites Driven 



71'0:.;.".X' 

MO 

1994 1 995 1996 1997 1998 1999 2000 2001 2002 2003 20M 2tKS 

In Elie p.-ist yuan, total mites <!rivpn inffsaserj .at a miith fastsf rate than the U.l • 
popi.iiaiitm (l.i iwrcwtl vs. 2.2 percnni Mr yp.v)."'-’*' 



driven due to bicycling and walking, based on the mechanisms 
outlined previously^ such as directly replacing cars on short rrip.s; 
inducing increase in public transportation ridership; and short- 
ening trip distances by spurring mixed-use tleveloptnent. 

Fuel and CO^ savings from shifting short car trips 
to bicycling and walking 

'Ihc total savings that would result from shifting more short trips 
to bicycling or walking could .amount to 2,4 billio.n gallons of 
fuel for the Modest Scetiario, to five billion for the .Sub.stanti.il 
Scenario, and bcrtweeii 21 and 45 million tons of CO_, a year, 
respectively. 

Fuel and CO. savings from improving public 
transportation by bicycling and walking 

Currenrly, U.S. public transportation is estimated to reduce CO.j 
emissions by 3-9 million tons fwr year by displacing petsotiai 
vehicle travcl.*^^ Ihesc figures arc based on current pct formarice, 
with 25 percent higher fuel effidetic.y thatt private vehicles, and 
a mode .share of 2 percent of all trips. 'I'hc total saviiig;s chat 
would result from imjiroving ptiblic i.r.insportation by bic.ycli.ng 
or walking would amount tt) modest 100 million to substantial 
1.6 billion gallons of fuel, and one million to 14 million tons of 
CO, a year. 

fuel and CO., savings from richer mix of residences, 
businesses, and amenities induced by the availability 
of pedestrian and bicycle infrastructure 

Ihc potential hir CO, reduction.s front inerrtuing the compactness 
of new devdopment has been cscimaieJ to be 78 million tons 
annually.'^'^ Nationwide, the CO, savings from the densiry in 
development around public transportation lutve Ixrcn estimated 
to be 30 million tons."^’ 


RAILS XITRAilS COIXFfiVAtvCY 2 ! 





Do the Math ( 2 / 4 ) 

Current and Potential Fuel Savings andCO^ Emission Reductions from Bicycling and Walking 

Carciiiationr. are based on miies drivers avoraedfrcBrt "Da the Math IM’ Eaot : % 
mtte driven is equivaien? to 0.05 qalions andoi® pound of •CO^-based.on-tise-: . . 
approximate U.S.fieei average fii9lecQnQmfof20-miiespetgallon;®^.:. , 


Toesiim3telhefueis3virtgsar)dCO;redurtrOiTresuitmg,fron>,ihe5^eray;:-, * » p' If * *' 

betvveenbicyd?ngaridwalkmqarici[HjWK:tratKpGf{36on,¥ife.3SiOTe.th3l.-or:.:. j "'•i 

future piibiictfanspoftatm systems wiii use SOpereaittMotfesi-Srasano) at, S .** 

50pet£ent(Sub5tanEtalSceriario)iessftietf«r.p3Sseng®tiian'.safSH^range.:,, Ij ^ ' 

b8tweenaHrenteffiC!encyofU5,pub!ictrdtKport3feOfit25.|ierc0«:mo!?::..;.,.:.. ’ * « » i * ^<2* ' 

efftciem than carsF' and vvbat some nroieefkiedip-ibktrarspo'infior! ' 3 v ^ 

.systems cutrenlfY achieve ie.g., m Gwrnarry. 80 pereetit).::-.;\.:''.^':- : r;: v ,: / *JBT . a 'i '' , 

iAssumingminimalredifctiansmtravetdistancesoffta.Jpffcetrtdi®.-:-... T *Tr ** * t. 

Ktocreasedmwcrt residents V* 

availability of pedestrian and bitycli • t - ^ *"*4. 

T;6. btillOn gailorts.of fuel. or6tol4rr|iionsto''soKO, saved, for the ’ 

M<)dcst.'andSiibstarttial.5cwtarm, respeciiwty, . , ■»»» 

Accordirtg tP daiarused try the Texas Transpolaiiofi lnsbMete as^ Mdcmr* a)ng«tJon;fer every 1000 mites ofdnvirtgavcMried by pubhc.haTispottaiion. . 
apptoxirnateiy 9:ga)ic8>s of fuel artd.0,C® tons of (X), were saved m.2®>5.'^ftssurt«ng.3ainilat benefit from miles dnverv avoided by bicyclmgiartd .walking, .the 
congestion relief from bicycimg and vraiking vwxjtdresuttirtO.Oto^biirion gaiters of, fael saved, and 5 to. 18 million tons of COjreduchonsi 

Underlying Assumptions lor Fiiel Savings and CO, Erilts&km Reduction Calculations 


Gallons of Fuel 7 Tons of CO, Saved Due to Bicycling and Walking 


fuel savings (million gallons per year) 


CO, reductions (million tons per year) 


Substantial 4 Status Quo 
Scenario 


.'iriGrdase’Of.pitf^tc warsportatiWirHtef^p 
becagspofbfcydirtgaffidw^'rig 
Tqp'tength rerfumon throng induced- " 
mixeduse(t‘-l5rrties) 

Savini^ from corrgestion-rrt'ef. 

Totals ' 


unknown 


,pi^ 

*■* 


unknowtt^ 


to, 301 ; 
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( III,, -« ' - 

‘.7 y ■rfl ^HTq w'dkirKj.and bifenq for ^nn\ trips iirid accKS to tranat.. ^ . 

I. rrc'ifjo .nr.s *0 sfxft 5 pcft'Cf'i of all W{k less tiian Rve iraies w»to •. 

5 «'s 1.7 ;0l '> -Hid ifK'Pdse bic^es Cfi tr<inyt by 10 pt'rcent PfX.bye<ir si 

l-«ceipt I’rt/iTi lesoluiion.ro Suppor 21st Century Transportattdn fix .• ' 
Ajne'ita, p.issed luiy 2008: 

WHP.IEAS The Mayor and tfie City Counol of tbeCrty.of.CWtrrgo 1 
,9\.e capital icrvestmerii for partspoitMKm that owtributesio . ' . . 
dynarKf and accessible communities where more restdeirts can 

wa’li blteol(aketransrtt6getwh«et^«yneedtogo:and.;.4l^t V ■ 
e'Kouragr^EpdutlicmmgiflbalwariTungandsfTKigfbiTrangboO^^ 1. 
now. m^ekxs BE rr i^OLVEOi.That we the Mayor and Oty CouTKif 
of the Ccyof ChrcagOi im b^taff of the dozens of Chca^oi, ucse > v ' 
merr^rs of ^eUnitsd^StatesCoriigress ^dielllBtotS' Stater . 
kcgtsiahrre To^i^Kirt atramportatfon #astniaurr)rive5^^ 

*hdt cxpsH^dearv. cfTiceniiransportatlon chorees fbrAmenCaoi 

Inci-easfsl .mix of rsisidfincirn, biisiixcssts and amenities induced by 
the availability of peclc'iti'ian an<i bicycle infrascnicture could reside 
in 7(K> millio.n gallon.^ of fuel saved u.nder modesr assumptiom. 
a.i'id 1.5 billion i.imler more .substantial assumpeiortsv and six to 
14 million tons of CC), sa^ecl, respectively. 

'Ilic miles driven avoided through ibc.se three mcchanisnisare 
eipjivalcnt to fuel savings oftiiree (MiHlext .Scenario) to ci^r billion 
gallons (Subsia.ntail Scenario) and between 28 and 73 naillion tons of 
CX), avTaitkcl, respectively, 'fb achieve «|uiva!eiic fuel siivings rliroi^ 
vehicle efficiency iniprovemetits alone, bawcen 19 million and more 
titan 30 million drtvws would need to trade in their vehicles for \i 
highly eflicicrit ga.s-cicctric hybrid version of the .same iimhIcI.To 
put this in jxerspective, there are about 250 million avitomobiles on 
Americas streer.s and, cl.cspite rapidly growing sale.s, by the end of 
2007 cmly about otie million of them were hybrid vehicles. 

I'uei and CO, savings from congestion relief due 
to avoided driving 

A secondaiy benefit from reducing miles driven i.s the rmpnavctl 
perfurntance of vehicles curreticly stuck in cxmgtsfion. Ibis effort 
could amount to 500 million ro two billion gallons of fuel saved, 
and tip to 18 utillion tons of CD, reductions. 



; \A btcydeasnmutsxMwndesfree miles to work, four days a week, 
awidsJi^ura^^^drb^'Syear—ti'ie equivalent of tOO gallons 
.d': ■: otg^irib sa^-^i'ilXW.poi^ of CO^ emissions avoided. CO, 
i; ';'.;''5awigs;of'ffife'«i^^i*fe';redite.the average American's carbon 
i:,V .'fisdpnnt l^ab^>i3eRsntd i: ; 

Vc .To aditwe'aiuivSentCOjfeiui^ons by public transpoftation one 
. h^.TO ^iftiappfi^'mately .)0 miles of daily commuting from . 

.V: IhffiS^.irra that allows iiini 

;'of.teftdEuftm(^;epandi by bfcycling or' walking can'save about 
S06g3ttors;<S:fpe|;ffl.,ro.o6op6urBsof'COj eadtyeac . 

-TQigJiieve'sd(h''^ingS'.otherwi’^^^ would need to replace, . .. V-. i, : ;., 
':.'C.for,^frij^'Si!(^,'F:i:K'pick-i^irud vyitha Mirri Copper, Pr a . - , ; . 

•mi'd-sfKd;'SUX^.as a Chrysler Pacifica, with.a.To^ta hiusf. v 

:'''.dCaarf3ttw^te^(3hdaaffomwrtw.fikteccHwmy.gbv)r^ 

walking could offiittt between 3 percent and 8 percent of tlie eftccK 
of all U.S. cars and trucks. 

The detailed awumprions and results of the calculations arc 
provided in the textbox “Do the Mach 2/4” (see page 22), 


Dvcral! .savings From increa.sed bicycling and walking amount to 
between four .and 10 tjiiiioii gallon.s .in tiiei, and between 30 million 
and more rhan 90 million tons of CO..ifinua!!y. for the Modest 
and .Subsianriai .Scenarios-, re.spcctiveiy. As such, bicycling and 
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How Much Would It Cost? 

In seleccii'i^' rlie right portfoiio of (iOj reduction measures, overall 
cosr and etxmomic burdens need to be taken into consideration. 
C^uite naturally, the intwr c»>st-e!Tcctivi:' tJ^e.^^urcs should get some 
[irofcrence, especially if they cretite additional benefits ami no 
other negative itripacr.s. .Sucli measures yield “no regrets' because 
they are positive itivesctnents beyomi their contribution to CO, 
emission reductions. 

Currently, there is no price on <.'(.'>2 emi.wions in place in the 
United States, but future attempts to curb grcenhou.sc gas emissions 
will likely come at a cost. Some enc.rgy-stving measures, such as 
increasing vehicle fuel ccotjotny, have been itlciuificd ttj be cost 
tteiJti'al, or even ic.si.iic in net savings over their life span. Some of 

SriHtlf, Vloih. 

in iOOS.U'i ConfereTOo(MayOT,i»rSKB(f««tor,M&" f 
^[ck^s intijbKh 

j.* mI«ms IB IW atewsew tsiMt belo# t9» Isjfis by 
»tt Sitit«tb«mWt»a»!Wi»«j(»™iBiWtt« 
iindthf nwbijrtjonrBHfestorise s 

Active tiensportatbn features |)t^»tent!f in Seittle'sai^A?»»» , 
Piaft, “Stgrsficanijy ExpantfftqdinaawJ Pedsw'aft h^sWiOufe'' 

' is lhe'Na::2 actiorvlteflvin the Rst of 18 me<KUEK-io-eaib:gfe^:»':y«tv> 

• nouse gas emissions; 


the most prominently ddrared CO, retiitciion measures, however, 
such as capturing carbon from a>a! power planes, or shifting to 
solar or nuclear power, are expected to cost in ihe range oi about 
SIO to S50 per son of CO, avoided,-'’*’ which evcnciiaity would be 
passed on to consumer in the form of higher energy prices. Ihc 
future price per ton of CO, emissions has bc-eii e.scifrtatcd to be in 
the range of $20 to $80. with considerable iincetcaintic.s at both 
ends of the rat^.' *’• 

Ac a cost of SiO per ton of (X).„ njodese inerease.s in bicycling 
and walking would justify itivesiments into bicyde and pedestrian 
infrastrucoire of $330 miliiou anniiaiiy tor die purpose of CO. 
reductions alone. More.subsuruial iiicrea.se.s in bicydiiigand 
walking and a higher price of $30 per tern of CO, would redeent 
annual investments of close to S3 billion, 

In addition to drat, savittgs in fuel costs .tdd up to between $ 10 
and $35 billion annually, making investments in pedestrian and 
bicycle infntstructurc one <jf the nutst cost contpccitivc greenhoii.ve 
gas reduction scraTq;ics availai?l«. 

Bottom Line— Substantial Reductions 
In Fuel Use and CO, Emissions... at 
a Savings! 

Climate change and oil dependence are a.mong the bigge.si: 
challenges we face. Some measures to overcome these problems 
could po.se a serious burden on our economy and .society a.s a 
whole. Others will offer gnat opiiHimmitics to improve our 
economic coinj>eiiiivcnc!?,s and. our overall qtiality of life. 

Bicycling and walking can sigtiificantly contribute to I'cclucitig 
oil consutiipiion atid CO., emissions within the transportation . 
sector, 'lb minimiw: the economic wises of mitigating the impacts 
of climarc change, it will he crucial ro aggrcs-sively pursue rite 
tnost aist-effcctivc measures to rerduce greenhouse gas emissiotts. 
Increased bicycling and walking arc capable of achieving green- 
house gas rcduccitins at no extra exists to the econoiny, bectui.se 
fuel savings alone will offset cite investment co.vt.s, and adcli tiona) 
bctiefits make it a “no rxigrets” .strategy. American.s will tleitia.iid 
a ftscaliy resprinsibic approach to udilrcssing climate change 
dtat achieves maximum results at minimal costs, which U why 
increasing bicycle and petlcstri.an use through inve.sttnents in safe 
and convenient infrastructure should mnk high on any list of 
measures wc cotisidcr c<> reduce greenhouse ga.s emissions and our 
dependence on oil. 
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I ItJY-PREVESBQN tM|:OF THE 




ppioxiiTiate!)' 300.000 premature deaths per year in the 
United States are cau.sed by being obese or overwd^c.’'^* 
ill 2003, more pieventabie tiiscascs and deaths occurred 
roin exces.sive weight chan iroiT) cigareue smoking.'’® Our country 
!3s struggled foi more than a dccaile to overcome the obesity 
•pidemic, without notable success. 


.Simply pm, obesity re.suics fioin an smiraknee between energy 
intake and energy outpiic. We etit more calories than we bum 
through physical acrivity. 


Ill i’007, less than hall’ of all Amcrican.s met the Centers for 
Di.scase Control .ind Prevention’s ((3IX.'.) rtxommendadon of at 
lea.s! .30 minutes of mttdcst physical activit)' on most days. 



High ch<^esieros:is mwe likely 


. i^ttvrtvgdise^'oa3tfswtQ.-.E., . . . 

25%ate-athi^hsktQda^(^(li^i^ 

.A sthma occurs 2. tirnKsniwcoftcn . ■ ' 

M^ic^cQsts are 3 timeshf^sr . : , 

obesity rate has almost tripled since 1080 and the adolescent cate 
has more than quadrupled.’’** 


.I’or the fir.sr time in history, 
the CLirreni generation of youth will live 
shorter lives than their parents. 

America’.s car-focused transportation .sysiem is a major contributor 
to our .sedentary life sryle.s. Not. only are cars now ti.scd for almost 
all trips, including the shortest., bur the large volumes of motorized 
traffic coinbined with the lack of'atkquatc i.nfr.tsiructure have 
made bicycling and walking diffictilc and dangorvjus in many 
communities. 

Itivcstiitg in bicycling and walking offers a unique opjKirtursity to 
re-iiuegraie physical activity into our daily routines. 

Obesity— An Epidemic of 
Unprecedented Dimensions 

in recent decades we have c:onsistent.ly increased our calorie 
intake while dccrea.dng our activity kvds. In the 1990s the 
consequences became apparent in sharply increa,sccl obesity 

races the beginning of the obe.sity epidemic..”’'’^* 8tnc<t then, we 

.have .seen the standardization t>f ftxxl lalwls to inform consumers 
abou.i caloric and. fat content; the rise of fat-free, iow-calorte and 
diet products; muiiiiudes of fad titets promising weight loss; 
si.wradic kins of unircalthy foods; the dfvekiprnent of pharmaceutical 
weight-lo.ss drugs; ga.svric bypa.cs surgery; and even lawsuits against 
fast h.it.sd companies. However, none of these tfibrts have reduced 
obe.sity rates. 

'ibday, 32 percent of American adults are obese, and 67 percent 
are overweight ot obe.se. A.merica's weight problem doesn't spare 
our youth either: 19 percent of all teenagers and 17 perccocofail 
children Ixnwecn age.s 6 and 1 ! are overwc.ighc.’’- 'Ihe childhood 


The childhood obesity epidemic is "a n.trionai c.ata.srrojihe." say.s 
acting U.S. Surgeon General Steven Gabon. And "tiierc’s a huge 
burden of disease that we can anticipate from the growing obesity 
in kids,” according to William H. Dietz, director of the Division 
of Nutrition, Physical Aciiviiy and Obesity at the federal 

The costs in medical cxjrcnses atid lo.w of productive livc.s a.swtciai.ed 
with the obesity epidemic place a heavy fijiaruiial burtlen on our 
nations future. The antiual mctlical exists of physical inactivity 
have been estimated at $76 billion,'*® or close to 1 0 percent of all 
medical expenses.'*^-*® The htintan burden is of no le.s.s rclcva.ncc. 
Because obesity clccrca.scs life expectancy by several years, for the 
hr.st time in history, the currcni generation of ytiucii may n«>i live 
as long a.s their parents.’*® 
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Obesiiy is a major i isk factor lot many of our most deadiy diseases, 
'Ike. rnsniber om: cause of death is heart disease, and five of its six 
risk fscEor.s are associated witlt obesity; excessive -weight, inacci-vity. 
high blood pressure, high cholesterol and diabetes. Diabetes is 
the sixth leading cau.se of ticath in the United Stat^. More than 
2 1 iTiiilion Aiiiericans (7 percent of the popul^ion) have Type II 
diabetes, (fbesity Ls lire rniitshcr one risk fiictor for this dramatically 
expanding disease -ss'Kich !sad 1 -5 miliion new diagnoses in 2005.''*’ 


Physical Activity— The Challenge 
of Bringing Movement into Sedentary 

Lifestyles 

In 2007, less than half of all Americans met the CDCfs recommen- 
dations for physical activity from work, traiisportatiiiii ot leisure - 
time exercise, and 1.5.5 percent <iid not get any phy.sicai accivity 
atalU’’’ 



Safety in Numbers 

Infrastructure Improvements Lower fatality Rates 


iSafety of Bicycling in PorSand (Trends lidexed to 100 » 1991) 
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CDC FiL-compiondcition for Ph /steal Activity 


"lOn'iPL'esot ti odc'r<i 
Eauivaient to: I.i msies 
5 mtles oi bic^lioQ Of 
1 less slice of pias ' 


During the past century, the hcnchrsof an increasing standard of 
living were accompanied by ever-decreasing amounts of physical 
activity in all aspects of life. Ihis reduction in physical activity 
was due to a reduction in maruial laixir on the job and the 
adoption of iaboi-saving devices in the honte. Many .^ericans 
have bencfhtxi frotn this tren<! in the form of better paying jobs, 
.safer and healthier work conditions and more leisure time. 
Unfortunately, inucli of dii.s newly found leisure time is spent in 
.scdcntaiy activities .such as watching television and incrcasngly 


u.sing cxjinputcr.s, or playing video games. Taken together, this 
trentl away from physical acriviry at work, at honte and at play 
has contrilnued lo an itrihalarics; between our energy' intake and 
energy our[5nr. 


In 1996 the Sut^eon General published an alarming tepori: on 
Physical Activity and Health. In it;, medical professionals agreed 
that prevention of obesity requires not only iiea.lrhie.r diets but, 
in addition, a substantial incrctase in physical activity. 


Oi.ir modern lifestyles have also been characteriifed by a reduction 
in physical activity in the cransjxtnation sector. .Decade.s of 
car 'centered tran.sp<.iiT;uion planning have left us with a itanspor- 
cation systeni that requires very little physical effort to get aixmnd. 

We now make almost 90 percent of our trips in cars, and s[,Knd 
on average more than IK) miles driving every single day-i^-'^ Worse Abseritfeeism: Obese employees miS5 i; times more work days than their 
than that, many communities are designed in a way that renders •TtojTto!:w^^hkbffe^u^";Bo>^ 


Economic Effects of Obesity®* 


Ge neral Motor s; S28 6 mtilion in merficai expenses per year due to obtrstty 
Medicare; '5 percent more expenses, for obese'benefici3n'.es-:. l. : : 
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Physical activity provides 'nlditional health benehts indep 
of body weiglu, siicli as the pvevatcion of'cardio-vasciiiar 
osteoporosis, artiiritis and mental disorders like anxiety at 
depressioti. In -shori, active people are likely to be healthit 
happier people. Active workers are also more productive 3 
sij’iiiKcamly lower health wsts than their obese colleague! 

I'b date, aiteiripts 10 inta'ease physical acciviry have tnosti) 
on leisure time activity for adult.s and physical education 
tor cliiUiro.n. Neither approach has succeeded with the mt 
of Americans. 



Wost'ftnierican adnits gasn.wetghtgfadtiady, sypicaliv ^bout two ‘ 

. . poutKR-a.yearcfhs tsetjuNalenttDan excessof oRivaboiit iOt> 
.rQkwesadaf.&cytinjorwalkingfof ie.ssthan3^ aaily :‘-.n 
. .v«HiW be«jfeentltJbam fhtsaiTOuntof enertjy and keep 
boay;wetgfttst35te®" •• 

'XTren we reduce physical acnvitv ro cxercLse that i.s .separate and 
apart from our daily routines, sve cncouncer obstacles relacetl to 
time, money or motivation that make it ttifficuk lo maintain such 
activity os'er rime. Reintroducing acrivity into daily rmuines is a 
practical way to overasme such obstacles. 

Imagine a wei^t joss solution char requires little extra time, 
relatively small amounts of effort, no additional motivation, no 
major expenses, no specific .skills and no parrietilar qualificadons. 

Bicycling and walking ofFet a ormpciliiigly siinplc remedy. Take a 
routine we all engage in every day— gerring from Place A. to Place 
B, also known a.s trausporcacion. By leaving the motor at home, 
one can get k) a desrinarion while being active at tiu- same tiivic. 
.Active transportation drives active living. 
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OlfMI' ISS»Ct.l 


How Much Activity Could Result from 
Bicycling and Walking for Transportation? 

'rtanspottacion ofFccs op(K»rtni»itics to rovuinciy engage in physic < 
activity because many trips arc short and ideal for bicycling and 
walking. About iialf ofaj! trips taken irt the United States arc thtt ■ 
miles or less,'"' 

6y repL’Kiing s'orrie of rhe.Mt short car trips with bicycling or 
walking, many Americans could significantly increase their acdvii 
levels. Using the CDC recontmentlation of 30 minutes of daily 
activity as a benchmark, it i.s a a-asonablc ccstintatc tliat in.sufficicntl 
active Ameticans would, on average, need ttj itvcrcase their daily 
level of activity by 15 minutes. Shifting .some of tbc.se crips as 
outlined in our scenario calculations wisuld result in an average 
of 3 (Motie.si .Scenario) to 9 rnitnites {Substantial Scenario) of 
additional exercise for each Amcrictm, e\'«y day or the recommatdi 
30 minutes of daily ex.crci.sie for 50 (Modest) to 90 million 
(Substantial) Americans. 

Commuting two or three miles by bicycle takes only 15 minutes, 
am! the cornpleie roiintl-rrip sari.sfic.s the recommendations for 
daily physical activiiy. 



dO 


t97i> im -i-n ioct 

In reran! defies the etTtounl Aitwricans drive increiised sleatliiy. At Jhe sane linte, 
the percentage of Americans Ihai are o-veiwe'rjhi or oho.te increased dtamaticaiy, to 
now slose lo 70 percent.‘”'“ 
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Simiiarly, a two-mile, round-trip waik to run errands, access 
transit or rake chikiren to sciiool provides the recommended 
30 minutes of physical activity. Nf-jrly two-thirds of aii households 
say they have satisfacfory .shopping available within walking 
distance of their home,'-’- ’’'• Fifcy-scvcn percent of parents with 
children 13 years or younger live within otic mile of a public 
(•.k-mentary school. 

Bicycling and walking ior short trips require link additional time, 
it -my ar all, fitting into very tight schcthiici because the activity 
occiir.s during rime already allocated lor tran.sportarion. The 
additional rime needed irir walking trips ot less than a mile, 
compared to using a car, is at most minimal due to the short 
disratice and elimination oi the need for parking. Cairrentiv. 
two-ihirds of these short trips are taken by car.''^ 


Bicycling and walking are physical aciiviik.s which require no 
training or preparatio.ti, and anyone can engage in them. Young 




children find great joy through bicyr.h'ng and love this form of 
physical activity, for elderly people, bicycling and walking provide 
safe, low-hnpact exercise that helps maitttain their [jeait.h.*'’* 

A ctatcial atlvancagc of bicycling and walking as tran.spon.avion, 
rather than solely for excrcLse, is the motiv.ttion factor. For 
utilitarian trips, much less motivation .and discipline are required 
CO piuticipaic in it. regtilarly becuise the person musr make the trip 
anyway. For example, otice the decision Ls made to coriirnute to 
work by bike, thi.s exercise easily btx:oines a roi.ivitte. Bicycling and 
walking therefore ofkr an ideal op[>octunir.y to increase activity 
ieveU among chose individuals who are not responsive to wills to 
increase leisure time activity. 


Further, individuals who w-.mt to increase their icistire-time act ivity 
levels find an ea,sy and low-cost opportunity to do so when 


1 Declining Activity Levpts I 

1969: 

:SOpef<ar!tofst!i(!en!swalk!OKhoo{. ... 

2(»4: 

;14percentofsttidentswalkto5choo!.w . 

Thfra' 

/erage miles each American drives have more trian douDled .since:. 
,tonowa!mo«30mteperday,*f ... 
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appropriats" bicycliijg ;tnd walking fecUities are avaiiable CO them. BlCyclillg iS il bsg part ol thu‘ iUiiilC. U UJ* 

Children who live in safe places to bicv'de and walk can transport tO be. XhcFC S somethin^* W ! i h j sw., 

themselves so oiirdonr activities without havins: to wait for i 3 • i • ’> 

. that drives a to \M>5k cat in a a* ni. 

someone wh<i can drive them, making it more likely that they 
will engage in addirioiial physicii activities outdoors. 


Bottom Line--Transportation: 

First a Driver of the Problem, 

Now a Step toward the Solution! 

in iig})!: of all the advatuages ol increasing physical activity in our 
daily routines, it is obvious that, item a public health per^>eccive, 
current Itn^ls oi bicytlitig and walking are much too lows 

America is at .1 crucial ciossrtwd in the battle against obesity. 

Only by providing Americ.tns with routine opportunities to engjtge 
in physical activity are wc likely to prevent this epidemic from 
ptitting an unfathotrtabie burden on our society. 


Tbcrcforc it is important to think of our transpottatiori sj-stent as 
more chan iu.sta means to get .inmnd. Transportat ion itifnistructure 
defines the built OTvironmcntwc live iu, and .as such ha.v a irenicndous 
influence on our levels of activity and osir general well lieing. For 
this reasors, the impact of transportaiion projects ott public health 
should be taken into coasideratioit just as routinely as we evaiuavc 
the financial costs of a project or its cficcts on the enviurnment. 

For decades, car-focu.sed transportation irtvesemenr li;is contributed 
to a steady reduction in physical ataivity. Ui acliicvc ati increa.se in 
physicJ activity through investmeiirs in transpintation infrasmio- 
ture, urban desiprers, city planners, medical profes-sionals and 

transportation engineers must 



realize the porenciai of nnitine 
bicycling and walking. 

Once bicycling and walking 
are witicly accepted and cre.iced 
as legitimate, viable and healthy 
transportation modes, health 
profe,ssi.(3n;ils can recommend 
active transportation as an 
cflicicnt and safe form of 
physical activity, allowing 
Anietican.s to improve their 
health by bicycling and walking. 

To assure the rtiaxinuim health 
bcfiefits for otir .society from 
bicycling and walking, tran.s- 
porration policy must be held 
accountable for its impact 
on public health, and make 
invesring in bicycling and 
walking a piiority. 
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i 'll a ti.ms:. of fisiia.l consttniiiix. transportation fijndin]’ has 
rcacliccl a crt.icia! cravsroaiLs. 'Iho rcvcmu; fr*>in tiic tciicrai gas 
.. tax is no itjngcr stiificinic to fund highway ainstritctit)!! at the 
f.i.irrcnr rate. Relying solely on tntre-ased road capacity ti> address' 
cociay’s tran-sporcation probletrts is a dead-end strategy. 

.Simply replacing sc.ime of the .shortest car rri}>s with bicycling 
and walking amid lead to fuel .savings of the magnitude of 2.4 to 
S billion gallons annually, based on our Modest and Subsianttai 
Scenario.s, respectively. At a price of S4 per gallon, this would 
result in saving .W billion to Sl7 billion in fuel costs every year, 
imt incluiling fuel taxes. Currently, out of every dollar drivets 
•ipetid c.in gii.s<.>linc, at least $0.35 How intt.) ftireign sxonomies. 

f'ccicral transpreado!! .sj.'wnding diil not support Weyde and pedes- 
iriatt projects tiniil the early i Wls, totaling otdy $4.5 biUion by 
2007,*'''“ Not until the year 2000 did federal spending for bicyding 
and walking grow to more than $1 jx-r re.stdent per year. R)f high- 
ways, in conti'.i.st, average ftdcraLsfwitdirigsvasover $100, and total 
spending nationwide over $400 per resident every year for ov« 50 
yxtais, or a tor.il of .$5 trillion (redenii, sure aixl local, in 2)06 drdkrs).'*’' 


Ihc $4.5 billion tlollav-s in fdleral fiittrling t:o date for bicycling 
and walking, approximately one thousand, times ies.s rhan total 
rufionwide highway funding over time, i.s far from xufiicicnc to 
make up for the historic neglect of bicycling and walking, just like 
the liuiUlitig of the inrer-srate highway system, offering Americans 
the choice not. to dtivc will require signiheant, .susrained mid 
focused investment in bicycle and i.iede.scrian inffa.stnicn.ire. 

It is in our national interest to fund our mobility needs in a 
manner that provides the greatest bcncfu.s to Americans for each 
tax dollar. Consetiuetuly. active transportation should lie a higlicr 
federal priority for t.wt) reasons; 

1 . An increased share of federal transportation dollars devotetl to 
bicycling and -walking w-ould achieve greater trati.sportatioti • 
benefits than .spending the sante ilollars on highway infrastructtirc, . 
and would maximize the rcrurn from our investment in 

public transportation by facilitating convenient acces.s to tniias 
and buses. 

2. Federal dollars spent on active tran.sportarion will yield additional 
social benefits beyond mobility that will save taxpay(;rs 
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millions oldolliirs and impTOve qoaiity of life across the 
Uiiired Srau-s. incieaseti use of active transportation wii! result 
in subsianiial savings In health care expenditures, lessen our oil 
dependence and reduce ciiiriare emissions. C-ontinued over- 
reliance on autoniobiies, on the other hand, would exacerhate 
these same problems. 

. ’ .‘.n-’ ine O'. f-'- ail Benefits of 
« yi i'fir. ana vVjikmg 

huei s.iving.s -are the mf)st tlirect financial bcnitfits from increaKd 
f'icycling anti walkit\g. A siitipic cakulatioti of the value of the 
anticipiaied fuel savings from replacing short car trips alone reveals 
savings of S3A billion under the status quo, and in the range of an 
additional S6 to S!7 billion for our future scenarios of increased 
bicycling and walkiiig. ‘H)e overall amount that coultl be saveti on 
gasoline expenditure is in the range of $10 to .$35 billion annudly; 

Estimating the vaitic oi'CX), cn>is.sion reductioas requires making 
an as.sumpsioii on the price of avoided (X)j,. 

Under the Mode-st Scenario, a price ofSiO ton of CO, results 
in co.st savings of S333 million a.nntjally. When a.s.sumingapficeof 
$30 per ton and more siibstantiai contribtition.s from bicyding and 
walking, these savings could ap{>roach $3 billion anttualiy 

increasing the use of bicycling and walkin.g for transportation 
provides trcmeiulou.s potential to inc:reasc physical activity among 
Americans, Based on the iiealth c.irc co.sis ak>nc, the benefits from 
increased bicyciittg and walking could add up to $400 million 
assuming modest co.st bencfit.s, and tip to $28 billion annually 
.assuming sub.stanciai a>st be.ncfits. Ihwe c.stintatcs do tioi include 
tiic l>eticlu,s fri>in increa.scd productivity and other secomlary 
berioiivs n.s.soctacal svith piiy.sicai activity. 

'i'a.ken all rogetiicr, the benefits of motiest increasc.s in bicycling ami 
walking would amount to benefits worth more than SlObiliion 
aninially, and more suh.stantial increases it) bicycling and walking 
would return benefits in rlic range of over $65 Isillion annually 

Tiie.se c.alculiUion.s do not itidmie additional bencfit.s from areas 
that w; do mil. attempt to qtiamif'y. sttcii as cfllxts on real cst^ 
valuc.s; economic si.iinulu.s from infr.istruciure construction and 
businesses profiting from bicyclists ani.1 pcilesirians: time savings 
by both bicycli.si.s ami [tedestrians, as well as drivers on less 
congc.stcci roads; increaseti prodt.sctiviiy due to improved health, 
and general gains in quality of life and more livable communities. 


infrastructure Costs and Return 
on investment 

Accoidtng to the Federal Highway Adininismtion, ihc ba.sic co.st 
ofasin^emileofuifian, four-lane liighwety is between $20 million 
and $80 million, in utfian bottlenecks where congestion is the 
WTtrst, common restrictions such as the liigh co.st.s of right of ways 
and the needs to control high traffic voluiiie.s can boost that figure, 
to $290 million or more.'*^’ 

By contrast, the costs of bicycle and petlttstrian ficiliiies range 
anywhere from a few thousand dollars per mile to rarely more than 
$i million, with great variability' berwceti types of infrastructure 
local circumstances.'^' 

Portland. Ore., has developed a network of bicycle infru.siructute 
at an average per mile cost of $300.0ff0. with bicycle Itouievatds 
and lanes at a fraction of tliac cost ($30,000 to .540, OOO per mile). 
The cost of one mile of .siiicwalk is about $100, 000. 

Multi-u.se trails typically ccKt between $50,000 and ,$300,000 per 
mile, depending on acqui.siiitm casts of rigliis of-way and the 
surface material used-”^'^ 

Similarly, the costs for a bike rack that' parks two bike.s, about 
$200, is dwarfed next to the «)srs of car parking at $3,500 to 
$12,000 for each space; of surface ptitking ;tntl $10,000 to $31,000 
fejf each space of gaiage parking.*’*” 


That tioesn’t mean that: we can strip investing in ro.ad infrast, nurture 
and only btfild bike paths in.scead. Bur it becomes clear how 
wa.sccful ir is to Skus almost exclusively on toad infrastn.icnirc 
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Monetary V^ue of Benetils from Bicyc \ • 
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Tht> Fff>''c^ oF Strycii? and PrdastrMn 
infra^triictuK' on RlvI Estate Values 


TRjiis;ar^^tti^ .top.*r3nking^o aixording to the' 

National Association of .Horae Builders which found yiat-57 pw^^ - 
ofpit)spectiv6:horaebuyeis.vrou!d.lite:tosee.tra!lsin:tfm)f[iewi;--rv^ 

■■'llilM;#ton.'C:piirrtyAh(i;:;'gr^tiV!iaj«1iycr6i^ 

values by hundreds of ffiilffonspf ^ 

otte piece of:. pro|:»rty.rtight wily, increase a.srhali:a>not«it,;so in3fiy ' . 

IpieceSipfpfo^rty'areadfacehtiQtrailsiihatiM^ 

■raise theahhre.tonirrtuhityi:.'^opeirty;''valuk’^i;;;l':'.^ 

.if5..Apeit;;'M,Ci;fhe'devei6pefs:bf'a'.hci^hg'ijiiy^!0^^^ 

' sell: homes Wjt'h'.lfail ■■access. fot: 

..access, 


/Wiuiiing substantially increased growth of bicytiiiig and walking, 
similar to conditions already pre.scivt in cities like Minneapolis, 
New York, or Portland, nationwide benefits fcotn fuel savings, 
congesrion relief, hcalcit aist reductions, and reduced CC)^ crni.s'sions 
would skyrocket to a magnitude approaching t.iiat of total fecicrai 
surface transport-arion spending. Ad.d to that the economic 
Ixrncfits in the form of increased real estate values aju.i ct.imtnercial 
activity, and k becomes apparent, that federal invcsi.meius In 
bicycle and pedestrian infrastructure and progr.itns arc one of the 
most cost-cftcccive transportation policy inrervcntion.s available. 

As Americans strugj'le to aipc with the high costs of driving, 
including iiKTcascd gas prices, balancing various modes of transpor- 
ution has become of great relevance on a personal level, too. 
Transportation is second ki housing as a percentage (tf lioiiselioid 
budgets, and it is the top cx|.')ensc for nuny low-iticottie families. 


1 Tr^'n portdt'un Co^tv by MihIi' I 

' ■h' ' Mode' 

Costs per Mile (cents) r ^ 
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when it -woiiid be itiuclt more cosr-cffcctive to meet some of out 
mobility need.s through bii<e or peciescrian infrastructure. 

Dozen.s of communities acros.s the country are ready to .start 
building or expanding their bicycle and pedestrian infrastructure, 
investments tomparablc to the cost ofasingle mileofurlMn 
highway can significantly alici the Itiiuhcapc for bicycling and 
walking in a mid-sized cinz 

Port Land’s iiive.'irments in bicycling inft astructure .of S>7 million 
in total liavc helped city residents drive less than average Ameri- 
cans. rcsiilring in a savitjgs of S2.6 billkin in travel and time 
tsnd redirecriitg more that! SSflO million to thcii local economy 

flndei modest asstmiptions about shifting trips to bicycling 
.tinl walking, the resulting annua! benefits will be wxtrch dose to 
?.0 t.inies the current level of fetierai funding for bicycling and 
walking, Even under current conditions, fuel savings from short 
bicycling and walking trips alone tsflsci current expenditures more 
tiiai'i si.x-fold, cvet) if g:is prices dropj>ed back to S3 pergsillon. 


Andhi study that'.iobketfat.ifsajw^U^^^ • 

iT!afkrt4’'.. ; , found;yiai:#iitR:tbere is overall; webknK^^ 
pTOx pfice.deditiM are generally: far rfiore «vefe1n fer-flan'g/h;:;'' t: 
subuitisaiid mef.fopbtitaft areiis- with wflk eentfd ddesl.^ 
fof this shift isdtwtfid. lathe; draraatic infrease in gas pnoK 0 % 
pestfive.yeais;; Citiesarid neighborhoods lhal require lei^thy,'.' .' 
cortimiite!: and provide few tfansportation aliemahveS to the private, 
vehlde are falling jh value more precipitously than more central, 
compact and accessible ptacK;'' the study shows'.^’’ ; 
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new ecoiit>ii'iic condiiion.se ’- ' 
'Ihc atlordability of hicycling 
and walking begins to look m 
and more appealing. 


Bottom Line 

investing in Bicydii 
and Walking; 
rvlaking the Most 
of Federal Funds! 


* ' ' ' 'T i — -i l Given cbe great I'ctiirn of invesc- 

mem iVom active rcanspofcation, 
fiscally responsible federal rransporweion policy must .strive to 
maximize the amtjunt that Americans bicycle and walk. Ckjneen.- 
traced investments in bicyx-!e and peclestiian infrastrucreu-e 
networks are needed t<.) offer as many Americans as possible the 
choice CO walk or bike. OtKX safe and co.nveiiiem- infrastrnaiire 
connects the places where we live, work, .sltop, learn and play, the 
resulting changc.s in Travel patterns will return liencfits worth many 
times more than the initial investment costs. 


Gas expetidicnrcLs as a portion of the average household budget, 
wbicl) .-jvei'aged 3.-4 percent from 1996 to 2006, were approaching 
9 percent in the summer of .^OOS.''^ 'Ihc number was even higher 
among low-income hous«;ho)ds. 


for many of our daily trips, bkyc:!mg and walking are the most 
econoniica.t choice. During the course of a year, regular bicycle 
comouitcrs that ride five miles to work, can save about S500 on 
fuel and more than $ 1 ,000 on other expen.sc.s related to driving. 
In addition, they may avoid a considerable atnount of time stuck 
in traffic or in the gym. 


SS . Gasolitw {Wgaijrrt 
M. HoussheWixpemSture. 
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A riivc cransporCiition is iitiiqiic !H its promise to offer 

numerous benefits, wiitioui any of the trade-offs that so 
often coiTu; wish oiher transportation policies. This rqxirt 
has made the ease that bicyrliiij^ and walking could and should 
play a tar more prominent roic in Americas transpsortation system, 
and that Icderal investment in bicycling and walking infrastruenire 
is a cost-cficciive tiican.s r.i> !icip meet the mobility needs of more 
Amerk atis. Oik ring a baiauced set of ways to get around better 
fulfills our nation’s transportation mission. 

Mission Statement of the 
U.S. Department of Transportation 

' i' c I niied States by ettsuring 
a. fa.st sde ch’cicni, accessible and convenient 
u nvpoit u:ion system chat meets 
our vitai itational interests and enhances 
the quality of liie of rite .A.merican people, 
today and into the future” 

The resulting iucl .savings frs)rti shifting just some of the sfe->rtcst 
car trips to bicycling and walking would re.suJi in cost Mvirrgs fiu 
larger than the upfrotu costs of infrastructure investments. 

In anticipation of expcn.sive changes in our energy supply system 
anil the challenges of r educing COj einksions, active transporta- 
tion offers a. wcla.irnc contribution to grcctibtnisc g,as raluctions 
at a net cost, savittg.s. (Dn a Kunia.ti scale, the health benefits frons 
increased inve.stme.ms in safe .and convenient infrastructure for 
bicycling and walking may very well turn out to be the most 
viduable “side-cfl’cct” of siiilfingr.iur trattsportatioti policies. .By 
accommodating bicytrJing and walking, fetleral tran.sportarion 
policy can help reverse the dcva,stating treiufs in ol>c,sity that were 
af^ravai'ci! by developiiicn!: patterns tailored to the automobile. 

In times of economic hardship atn:i fiscal constraint, investittg in • 
infrastructure for active tran.sportation oilers a highly affordable 
trpportunicy to cieate an immediate and long-lasttJtg stimulus for 
our economy. Savings at the gas ptimp and reduted oil dependence, 
higher prodr.ict.iviiy of healthier workers and lower hedth care 
expenses, fiotirishing busines.se.s an<l more valuable real estate, 
shorter comtnures an<l reduced needs for road expinsions are 
atnoitg the matiy ccoitortric Ixmefit.s for us inilividuallyarrd as 

An increa.sing number of Americans h.tvc been voting with their 
feet to increase the ti.se of acrive transporr.ition. A quiet trend of 


increased bicycling and walking his i>ecn building for years among 
those seeking an affordable, healthy, clean and enjopblc way to 
gel around. This trend his rapidly accelerated in the past year in 
respoase to the high costs of driving. 'Ihc irciid ins been mii.st 
pronounced in communities that have already inve.sccii in s)'sccms 
to fadfitate safe and conv«iietii bicycling ami walking.*' Eccau.se 
few ownmunities have had siilftcieiu rstsoiitccs to buik! truly 
functional active traasportation sysiems, mosi Americans have 
been left standing on the sidelines looking foe safer and more 
convenient ways to join this niovement. 

The pent-up demand for safe and mrivcoicnt plates to bicycle and 
walk will only be satisfied by concentrated ftaleral invcstmerit.s in 
coherent nctworiss of bicycle paeh-s, trails, sidewalks and other 
fadlicies. ju-st as our nation invc-stcd in the interstate .sy.stcrn and 
extensive road networks tiuring die put half tentury. our ctirrent 
eraofaanccm over oil dependence. Traffic anigescion, climate- 
change, and rising oliesity rate.s calls for creating a new balance in 
which mobiliry for cvxry Amcriciii is convenient, safe, affordable, 
and last but not least, enjoyable. 

Those Araericatix privili^ed to live in communiciM that aa-a>mnio- 
date bicyclists and pedestrians appreciate tlieir bui.h envirotiment, 
Health is improved; stress levels are reduced. Streets have beco.m.e 
places where people meet on a human scale. Ckitnmutcs create 
a relaxing end to workdays, anti aaive cran,5porcation can save 
people the challetige of makitig time to stay fit. 

While this rcfHtrt qtuntifies many of the benclic.s of active 
transportation, it is impossible to put a price ta.g on the intTcase.s. 
in quality of life generated from the tipporrunity to ride a bicycle 
oi walk- 'Ihc only way to value this a.s}>tx;t of active iraosf.Hirtation. 
-suffidcnily is to provide all Atiicricaiis with the opporrutiity to 
find out for themselves. 
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Railway Supply Institute, Inc. 
50 F Street, NW 
Suite 7030 

Washington, DC 20001 


The Honorable James L, Oberstar 
Chairman 

House Committee on Transportation and Infrastructure 
2165 Rayburn House Office Building 
Washington, DC 20515 

RE: October 29, 2008 Full Committee Hearing on “Investing in Infrastructure: The 
Road to Recovery.” 

Thursday, October 30, 2008 

Dear Mr. Chairman, 

The Railway Supply Institute appreciates the opportunity to submit comments to the 
committee for the record regarding the importance of investing in transportation infrastructure 
with specific focus on the contributions of passenger and freight rail. 

• Established in 1908, RSI is the international trade association of the rail and rail rapid 
transit supply industry. We have over 200 members who provide goods and services to our 
nation’s freight and passenger railroads as well as our rail transit systems. RSI estimates that the 
domestic railway supply industry approaches $25 billion in annual revenues and employs 
150,000 people. 

Today all economic indicators seem to be pointing toward a recession and transportation 
infrastructure spending can be a way to generate quick economic activity, as well as to address 
longer-term national needs. Congress needs to focus on bringing important infrastructure 
projects online as soon as possible in order to create domestic jobs, boost the economy, and 
rebuild and increase our passenger and freight rail infrastructure. When we hire people to 
enhance our rail infrastructure it also has a ripple effect on the rail supply industry creating even 
more jobs based here in the United States. 

When we look to near term investment, RSI supports Amtrak’s request for $410 million 
in order to address the railroads immediate capital needs. Amtrak faces significant capital 
challenges and they have not been able to fully fund their capital investment needs in recent 
years. In addition, looking ahead to future long term investments that Amtrak has stated it 
requires, some examples of new equipment needs which would also create jobs for the rail 
supply sector include: 
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• Replacement of 20 AEM-7 DC electric locomotives = $180 million 

• Replacement of 75 baggage cars and 25 diner cars = $300 million 

• 15 new single level sleepers to deal with growing business = $52.5 million 

• Total Cost is around $540 million 

There is no question that part of Amtrak’s locomotive fleet is antiquated because of 
Amtrak’s capital constraints. Unfortunately, there is no retrofit technology available that would 
adequately address these problems on older locomotives. On average, Amtrak’s diesel switcher 
locomotive fleet is 40 years old; the average age of the AEM-7 electric fleet is 25 years old. 
Investment in a new electric locomotive fleet may create energy efficiency with the appropriate 
design strategy. Currently the Acela locomotives are able to use their regenerative braking 
feature to save 8 percent of energy used in their individual trip on the North East Corridor. 

Energy is one of the highest and fastest growing costs facing Amtrak today. Indeed, after 
labor costs, energy and utility costs are its second greatest expense. Amtrak is expected to spend 
almost $360 million for fuel, power and utilities in 2009, or 68 percent of its projected operating 
loss (the amount the federal government subsidizes) for that year or a little more than 12 percent 
of its total operating budget. Simply replacing Amtrak’s antiquated switcher locomotive fleet 
could reduce the fuel consumed by that fleet by 50 percent and significantly reduce Amtrak’s 
operating costs over the long haul. 

While it is good public policy to invest in the most efficient modes of transportation, 
investing in technology development that results in even more efficiency can also be productive. 
Although rail transportation is one of the most energy efficient modes today, substantial 
opportunities for further efficiency improvements remain. Reduced aerodynamic drag, lower 
train weight, regenerative braking, and higher efficiency propulsion systems can make 
significant reductions in energy use and therefore carbon emissions. 

However, without incentives to develop technology such as high tech, fuel efficient 
locomotives for passenger rail, our nation is missing an opportunity to make a mode of 
transportation that we already know is among the most fuel efficient to become even more 
efficient. 

Providing Amtrak with sufficient funds would help to replace equipment that has reached 
the end of its service life and provide new equipment to expand corridor services and 
accommodate growth on existing services. 

Congress should immediately enact H.R. 21 16, the Freight Rail Infrastructure Capacity 
Expansion Act of 2007. This bill would provide a 25-percent tax credit for capacity expanding 
investments and could be used to help pay for the recent mandate to install Positive Train 
Control by December 31, 2015 on all main-line track where intercity passenger railroads and 
commuter railroads operate and where toxic by-inhalation hazardous materials are transported or 
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used to pay for equipping freight railroads with ECP brakes. Arguably, both technologies would 
increase railroad capacity, improve safety and create jobs in the rail and rail supply industries. 

Additional stimulus for rail infrastructure could also be put towards funding for the 
California High Speed Rail proposal. California Proposition 1 A would start the process of 
building the California High-Speed Rail line. This train would run from Sacramento to San 
Diego, taking passengers between northern and southern California much faster than driving. For 
example, travelers could get from LA to San Francisco in less than three hours. The train would 
create 450,000 jobs once finished. It would reduce our dependence on oil by 12,7 million barrels 
a year, eliminate 12 billion pounds of harmful greenhouse gasses, and reduce traffic congestion. 

RSI notes that if our overall national transportation objectives include: 

• energizing our economy 

• significantly reducing our dependence on foreign oil and carbon emissions, 

• reducing congestion on highways and at airports, and 

• improving safety 

then let us design our transportation policy to achieve those outcomes. Robert Puentes of the 
Brookings Institution has suggested that “America’s transportation policy is adrift with no clear 
goals, purpose, or ability to meet today’s challenges”. He suggests that policy makers are too 
focused on highways and transit and have ignored passenger and freight rail which may be part 
of the solution to addressing other key policy issues (such as dependence on foreign oil, 
congestion and climate change). The transportation investments made now will impact future 
transportation, environmental and social investments so we need to start getting these decisions 
right. 

Yet how will we get there? We will need a combination of various creative solutions that are 
outside the appropriations process. For example: 

• Enact H.R. 21 16, the Freight Rail Infrastructure Capacity Expansion Act of 2007; 

• Energy tax credits; 

• Tax credit bonds; 

• Allocations from a cap & trade system; 

• Incentive funding for energy efficient locomotives; '' 

• Economic stimulus funding and; 

• Funding from the next transportation bill by creating more balance in our policy. 

• Or all of the above. 

RSI urges and supports additional investment in our nation’s rail infrastructure both in 
short and long term. Such investment will stimulate our economy by creating more domestic 



581 


jobs. In addition, by putting more freight and passengers on rail, this will ultimately lead to a 
reduction in our Nation’s greenhouse gas emissions, congestion and reliance on foreign oil. 

Thank you for the opportunity to present our views. 


Sincerely, 


Thomas D. Simpson 
Executive Director - Washington 
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sanjuancounty.org 


SAN JUAN COUNTY 

COMMISSION 

Bruce B. Adams - Chairman 
Kenneth Maryboy - Vice-Chairman 
Lynn H. Stevens - Commissioner 
Rick M. Bailey - Administrator 


Testimony of San Juan County Commission 
San Juan County, Utah 
to the 

Transportation and Infrastructure Committee, U.S. House of 
Representatives 
November 14, 2008 

Thank you Chairman Oberstar, Ranking Member Mica, and distinguished 
Members of the Committee for allowing us to provide testimony for the record of 
your October 29, 2008 hearing, "Investing in Infrastructure: The Road to 
Recovery.” San Juan County is the poorest county in Utah, with the poorest 
Indian reservation in the country, the Navajo Nation. We need jobs that improve 
roads, bridges that improve safety, and legislation that improves our ability to . 
access federal program funds for all our county residents, both on and off the 
reservation. 

Most of you probably have never visited San Juan County, Utah, but you know 
us. You know our red rock landscape from the countless movies that have been 
filmed here - movies like “Stagecoach" and “Forest Gump" -- movies that played 
out against the iconic landscape of Monument Valley to create indelible images 
of the American West. You know us from our county residents whom you have 
honored as American Heros - the Navajo Code Talkers - whose valor played 
out against the iconic triumph of good over evil during World War II. You know 
us, and now we ask that you don’t forget us. 

An economic recovery bill, like H.R. 7110, the Job Creation and Unemployment 
Relief Act of 2008 (H.R. 7110), should provide opportunities that rural and tribal 
America can reach. The need for jobs, roads, bridges, and drinking water is 
greatest in and around American Indian reservations. Congress has known this 
ever since 2003, when the U.S. Commission on Civil Rights published “The Quiet 
Crisis, Federal Funding and Unmet Needs in Indian Country" pursuant to Public 
Law 103-419. 

The Report revealed that federal funding of programs intended to assist Native 
Americans at the U.S. Departments of Agriculture, Education, Health and Human 
Services, Housing and Urban Development, Interior, and Justice, “has not been 
sufficient to address the basic and very urgent needs of indigenous people.” 
What, if anything, has been done about that? As County Commissioners, we are 


P.O.Box 9 • 117 South Main street #202 • MonticeBo. Utah 84535-0009 • 435-587-3225 • Fax 435-587-2447 
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stnjggling to provide for our county residents on and off the reservation what the 
federal government refuses to fund. 

San Juan County, Utah, maintains and improves ail of the Indian Reservation 
Roads and bridges within the Utah section of the Navajo Reservation using 
mostly state and local tax revenues. The $325 per mile we receive annually from 
the Bureau of Indian Affairs to take care of 249 miles of roads has not increased 
since we first contracted for the responsibility more than two decades ago. We 
subsidize the federal government every year to try to make the primitive roads 
and bridges on the reservation passable so that Navajo families are not trapped 
by bad weather.and worse policy. 

By stepping into the boots of the federal government, San Juan County, Utah, 
has created a job training program for Native Americans that otherwise does not 
exist within the region. We are especially proud that we provide good paying jobs 
in and around the Navajo reservation, where the annual per capita income is 
$7,269 and the unemployment rate is 42.16%. In recent years, we have seen our 
first generation of Navajo employees - those who first came to work for our Road 
Department thirty years ago and received job training to become heavy 
equipment operators and supervisors - retire with good benefits. With your help, 
we can continue to provide their sons and daughters the same opportunity. 

Unfortunately, like most other communities throughout the country, our state and 
local tax revenues are less this year than last, and we are struggling to maintain 
level funding for our Road Department just to keep labor force working and our 
roads open. Talk of a second economic stimulus package this year provides us 
with hope, but plans for this recovery package to only increase agency program 
Rinds for Highways and Bridges concerns us. Federal highway program funds 
are delegated to state departments of transportation, and are generally beyond 
the reach of communities like ours -- communities in and around Indian 
reservations. The strings that are attached with the Federal Highway 
Administration funds are overly burdensome and cost prohibitive in 
many cases. 

There are two reasons San Juan County, Utah, other rural and tribal 
communities will not receive the same benefit from program funds as urban and 
suburban communities. First, we do not have the population numbers to compete 
for infrastructure program funds. Second, transportation project priority lists are 
based upon criteria that projects in the neediest communities have great difficulty 
fulfilling, so the least resourced communities continue to receive the least 
resources. 

A plan to help those in need is only as good as the neediest it helps. 

San Juan County, Utah, respectfully requests that this Committee consider a 
funding package that will reach communities like ours across the country. San 
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Juan County, Utah, specifically needs a direct infusion of federal dollars to 
ensure that we can keep providing jobs and services to our constituents who live 
on reservations. We recommend a set aside for counties that have over 50% 
Native American population and are providing road maintenance services on an 
Indian reservation. 

We have several projects, both on the reservation and off, that are already 
engineered and could be ready to go very quickly if federal monies are made 
available. These would include, on the reservation; 

West Hatch Trading Post Road 
Navajo Route 35 Overlay Phase II 
Oljeto Road Overlay Phase I 
Bluff Walking Bridge 
and off the reservation: 

Lisbon Valley Road Phase IV 

Thank you for considering the needs of our community. We invite you to visit San 
Juan County, Utah, to hold a field hearing within the Utah section of the Navajo 
reservation to see for yourself how the federal agencies are failing to meet the 
unmet needs of Indian Country. We look forward to working with you on this and 
other legislation, and offer our unique experience as San Juan County 
Commissioners as a resource for your Committee. 
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October 29, 2008 


The Honorable James Oberstar 
Chair, House Committee on 
Transportation and Infrastructure 
2365 Rayburn House Office Building 
Washington D.C 20515 


Passenger Rail Coalition 

wwms4pm.offf 

fiflabamc 

Arizona 

Californh 

ITie Honwable Corrine Brown Connecricut 

Chair, House Subcommittee on Railroads, Detawsre 

Pipelines and Hazardous Materials 

2336 Rayburn House Office Building Gearda 

Washington D.C. 20515 


Ttie Honorable John Mica 
Ranking Member, House Committee on 
Transportation arid Infrastructure 
2313 Rayburn House Office Building 
Washington D.C. 20515 


ITie Honorable Bill Shuster 
Ranking Member, House Subcommittee on 
Railroads, Pipelines and Hazardous 
Materials 

204 Cannon House Office Building 
Washington D.C. 20515 


Loukima 

Maifie 

Moiylmd 

MGssacfiuse^ts 

Michigan 


Minnesota 


Dear Chairman Oberstar, Chairwoman Brown, and Ranking Members Mica and Shuster: Mississippi 

Missouri 

The States for Passenger Rail Coalition is extremely appreciative of your efforts to NewJemy 

include capital funding for state rail projects In the House economic stimulus' bill for New York 

consideration by Congress and the President later this fail. With funds provided in Nevada 

this bill, the states are prepared to make long-term improvements to the system and NortfiCaroBna 

to create good paying jobs for our citizens, so many of whom are in need. ohb 


The House-passed bill, HR-7110, provides $500 million for Amtrak capital projects. 
We want to say emphatically that the states can also put projects on the ground in 
the time frame dictated in this legislation, assuring the much needed stimulation of 
our economy. 

Please recall the recent, over-subscribed program in which the Federal Railroad 
Administration granted $30 million to match local investments in rail capacity 
enhancement projects across the country. Fifteen planning and construction grants 
were awarded, with considerably more projects waiting in the wings to be funded. 
These projects will reduce delays, expand capacity on existing Intercity passenger rail 
routes, and help establish new service where none exists today. 

We realize how small the window of opportunity for funding these rail projects could 
be. Therefore, we urge you to support our request for inclusion of 100 percent 
federal funding for intercity passenger rail capital grants to states in the upcoming 
Stimulus II bill. 


Okiahotm 
Penmyivanih} 
SaiitiiCarolim 
Tennessee 
Vermont 
Virginia 
Washington 
Wiscomin 
Califomki 
CapHol 
Carridof 
Nonhm 
New England 
PossengerRail 
Authority 
Sautimn Papid 
(ioil Trornit 
Commission 


address: 'dickfts for Passenger Raii Coaiition cro WiSuOf P.QslroQds. andhio/bon S^tion P. 0. Bok y9i4 •Viadhon. Ws Sfo0'ry9i4 
voice: fas: fV^--267-i^67 
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States Pr 



Passenger Rail Coalition 

mms 4 p!x:.of^ 


The States for Passenger Rail Coalition stands ready to assist you in any way 
possible. We thank you so much for your time and attention to our needs. 

Sincerely, 


Frank J. Busalacchl 

Chair, States of Passenger Rail Coalition 
Secretary, Wisconsin Department of Transportation 
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Conmhsior) 



587 


JohnA.DeVierno 

Attom^ at Law 

1 100 CONNECTICUT AVENUE, N.W., SUITE 800 
WASHINGTON, D.C. 20036 


Direct Dial; 202 974-6801 
Facsimite:202B74-6803 
MoMe; 202 744-6898 

October 31, 2008 

The Honorable Janies L. Oberste, Chairman 
Committee on Transportation and Inftastructure 
United Stales House of Representatives 
Washington, D.C. 20515 

Dear Mr. Chairman: 


Enclosed for inclusion in the record of the Committee’s hearing of October 29 is the statement of 
the transportation departments of Idaho, Montana, North Dakota, South Dakota, and Wyoming. 


Respectfully submitted. 



John A. DeViemo 

Counsel to Transportation Departments of 
Idaho, Montana, North Dakota, 

South Dakota, and Wyoming 


Enclosure 
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Comments of the Transportation D«fartmenfe of 
Idaho, Montana, North Dakota, South Dakota, and Wyoming 

SxibmittedtotlK 


Cominittee on Transportation and Mrastructnre 
United States House of Representatives 

Regarding 

Transportation Investment and Economic Recovery 
October 31, 2008 


The transportation departments of Idaho, Montana, North Dakota, South Dakota, and 
Wyoming {“we” or “out”) respectfully submit these joint comments to the Committee on 
Trarsportation and Infiastructure and ask that they be included in the record of the 
Committee’s hearing of October 29, 2008, regarding transportation investment and 
economic recovery. 

We commend the Committee for its attention to this important issue. We are in broad 
agreement 'wifli flie testimony submitted by AASHTO to the Committee for flie October 
29 hearing. We agree that transportation infrastructure investments have many economic 
benefits, long term as well as short term. Beyond that, we emphasize a few points. 

• We support prompt enactment of legislation providing transportation 
infrastructure funding to aid economic ret»veiy. 

• We support a 100% Federal share for these investments as called for in H.R. 
7110. 

• We support a strong hi^way investment in recovery legislation; the $ 12.8 
billion level included in H.R. 7110 is commendable, but we would support an 
even larger level. ‘ 

• We support that these funds would come from the General Fund of the 
Treasury, as in HJR.. 7110, not from the sorely pressed Highway Trust Fund. 

• We support the distribution of these economic recovery highway funds 
pursuant to a regular formula, as per H.R. 71 10. 

• We intend to put any such funds to work as promptly as we can. States 
actually do not need encotiragement or requirements to put these fimds to use 
as quickly as possible. We think it important that the wording of tiie 
legislation show sensitivity to the circumstances of cold weather states that 
may not be able to undertake highway work m the winter. We think that the 
wording in H.R. 71 10 is sensitive to that, allowing 180 days for obligation. 
We could lave concerns witti more restrictive wording or any other 
requirements being imposed on the funds beyond those in H.R. 7110. 
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• We sifport AASHTO’s recommendation tiiat this legislation also repeal the 
rescission of highway contract aufliority scheduled for 2009. Those 
rescissions, if not preveiite4 wili make it harder for states to effectively 
implement hi^my programs and impede a sustained recovery and economic 
growth. 

• We would support addition of language to the legislation directing USDOT to 
be expeditious in and to give priority to completing any reviews or 
administrative approvals associated with proposals by states to utffize this 
fimding- 

The transportation departments of Idaho, Montana, North Dakota, Sonfli Dakota, and 
Wyoming thank the Committee for its consideration of these comments. 


t ^ ^ ^ 4: 


2 
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Written Testimony for the Record 
By: JR Harding, Ed.D 

Access to transportation and public rights-of-way are critical to ensuring the full 
integration of people with disabilities into the economic mainstream and in completing 
the vision of the Americans with Disabilities Act of 1990. Such access is a key to 
ensuring that people with disabilities have the ability to get from home to work and to 
places of enjoyment just as anyone without a disability does. Too often, man made 
barriers stand in the way of allowing people with disabilities the freedom to go where 
they need. 

Individuals who are transportation disadvantaged, as defined by the state of Florida 
include: Those persons who because of physical or mental disability, income status, or 
age are unable to transport themselves or purchase transportation and are, therefore, 
dependent on others to obtain access to health care, employment, education, shopping, 
social activities, or other life-sustaining activities or children who are handicapped or 
high-risk or at-risk as defined in s. 41 1.202, Florida Statutes.” (Chapter 427, Florida 
Statutes) 

A national study conducted by the U.S. Bureau of Transportation Statistics in 2002 found 
that 6 million people with disabilities have difficulties obtaining the transportation they 
need. Moreover, the state of Florida was unable to provide or facilitate mobility for 
2,000,000 TD trips during the 2007 calendar year. Research in 2000 by the Harris Poll 
showed that nearly one-third of people with disabilities report having inadequate access 
to transportation, which in turn, prohibits individuals from working, getting back and 
forth from the doctor, and otherwise self-sufficiency within the community. 

Several reports and pending legislation support this contention. Together they form a 
blueprint of activities that, if completed, will help move the country forward toward the 
vision that Congress and the President had in 1990 during the passage of the Americans 
with Disabilities Act. 

Perhaps the most comprehensive report is one completed in September 2007 by the 
Government Accountability Office entitled, “Transportation Accessibility - Lack of Data 
and Limited Enforcement Options Limit Federal Oversight”. This report detailed the 
importance of access to transportation and public rights-of-way and spelled out several 
recommendations to Federal agencies. These included: 

• improving the availability of data on ADA compliance 

• improving the Federal Railroad Administration’s ability to oversee Amtrak's 
progress in implementing the ADA through reporting on the accessibility of its 
stations 

• developing and disseminating guidance for creating and updating transition plans 
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Another report by the National Council on Disability in July 2007 entitled, “The Impact 
of the Americans with Disabilities Act: Assessing the Progress Toward Achieving the 
Goals of the ADA” showed that: 

• public transit systems have made significant progress in becoming more 
accessible, especially to wheelchair users but private transportation companies lag 
behind 

• people in rural areas continue to be underserved by public transportation 

• a significant number of curb ramps have been installed and sidewalks have been 
made more accessible in some areas, but full access to public rights-of-way lags 
behind that of other facilities and there are no regulations for public rights-of-way 
access 

The National Council also issued a report in June 2005 titled, “The Current State of 
Transportation for People with Disabilities in the United States” which supports 
contention that more needs to be done. NCD's 2005 transportation report found that: 

• many transit agencies fail to announce bus stops 

• problems persist with the maintenance of accessibility equipment, such as bus lifts 

• wheelchair and scooter securement are too often inadequate 

• the ADA’s limited key station requirement has meant that some of the large, old 
East Coast rail systems have few accessible stations 

• some rail systems fail to maintain elevators in working order and fail to inform 
riders when elevators are out of service 

• the gap between trains and platforms still impose barriers 

• the lack of enforceable standards for public rights-of-way remains a significant 
problem 

Additionally, there are several pending bills in Congress which address transportation 
and public rights-of-way accessibility. One is H.R. 6003, the Passenger Rail Investment 
and Improvement Act of 2008, Section 21 1 of the bill would require Amtrak to evaluate 
the improvements necessary to make the stations that it serves accessible to individuals 
with disabilities by the 2010 statutory deadline for station accessibility under the ADA. 

Another bill, H.R. 5734, the Pedestrian Safety Enhancement Act of 2008, directs the 
Secretary of Transportation to conduct a study aimed at “quiet” cars and their effects on 
the ability of people who are blind to travel safely and independently in urban, rural, and 
residential environments. 

Yet another bill, S. 2686, the Complete Streets Act of 2008, would promote the design of 
streets that are safe for all of those using the street including motorists, bus riders, 
bicyclists, and pedestrians, including people with disabilities. 

Many cities are improving their infrastructure for people with disabilities through 
voluntary efforts. In 2002, the city of Los Angeles concluded its ADA transition plan 
and had installed over 22,500 curb ramps. In the few years, Memphis, Tennessee had 
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installed over 3,000 curb ramps and was committed to installing 1,000 curb ramps a year 
for the foreseeable future. Culver City, California had ramped 96 percent of its curbs by 
2003, 

However, not all cities and localities achieve accessibility through voluntary means. In 
New York City the city was sued because, by 1994, the city had not installed curb ramps 
at two-thirds of its street comers, and had no transition plan in place. When the City 
finally issued a transition plan five months after suit, the plan did not contain a schedule 
for ramping its 106,000 street comers without curb ramps. In September 2002, the city 
agreed to a settlement to commit approximately $2 1 8 million to make all of its 1 58,738 
street comers accessible to wheelchair users. 

The City of Chicago was sued over inaccessible curb ramps in 2005. The City of 
Sacramento, California, was sued over inaccessible sidewalks and curb ramps and 
reached a settlement in 2004 requiring the city to spend 20 percent of its annual 
transportation funds on sidewalks and curb ramps for up to 30 years. The City and 
County of Honolulu were sued twice for failing to timely implement their transition plan 
for installing curb ramps, finally agreeing in 2001 to install 7,600 ramps by 2007. 

An administrative decision against the Maryland State Highway Administration found 
that it was in violation of the ADA for failure to provide accessible pedestrian signals for 
blind pedestrians. And, an agreement on making roundabout intersections safe for 
pedestrians by allowing them to push a button to activate a light, stop traffic, and emit a 
chirping sound has been reached between the Oakland County, Michigan road 
commission and an attorney for three blind individuals. 

Although there are indications that accessibility is improving, the extent of compliance 
with the ADA's requirements for surface transportation and public rights-of-way is 
unknown because, except for public transit, little reliable information is available. Where 
information is available it shows that progress has been made; transit agencies report that 
the percent of accessible transit buses in urban areas increased from 36 percent in 1989 to 
97 percent in 2005 as new, accessible vehicles replaced older ones but, all communities 
do not have transit systems, thus leaving people transportation disadvantaged. 

However, problems persist in compliance with other ADA requirements, such as 
maintaining lifts and ramps and announcing transit stops. For compliance in public 
rights-of-way and other transportation modes, less is known. But we know that based on 
the above mentioned lawsuits, decisions, and city reports that many compliance gaps 
remain which pose significant problems to transportation for people with disabilities. 

Greater investment in our urban and rural infrastructure that enhances mobility for the 
transportation disadvantaged community will result in greater freedom, greater 
independence, and more economic activity for all Americans. Future appropriations in 
our infrastructure will serve all Americans better when the universal approach to mobility 
is articulated and funded. Through this investment, we will free millions of Americans 
currently mobility disadvantaged because of the lack of ramps, sidewalks, buses, and 
related transit vehicles. Florida State University, in the spring of 2008, completed the first 
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ever return on investment study for dollars flowing through the transportation 
disadvantaged coordinated system. For every dollar the state and local folks invested to 
provide mobility for those who are transportation disadvantaged, there was a very 
conservative investment of $8.35 return. In the aggregate, Florida’s $360 million annual 
investment returns exceeded $3 billion. 

During our current economic downturn, the need for economic growth is greater than 
ever. Investing in our infrastructure and the mobility of our nation’s transportation 
disadvantaged is a proven return. This investment immediately addresses the underserved 
population, but also serves the mainstream needs at the same time. 

If you have any questions or concerns regarding this testimony, please do not hesitate to 
reach out. 

Respectfully, 

JR Harding Ed.D 

Chairman of the Transportation disadvantaged Commission, State of Florida 
Email; irfsu@comcast.net 
Phone: (850) 510-4628 
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State of North Carolina 

Turnpike Authority 

Michael F. Easley T578Ma!lServiceCenter,Raleioh,n.c. 27699-1578 David W.Joyner 

Governor Executive Director 


October 28, 2008 


The Honorable James L. Oberstar, Chairman 
House Committee on Transportation and Infrastructure 
Rayburn House Office Building 
Room 2166 

Washington, D.C. 20510 

Re: Hearing on 'Investing In Infrastructure, The Road to Recovery,” October 29, 2008 

Dear Chairman Oberstar: 

I am submitting this letter for the record of the Hearing on "Investing In Infrastructure, The Road to Recovery" 
being held Committee on Transportation and Infrastructure of the United States House of Representatives on 
October 29, 2008, As Executive Director of the North Carolina T urnpike Authority (NCTA), I wish to express 
my strong support for the U.S. Department of Transportation (USDOT) program implementing the 
Transportation Infrastructure Finance and Innovation Act, known as TIFIA. Since its inception in 1998, TIFIA 
has provided $4.8 billion in credit assistance to 15 projects representing almost $18.6 billion in infrastructure 
investment. 

The budget authority required to pay for the cost of this credit assistance (similar to a private bank's loan 
resen/es) has amounted to only $369 million in direct cost to the Federal Government. In other words, TIFIA 
assistance has leveraged more than 50 times its value in dollars invested in Infrastructure. 

Currently, TIFIA has a pipeline of projects seeking approximately $5 billion in credit assistance that would 
require at least $350 million in budget authority. We strongly urge the Congress to consider an expansion of 
the TIFIA program, either separately or as part of the next economic stimulus package. Stimulus proposals 
using traditional grant funding have their place, but planning, environmental, and design requirements mean 
that the beneficial effects of such measures often come long after the stimulus funds are made available. By 
providing an immediate increase in budget authority for the TIFIA program, the Congress can advance to 
financial closing projects that are ready now to commence construction. 

By way of background, the NCTA was created in 2002 by the North Carolina General Assembly in response 
to concerns about rapid growth, soaring construction costs, heavy congestion and dwindling resources. The 
NCTA is authorized to study, plan, develop, construct, operate and maintain up to nine projects throughout 
the State. In pursuing its mission, the NCTA has initiated an ambitious program of toll roads and public 
private partnerships to improve transportation and reduce congestion for the people of North Carolina, and 
enhance mobility for motorists through and to our State. The NCTA program has allowed North Carolina to 
pursue projects that would have been impossible to consider given the limited resources available to the 
North Carolina Department of Transportation (NCDOT) using traditional sources of state and Federal funds. 

NCTA has found the TIFIA program and staff to be supportive partners in its efforts to advance the financing 
of our projects. These loans not only provide much needed capital, but by being more willing to lend at a 
favorable interest rate, the TIFIA program allows us to secure private capital at an affordable price which 
allows us to complete our plan of finance. Without this significant boost, some of our most Important projects 
simply would not be built Again, TIFIA credit support will produce imrrtediate economic benefits and leverage 
far fewer public dollars than any other use of Federal funds. 


North Carolina Turnpike Authority 

TELEPHONE: 919-571-3000 FAX: 9I9-57I-30IS 
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By providing additional funding for the TIFIA Program and making a few procedural changes, Congress can 
support the construction of large public works projects in North Carolina and other states. Moreover, in doing 
so, it will strengthen equity markets by providing for secure, long term investments that are good for our 
economy. 

Unlike stimulus projects that require a large infusion of grant money, TIFIA, an already existing transportation 
Federal credit program, combines Federal loans, some public funds, and private equity. This blend of public 
and private dollars lets the Federal government use its leverage to construct large public transportation 
projects with a minimum of budget authority. Because the TIFIA program is designed to provide credit 
assistance to the extent that private lenders and equity investors are willing to participate, TIFIA continues to 
work in a tight credit market. With only a few changes TIFIA funding could become even more attractive to 
private investors, resulting in even more transportation projects at a lower cost to State and Federal 
transportation agencies. 

In the past. Congress has rescinded or reprogrammed the funds it originally made available for the TIFIA 
program due to the perception that such funds could not be obligated. However, the program is now 
oversubscribed and is more than able to make kill use of the funds provided. Just by restoring the 
programmatic funding levels that have been provided to the TIFIA program in the past. Congress can take an 
important step to achieving the benefits outlined in this letter. 

Recently, USDOT approved the $1 ,252 million Triangle Expressway Project tor a $413 million TIFIA loan. 

This critical project which services the high-tech Research triangle Park will help bring thousands of jobs to 
our state and significantly bolster our economy. We understand that the "subsidy rate," that is the amount 
that FHWA will have to obligate in order to cover the cost of the loan to the Federal government, should have 
been only $ 30 million. However, because so little budget authority remains available in this program, 

USDOT has, for the first time, required borrowers to pay a substantial portion of this subsidy cost so that 
precious TIFIA funds can remain available for additional projects. 

We acknowledge that USDOT has the legal authority to require borrower support, and, in spite of the adverse 
consequences for our financial plan for this project, we understand why they felt that this action was 
necessary. However, given the enormous public benefits of the TIFIA program for North Carolina and many 
other states, we think it a shame that USDOT is forced into this difficult position. Rather than curtailing the 
program, having to choose between winners and losers, and making it more expensive for those few projects 
that are able to obtain credit assistance, USDOT should be able to extend TIFIA credit assistance to as many 
states as meet the qualifying criteria. 

Again, we urge the Congress to expand and improve this important program to help provide an enormous 
economic stimulus to our ailing economy and meet our states' immediate infrastructure needs. We 
appreciate the Committee’s consideration of this urgent request. 



cc; The Honorable John Mica 

The Honorable Peter A, DeFazio 
The Honorable Heath Schuler 
The Honorable Howard Coble 
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TESTIMONY 

By 

THE WATER INFRASTRUCTURE NETWORK 

(WIN) 

BEFORE 

THE HOUSE 
TRANSPORTATION 

and 

INFRASTRUCTURE COMMITTEE 


“Investing in Infrastructure: The Road to Recovery” 


October 29, 2008 
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Introduction 


The Water Infrastructure Network (WIN) would like to 
commend the Committee on the timeliness of this morning’s 
hearing and register our strong support for the inclusion of $10B 
in a second economic stimulus package for readv-to-go 
wastewater infrastructure projects. As America’s leading 
construction, engineering, labor, conservation, manufacturing and 
municipal organizations, WIN estimates that a targeted investment 
of $10 billion in ready-to-go wastewater infrastructure projects will 
create over 400,000 construction, manufacturing and engineering 
jobs and have an immediate positive impact on our economy. 

The documentation of our nation’s daunting water 
infrastructure needs and the identification of ready-to-go 
wastewater projects are well-established. The Environmental 
Protection Agency, the Government Accountability Office, the 
Congressional Budget Office and WIN have all projected shortfalls 
in clean water infrastructure funding approaching $500 billion over 
the next two decades. This Committee has long recognized our 
nation’s enormous water infrastructure funding needs and in the 
First Session of the 1 10* Congress reported the $14 billion Water 
Quality Financing Act and the $ 1 .8 billion Water Quality 
Investment Act. Both measures were approved by the Full House 
of Representatives with overwhelming bipartisan support. 

With respect to the pool of ready-to-go wastewater projects 
there is also thorough documentation. As Ken Kirk, the Executive 
Director of the National Association of Clean Water Agencies, 
noted in a recent letter to Speaker Pelosi: “NACWA’s own recent 
survey shows that NACWA members alone have identified nearly 
$3 billion in ready-to-go infrastructure projects. Based on these 
responses, NACWA estimates that there are at least $10 billion in 
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ready-to-go projects when extrapolated nationally.” It is important 
to note that a $10 billion investment in ready-to-go wastewater 
infrastructure projects represents only about 2 percent of the 
identified water infrastructure funding need. 

Water Infrastructure Investment and Job Creation 


Investment in water infrastructure is a time proven method 
for creating high quality jobs across multiple sectors of the 
economy. The multiplier affect of water infrastructure investment, 
approximately 47,500 jobs created per billion dollars of federal 
investment, was highlighted in a recent report by Food & Water 
Watch. According to the report, “Clean Waters: Why America 
Needs a Clean Water Trust Fund,” one billion dollars invested in 
federal infrastructure creates 47,500 jobs, $1.3 billion in worker 
income, and prompts about $6.1 billion in overall economic 
activity. Food & Water Watch, a Washington, DC-based 
consumer advocacy organization, urges Congress to include $10 
billion for wastewater infrastructure in the latest Economic 
Stimulus Package. 

America needs the thousands of jobs that investment in 
ready-to-go wastewater projects will create. According to the 
Associated General Contractors of America (AGC), it is estimated 
that $100 billion of new infrastructure projects have been delayed 
due to the tight credit market. The upheaval on Wall Street is 
delaying or stopping projects all over the country. AGC believes 
these delays coupled with construction materials cost inflation 
have resulted in fewer contracts going out to bid and the loss of 
approximately 52,000 construction jobs in recent months. 

The Associated Equipment Distributors (AED) have 
experienced similar economic challenges. The downturn n the 
housing market has led to a general construction slowdown. This 
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has taken a toll on construction contractors and the companies that 
supply them, including equipment distributors. Contractors have 
been reluctant to take advantage of the Economic Stimulus Act’s 
depreciation bonus and Sec. 179 expensing increases to buy new 
equipment when their fleets are sitting idle and their companies 
aren’t profitable. AID posits that infrastructure stimulus 
would give contractors an immediate reason to buy new 
equipment, hire new workers, and, just as importantly, become 
optimistic about the future. 

The Construction Management Association (CMAA) is also 
calling for the inclusion of funding for ready-to-go wastewater 
projects in the Stimulus Package, “because these investments are 
proven to generate jobs, subcontracts, materials purchases and 
many other immediate economic benefits.” CMAA also noted 
the following, “significant advances in Construction Management 
practices and technologies are enabling funds to be spent much 
more efficiently and productively than ever before. As a result, the 
proposed funding will not only yield an immediate economic 
benefit but will be better spent and produce better project outcomes 
than ever before. 

According to Jeffrey New, President of the American Supply 
Association (ASA), “The recent economic downturn has made it 
even more difficult for communities across the country to move 
forward with much-needed infrastructure projects that could be 
started immediately, but they lack the necessary fimding. This in 
turn has threatened the economic viability of a countless number of 
small wholesalers and contractors throughout the country that 
provide products and manpower for these projects. Inclusion of 
these types of ‘ready-to-go’ projects in the stimulus package will 
have an immediate and positive impact on the economy, while also 
providing important environmental and public health benefits to 
our communities.” On behalf of all ASA members, Mr. New urges 
the Committee to “quickly move forward with an economic 
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stimulus package that includes funding for water and wastewater 
infrastructure projects as soon as possible.” 

The jobs created through infrastructure investment will 
benefit communities of every size in every region of the country. 

It is important to note that historically, a full 64 percent of State 
Revolving Fund loans have gone to communities of fewer than 
10,000 residents. 

Readv-To-Go Wastewater Projects 

There are billions of dollars in ready-to-go wastewater 
projects, projects that can be found in every state and nearly every 
Congressional District. As Steve Sandherr of AGC noted in the 
Washington Post on October 21, 2008, there are “more than 3,000 
road and other projects, including wastewater infrastructure 
projects, that could put people to work immediately with an 
injection of nearly $30 billion. All the regulatory compliances 
have taken place, they’re just sitting on a shelf waiting for the state 
to put them to bid.” 

Testimony before the Water Resources and Environment 
Subcommittee by Kurt Soderberg, Executive Director of the 
Western Lake Superior Sanitary District provides further insight 
into the enormous volume of ready-to-go wastewater projects. Mr. 
Soderberg noted, “Minnesota takes maximum advantage of the 
SRF capitalization. Minnesota makes loans of about $100 
million annually, but still has an active list of another $200 
million in unmet needs per year.” 


Conclusion 
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Including $10 billion for ready-to-go wastewater 
infrastructure projects in the next Stimulus Package will create 
hundreds of thousands of new jobs in the short term, enhance 
America’s competitiveness in the future and dramatically 
improve water quality. The fifty two construction, 
engineering, labor, conservation, manufacturing and 
municipal organizations that comprise WIN are committed to 
working with the Transportation and Infrastructure 
Committee to secure timely investments in ready-to-go 
wastewater projects. 

WIN Members 


• National Association of Clean Water Agencies 

• Associated General Contractors of America 

• American Society of Civil Engineers 

• American Public Works Association 

• American Council of Engineering Companies 

• International Union of Operating Engineers 

• Natural Resources Defense Council 

• Water Environment Federation 

• Western Coalition of Arid States 

• Laborers International of North America 


• American Rivers 
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American Sportfishing Association 

Rural Community Assistance Partnership 

Association of California Water Agencies 

American Supply Association 

Theodore Roosevelt Conservation Partnership 

United Brotherhood of Carpenters 

Design Build Institute of America 

Associated Equipment Distributors 

Food and Water Watch 

National Construction Alliance 

Clean Water Action 

Clean Water^Construction Coalition 

Construction Management Association of America 

Association of Equipment Manufacturers 

Trout Unlimited 

Vinyl Institute 


Uni-Bell PVC Pipe Association 
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• Portland Cement Association 

• Ducks Unlimited 

• California Association of Sanitation Agencies 
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WATER RESOURCES COAUTION 


STATEMENT OF 

THE WATER RESOURCES COALITION 
TO THE 

COMMITTEE ON TRANSPORTATION AND INFRASTRUCTURE 
U.S. HOUSE OF REPRESENTATIVES 

FOR A HEARING ON 

INFRASTRUCTURE INVESTMENT: THE ROAD TO RECOVERY 
OCTOBER 29, 2008 


Mr. Chairman, Ranking Member Mica, and members of the Committee, the Water Resources 
Coalition is submitting this statement for inclusion in the record of your October 29, 2008 
hearing on how infrastructure investment will lead our economy down the road to recovery. 

The Water Resources Coalition was established in 2007 to promote the development, 
implementation and funding of a comprehensive national water resources policy. With member 
organizations representing state and local governments; conservation, engineering, and 
construction; ports, waterways, and transportation services, the Coalition works to ensure that a 
comprehensive, national water resources policy is developed, implemented, and funded to 
provide a sustainable, productive economy; healthy aquatic ecology; and public health and 
safety. Because of the breadth of the Coalition’s membership, many of our members have 
extensive experience with various types of federal. State, and local water resources projects 
ranging from water supply to environmental re.storation, to storm damage reduction and 
navigation. At the federal level, each of us works closely with both the Corps of Engineers and 
the Bureau of Reclamation. 


improve, prevent, save 

wvvw.waterresourcescoalitioii.org 

ASCE AGC 


101 Constitution Ave.. NW 
Ste. 375 East 


23(K) Wilson Boulevtird 
Suite 400 


Washington. DC 2000! Arlington. VA 22201 

2()2-7S9-7H50 (ASCE) 703-837-5,325 (AGO 
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The Coalition urges this Committee to recommend to the full House economic stimulus 
activities, such as infrastructure investment, that would have an immediate positive impact on 
economic activity. We urge the Congress to include substantial investment, at least $5 
billion, in water resources as part of any package. 

State of the Economy 

The recent financial crisis has also hampered the ability of state and local governments and 
public agencies to borrow short term, delaying or eliminating various infrastructure improvement 
projects. At the state and local level, budgets have declined significantly because of the decline 
in home values, resulting in lower property tax collections. The recent financial crisis has also 
hampered the ability of state and local governments and public agencies to borrow short term, 
delaying or eliminating various infrastructure improvement projects. According to Municipal 
Market Advisors, a consulting firm that specializes in municipal bonds, $100 billion of new 
infrastructure projects have been delayed because of the constricted credit markets. 

The continued lack of substantial investment in our nation's infrastructure is reflected in 
increasing nationwide unemployment numbers. Heavy and civil engineering construction 
employment peaked in June 2007 and has steadily decreased over the past 16 months. There was 
more than a 5 percent decrease in these jobs over that period, which equates to 52,000 
construction employees now out of work. This worrisome trend should be stopped now. 

An infusion of federal infrastructure funding would have a direct stimulus effect by putting more 
contractors and their employees back to work and many leading economists agree that 
infrastructure investment does have a powerful stimulating effect on the U.S. economy. 

Water Resources Development 

The Corps of Engineers operates and maintains 240 locks at 195 locations along 12,000 miles of 
inland waterways. The average lock on these waterways is 53 years old — past the 50-year 
service life. It costs on average about $600 million to replace a lock. If we were to replace just 
half of the 240 locks that are known to be beyond their design life, we would need to spend $72 
billion. Simply to rehabilitate the other half of the system would cost another $30 billion. That’s 
more than $100 billion just to bring our antiquated waterways into the 21* century. At the annual 
rate of spending of $180 million in the administration’s budget proposal for FY 2009, it would 
take the Corps 20 years simply to fund all the inland waterways projects authorized in WRDA 
2007. 

We estimate that $5 billion invested in water resource projects would create over 140,000 new 
jobs. Of this total, almost 40,000 would be new private sector jobs with average salaries ranging 
from $38,000 to $42,500. Over 100,000 additional new jobs would be created in industries 
supplying the water resource projects funded by the stimulus and the goods ttnd services needed 
by the workers and their families. 
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Both the U.S. Army Corps of Engineers and Bureau of Reclamation have construction and 
operations and maintenance backlogs for which additional funding would create immediate 
employment opportunities. While the time it would take to ramp up would vary depending on 
the project, the good news is that the stimulus would continue for several years, particularly for a 
very large construction project. However, expenditure.s — and thus, job creation — for on-going 
and smaller projects, including dredging and operations and maintenance work, would be higher 
up front. In the case of on-going projects, contractors are already mobilized and performing 
work, but the amount of work they can perform is limited by available funds. With additional 
funding, contractors could hire more workers immediately and complete the project more 
quickly 

There are several other important benefits to stimulus funds for water resources projects 
identified by the Corps of Engineers. Such funding would: 

• Substantially reduce the backlog of critical maintenance and repairs at approximately 360 
multiple purpose flood control, hydropower, recreation, water supply, and navigation 
projects, 

• Repair several high risk dam safety projects. 

• Rehabilitate and upgrade hydropower plants to achieve an industry standard 98 percent 
availability, 

• Recapitalize the oldest and most at-risk projects on our inland waterways system. 

• Fully dredge to authorized depth the nation's 296 highest use, deep draft, commercial ports. 

• Fully dredge our inland waterways to authorized depth and width. 

• Repair and upgrade critical coastal protection projects that serve as defense to key population 
centers. 

The nation’s Marine Transportation System contributes 30 percent of the nation’s Gross 
Domestic Product through the movement of petroleum, coal, and other energy products to power 
plants and consumers and through the export of agricultural and other products to global trade 
partners improving the nation's balance of trade. Approximately 2.6 billion tons, or 94 percent, 
of the nation’s commercial import and export commerce, valued at over $620 billion, is moved 
on the channels and waterways. Failure to maintain channels creates a drag on the economy and 
may slow economic growth. Additional investment in our nation’s waterways would be used to 
improve channel availability of our coastal ports from 32 percent to 95 percent, and would 
improve inland waterway lock and channel reliability and availability by reducing lock closures 
due to mechanical failures from 27,000 hours to 10,000 hours per year. 

Finally, investment in this sector will greatly expedite the construction of critical environmental 
projects, completing projects sooner, returning critical ecosystems to a more natural state. 
Projects producing beneficial impacts on more than I million acres could be expedited. Of these 
outputs, approximately 90 percent are nationally significant and would contribute greatly to 
long-term environmental sustainability. 
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The Harbor Maintenance Trust Fund 

The current state of the nation’s ports and harbors requires a significantly larger increase in 
spending. Accordingly, we remain concerned about the current balance in the Harbor 
Maintenance Trust Fund (HMTF). As of September 30, 2006, the balance in the HMTF was 
$3,306 billion, an increase of $523 million (18.8 percent) over the FY 2005 year-end balance, 
even after all fund transfers to the Corps. The balance in the HMTF increased to $3,749 billion 
in FY 2007 and to an estimated $4,728 billion in FY 2008. Revenues have substantially 
exceeded transfers to the Corps for a number of years despite the demonstrated need for harbor 
improvements. 

As Congress considers additional opportunities to invest in water resources spending to stimulate 
the economy, the surplus in the HMTF should not be overlooked as an immediate source of 
revenue to fund these critical projects. Furthermore, as Congress looks towards long-term 
investment, the Coalition strongly recommends enactment of legislation setting the obligation 
authority each year equal to projected prior-year revenues collected in the HMTF. 

Economic Stimulus Legislation 

The Water Resources Coalition greatly appreciates the action taken by the House in September 
in passing H.R. 7110, which would provide additional supplemental appropriations for a number 
of major federal construction programs to stimulate economic recovery through infrastructure 
investment and direct and indirect job creation. That bill would provide almost $5.5 billion in 
additional water resources investment, including $5 billion for the U.S. Army Corps of Engineers 
and $426 million for the Bureau of Reclamation. The Coalition strongly supports this additional 
investment and urge.s the Congress to reconsider this or other similar legislation as soon as 
possible in the upcoming weeks. 

Thank you for this opportunity to comment. The Water Resources Coalition looks forward to 
working with the Committee on this critical issue. 
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WATERWAYS 

COUNCIL, INC. 


October 28, 2008 

The Honorable James L. Oberstar The Honorable John L. Mica 

Chairman Ranking Member 

Committee on Transportation Committee on Transportation 

and Infrastructure and Infrastructure 

United States House of Representatives United States House of Representatives 

Washington, DC 20505-6256 Washington, DC 20505-6256 

Dear Chairman Oberstar and Ranking Member Mica; 

Thank you for providing Waterways Council, Inc. (WCI) with the opportunity to submit 
testimony as a part of the Committee’s consideration of “Investing in Infrastructure: The Road to 
Recovery” on the contribution that investment in the inland waterways transportation system can 
make to job creation and economic recovery. WCI is the national public policy organization that 
advocates for a properly funded and well-maintained system of inland waterways and ports. Our 
diverse members include waterways carriers, shippers, agricultural interests, port authorities, 
trade unions, shipping associations and waterways advocacy groups from all regions of the 
country. 

Because of our natural geographic bounty as well as the special foresi^t and enlightened 
investment decisions made by generations who preceded us, our Nation is blessed today with the 
world’s preeminent inland waterways transportation system. The system is made up of 
approximately 12,000 miles of commercially active inland and intracoastal waterways. Of this 
total, nearly 1 1,000 miles comprise the “fuel-taxed portion” of the system, on which commercial 
operators pay a diesel fuel tax that is deposited into the Inland Waterways Trust Fund. This tax 
pays for half of the cost of new construction and major rehabilitation of the system’s 
infrastmeture. 

According to the Araiy Corps of Engineers, that infrastructure includes 257 navigation 
lock chambers at 212 sites that are owned and operated by the Federal government. The locks 
and accompanying dams allow users of all types, commercial and recreational, to stair-step their 
way through the system while being assured that the depths that those users require will be 
available. These locks and dams require constant attention and financial support, both in terms 
of Operation and Maintenance funding to keep them reliably available to users throughout the 
year, as well as modernization funding, where economically justified, to improve the system’s 
efficiency and add to the Nation’s economic well-being and standard of living. 

Our inland waterways system is a valuable resource, critically important to the Nation’s 
economy. Hundreds of millions of tons of domestic commerce valued at $300 billion annually 
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are transported on the system. Because barges are so well suited for the movement of large 
quantities of bulk materials - like grain, coal, petroleum, chemicals, iron ore, steel and building 
materials - Americans are able to realize tremendous savings in transportation costs, fuel 
consumption, air emissions, traffic congestion, and safety from waterborne barge transportation. 
The transportation cost savings alone have been estimated to exceed $7 billion annually 
compared with the cost of shipping this tonnage by alternative modes. 

Congress and the Administration recognize the importance of the inland waterways 
transportation system and the need to sustain and increase the reliability of this system, now and 
for our future. In its FY2009 budget request, the Administration asked Congress to fund 14 
inland waterway system lock and dam modernization projects, including major rehabilitation 
projects, throughout the Nation. In the individual FY2009 Energy and Water Development 
Appropriations bills that were approved by the House and Senate Appropriations Committees, 
but were not considered on the floor of either chamber prior to the pre-election recess, funding 
for all of the Administration-requested lock and dam modernization projects was supported by 
either the House or Senate Appropriations Committees. Two additional modernization projects 
were added in one or the other Committee marks, bringing the total of Congressionally- 
supported lock and dam modernization projects to 16. 

Given the purpose of today’s hearing and the goal of job creation and economic recovery, 
based on preliminary information, WCI estimates that these 16 lock and dam modernization 
projects could productively and quickly (perhaps as soon as within 90 days of date of enactment) 
use approximately $1-$1.5 billion to expedite job-creating construction work associated with the 
projects. Because the current balance in the Inland Waterways Trust Fund (fWTF) and expected 
near-term diesel tax revenues are not sufficient to support the full needed $1-$1.5 billion 
spending level under the current cost-sharing requirements, WCI urges Congress to transfer 
$500- $750 million from the general fund into the IWTF to support this $1-$1.5 billion lock and 
dam construction funding need, the full amount of which should be made available for these 
important modernization projects in the economic stimulus bill currently under consideration in 
the Congress. Alternatively, the full $1-$1.5 billion amount of funding needed for lock and dam 
modernization should be provided in the economic stimulus bill at full Federal expense to 
expedite this important inland navigation system job-creating work. This approach would be 
similar to the step taken a little more than a month ago when the balance in the Highway Trust 
Fund experienced a shortfall and Congress solved the problem by transferring $8 billion from the 
general fund into the Highway Trust Fund for road and bridge projects, 

In addition to the $1-$1.5 billion for lock and dam construction and modernization 
discussed above, WCI urges Congress to appropriate an additional $500 million in the stimulus 
bill for productive, high-priority, employment-enhancing Operation and Maintenance (O&M) 
work on the inland waterway system. Maintenance and repair of lock gates is critical to ensuring 
waterways reliability. 

This funding will not only immediately create jobs in the construction, major 
rehabilitation and maintenance performed on these inland waterways projects, it will create and 
sustain jobs throughout the inland waterways-dependent segments of the economy. Ultimately, 
this action will benefit every American who turns on a light powered by the electricity that was 
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generated by the coal that moved on the inland waterways, who eats in the morning the bowl of 
cereal that was made from the grain that moved by barge, and who drives a car because of the 
fuel that was transported by barge. WCI very much appreciates the leadership of this Committee 
on these infrastructure issues and job creation efforts, and we pledge our continued support to 
assist you in your efforts. 

In closing, we urge Congress to include in the economic stimulus legislation an 
appropriation of $1.5-$2 billion for this Corps of Engineers Civil Works Program work, $I-$1.5 
billion of which would be for construction of lock and dam modernization projects, including 
major rehabilitation projects, throughout the inland waterway system and $500 million of which 
would be for O&M work throughout the system. This investment will not only help modernize 
and improve the reliability of this important national asset, it will expedite job-creating 
construction work associated with the projects, helping to stimulate the Nation’s economy. 
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